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NOTICE TO OUR SHIPPERS m 
The United States Maritime Commission has requested the 
intercoastal lines to divert a number of their ships to routes 
and services more urgently required for purposes of national 
defense, and as we wish to cooperate with the Government 
to the fullest extent, it has been necessary for us to rearrange 

our schedules. 

Pre 

With fewer ships at our disposal, our North Atlantic service 

will hereafter offer a sailing approximately once every ten - 

days. With the exception of Manhattan, however, which will a 

be omitted as a port of call for the time being, our itinerary 

will remain unchanged. . 

Our South Atlantic service will be operated on a twenty day ; 

frequency, but, again in view of the lesser number of ships ; 

available, Puerto Rico will be omitted until further notice. : 

With the return of normal times, we expect to again increase aI 

our service to its previous status. Meanwhile, we hope that we ~~ 
may continue to enjoy your support as we have in the past. 
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with the 4,881 tons of butter that 


sped safely to market in Chesapeake 
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0 COURSE, you might have trouble finding a slice ay 
of bread this size, but shippers found no trouble at paren’ 
all in moving this huge amount of butter over Chesapeake not be 
and Ohio. Every ounce of it rolled swiftly and surely to its names 
destination—a big shipping job well done! One of the =i 
thousands of big jobs being efficiently carried out all A 
the time through careful, cooperative Chesapeake and tation 
Ohio service. A-| service that ties right in with your indust 
individual needs, regardless of what you ship! guilty 
are fc 
Let our vast plant and careful personnel go to work for adher 
your company, too. Call our nearest representative or og 
contact Geo. W. Wood, Freight Traffic Manager—Solici- ahi 
tation, Chesapeake and Ohio Lines, Cincinnati, Ohio. y: 
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Will the Chessie Corridor be Industry’s 
NEXT GREAT EXPANSION AREA? — 

"YES," say industrialists when they check up on the abundant 

raw materials, low-cost power, native-born labor and excel- 

lent transportation to nearby major markets available in 

The Chessie Corridor. For detailed information, write In- 
dustrial Development Service, Chesapeake and Ohio Lines, ps 
Huntington, West Va. Your inquiry will be kept confidential. age 
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The Need tor Good Sense 


It seems to us that, in the settlement of the na- 
® tional question as to whether or not we shall get 
into the European war—or, more specifically, whether 
or not we shall continue to adopt policies that will 
inevitably get us into the war—the crying need is for 
good sense and fairness. Whatever our policy is to be, 
the need for national unity with respect to it is ap- 
parent, and it is also apparent that national unity can- 
not be obtained if one side persists in calling the other 
names and if the acts or opinions of the adherents of 
one side are wilfully or ignorantly misinterpreted by 
the other. 

As an example of the latter, we have the interpre- 
tation placed on the investigation of the moving picture 
industry with a view to ascertaining whether it has been 
guilty of “war propaganda.” Immediately those who 
are for war or policies that lead to war—in short, the 
adherents of the Roosevelt policies—yell that those who 
question what the movies are doing are pro Nazi— 
that, of course, they must be in favor of movies that 
would show Hitler as a hero instead of a scoundrel. 

As any sensible person not blinded by prejudice 
and passion knows, that is not the issue at all. Those 
who question the movies may and, doubtless, do hate 
Hitler as much as do those who like the pictures. The 
question is merely whether the movies are being used 


to promote war hysteria—the same question that arises 
with respect to the campaign to collect old aluminum 
pots and pans, or to put on “blackouts” in our eastern 
cities, or to provide natty uniforms for attractive young 
women who are supposed to be in training as fire 
wardens, and so on. If they are, they should be checked. 
The same objection to their course applies that would 
apply to those on the other side if they put on a cam- 
paign, through the movies or otherwise, to show the 
horrors of war as a deterrent to what might be con- 
sidered a proper course of national action by inspiring 
craven fear of consequences. 

Of the same piece is the attack on Lindbergh as 
pro Nazi and anti Semitic because he names the Jews 
as one of the groups desiring war with Germany. It 
was, perhaps, an unwise thing for him to say, for he 
ought to have realized what the harpies would do with 
his words, but all the same he was merely outlining 
the forces that, in his opinion, were war-minded, as 
histor‘ans will do some years hence and as any student 
must do now, whether or not he makes public the re- 
sults of his thought. To accuse Lindbergh, therefore, of 
being anti-Semitic or a “Jew baiter” is idiotic. Perhaps 
the Jews, as a body, are not for war; in that case Lind- 
bergh was wrong; perhaps, on the other hand, they 
are; in that case he was right. In either case he is no 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 


way of group operating economies to help themselves and co- 
operation by shippers in such economies. 

Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by railroads not only to expand their car 
and motive power supply to meet the present emergency 
demands, but to make their present supply go as far as pos- 
sible. Cooperation by shippers in these efforts. 

A firm attitude on the part of the railroads against the 
exorbitant demands of labor for wage increases, but a scien- 
tific treatment of the matter, nevertheless, by granting in- 
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creases, where they are justified, provided labor will consent 
to fair revision of working rules. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. 


Kill the St. Lawrence waterway proposal. 
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more to be condemned than if he had said, on what 
seemed to him correct information, that the Methodist 
Church was against war and against the Roosevelt 
policies. 

On the other side, there is the persistent and fool- 
ish cry that eighty percent of our people are “against 
war” and that, therefore, Roosevelt is betraying them. 
Probably ninety-five percent of the people are “against 
war.” That does not mean, however, that they have not 
been bamboozled by false promises and their own mud- 
dled thinking into supporting policies that are leading 
us into war; it only means that they—perhaps some 
seventy percent of them—trust Roosevelt to do the 
right thing or that they have reasoned for themselves— 
or merely hoped—that this country can continue doing 
what it has been increasingly doing in the way of 
opposing Hitler and aiding England, without being 
itself involved in the fighting. 

Examples of this sort could be multiplied. They 
show, not only that people do not think things through 
on the main track, but that they are sidetracked by 
smaller issues and see things askew. And this sort of 
thing does not belong exclusively to the so-called igno- 
rant; they are ably led by newspapers and orators— 
including the President of the United States—who 
ought to and, doubtless, do know better, but who are not 
above skulduggery to attain their own ends. 


One thing is certain—we shall never have “na- 
tional unity” as long as these things go on. We may 
have the appearance of it after an American war policy 
becomes definite and official, but it will be apparent 
only. Hearty cooperation cannot be expected from 
those who, though they may be mistaken, have their 
country’s interest at heart but who have been branded 
as copperheads, fifth columnists, appeasers, pro Nazi, 
and what not, because their ideas as to what we should 
do are not in accord with the opinions of those who are 
in power—and probably in the majority also. Minor- 
ities, of course, have to “go along,” but they are not 
accursed. 


The Over-Worked Board 


We are not impressed by the reply made by W. L. 

Morse, chairman of the fact-finding board in the 
railroad wage case, to our editorial last week criticising 
the action of the President in extending the time pro- 
vided by law for the board to make its investigation 
and report. 


Doubtless, there are court decisions of the kind 
described by Mr. Morse—one can find court decisions 
on any side of any subject—but, on his own showing, 
the courts have interpreted “shall,” in statutes calling 
for the performance of certain tasks within stated 
times, as merely directive rather than mandatory only 
when there is physical inability to perform a task 
within the time stipulated. Does Mr. Morse contend 
that the board is physically unable to perform its task 
within the prescribed time? In order to do its job in 
the time given it might have to work harder than it 
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wished to work or even harder than it ought to be 
expected to work, but to say that it could not hear the 
case and arrive at its conclusions within thirty days is 
ridiculous. The Mediation Board heard all the evidence 
it needed in three weeks. Counsel on both sides have 
been over the facts and their evidence time and again. 
The board has power to make its own program. It 
spends five hours a day at the hearings. What it does 
with the other nine hours Mr. Morse says it works 
each day we have no idea. There is little for it to do 
but listen until the evidence is all in, when it must 
arrive at a conclusion. We doubt if any member of the 
board is spending as much time on the case as our 
reporter who covers the hearings, and he hasn’t yet 
given any indication of nervous exhaustion. 

Incidentally, it is of no consequence whether the 
request for more time originated with the board or with 
counsel. The question is whether the President or any- 
one else had a right, in the circumstances, to “grant” 
an extension of time. 


FARMERS AND FREIGHT RATES 


Representative Fulmer, of South Carolina, speaking in the 
House, suggested the creation of an agricultural commission 
that would “stand up and defend agriculture” and said as the 
years had gone by he had observed how the Interstate Com- 
merce Commission had obtained supervision over railroads 
“which they represent’ and also bus lines, truck and water 
transportation. He said the railroads were permitted to operate 
truck lines parallel with the railroads and “they will now hook 
up with water lines of shipping.” 

“Bus, truck and water rates will be so fixed and regulated 
that the railroads will have a real monopoly at the expense of 
the shippers of farm products and the traveling public,” said he. 
“How about the discriminatory freight rates? Compare freight 
rates on farm products, which, naturally, are bulky and heavy, 
with freight rates on manufactured goods. I can ship a $50 
suit of clothes or a pair of shoes which sell for $13.50 a certain 
distance at a cost of 10 cents each, while a bushel of corn or 
wheat, which sells for 75 cents and $1.25 per bushel, will cost 
30 cents.” 


COAL PRICES AND TRANSPORT 


The bituminous coal division of the Department of the 
Interior has issued an order equalizing minimum prices at the 
mines for certain domestic sizes of low volatile coals produced 
in districts 7 and 8 in southern West Virginia and Virginia and 
shipped via Great Lakes vessels to retail dealers in the Detroit 
metropolitan area with minimum prices for such coals when 
shipped all-rail to retail dealers in that area. The order pro- 
vides that the equalization of mine prices be effected by in- 
creasing the minimum prices for lake transported coals 50 
cents a ton for “lump,” “egg” and “stove” sizes (size groups 
1, 2 and 3), and 25 cents a ton for “nut” and “domestic run of 
mine” sizes (groups 4 and 6). In a statement the division said: 


Detroit is one of the country’s most important markets for domestic 
sizes of low volatile coals. The division found the order to be necessary 
to maintain previously existing fair competitive opportunities between 
district 7 and 8 producers who ship low volatile coals all the way to that 
market via railroad and those who ship part of the way via rail and 
the rest of the way via Great Lakes steamers. It made permanent 
temporary relief which had been granted previously. .. . 

The division’s order also authorized producers to allow seasonal 
discounts to retail coal dealers on lake shipments of low volatile coals 
from the Southern-West Virginia-Virginia districts into the Detroit 
area in order to maintain equalization of minimum mine prices with 
‘‘all-rail’’ shipments upon which discounts are permitted from April 
to August, inclusive. 


TAXES AND TRANSPORTATION 


Representatives of the railroads met September 22 in 
Washington to prepare regulations under which the railroads 
will collect the tax of 5 per cent on the amounts paid for trans- 
portation of persons by railroad, beginning October 10, as pro- 
vided by the 1941 revenue act signed September 20 by Presi- 
dent Roosevelt. The tax also applies to amounts paid for trans- 
portation of persons by motor vehicle, water or air carriers. 
It = applies on Pullman fares (see Traffic World, Sept. 20, 
p. » 
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IN WASHINGTON 





For a day or two after President 
Roosevelt said he had issued a 
shoot-on-sight order to the navy, 
Washington showed signs of hys- 
teria, but nothing like in the early 
days of the first world war. Then, 
for illustration, the wife of a navy 
commander warned the women of 
Secretary Daniels’ neighborhood 
against allowing their colored maids to talk with the delivery 
men who brought groceries and other supplies to the back 
doors, because, she solemnly asserted, there were probably 
German spies among them. 

In those days one report was that on a certain day Joseph 
Tumulty, President Wilson’s secretary, had been taken to Fort 
Myers and shot and that Christian Heurich, a German-born 
brewer, was locked up there and probably would also be shot. 
That story was told in a bank across the street from the 
Treasury. But the bank teller to whom it was given shook 
his head in disbelief. The tale-bearer was indignant and de- 
manded of the mild teller why he did not believe the report. 

“T don’t think the report is right about Mr. Heurich because 
he’s at the other window putting money on deposit,” diffi- 
dently remarked the teller. 

Heurich, at the time the shoot-on-sight order went out, 
was able to “make’’ the first page in Washington because he 
said he was about to celebrate his hundreth birthday, though 
he admitted he was only 99 years old, ready, once or twice a 
week to sit up until about 1 A. M. to play “scat” and drink 
two bottles of beer. The which suggests that the nation’s 
capital will be well poised in the fourth, if not the third world 
war. 


Washington Probably 
Will Have No Jitters 
in Next World War 





Taking its pen in hand to do a bit 
of laudation of its own work, the 
Office of Emergency Management 
of the Office of Production Man- 
agement, in the first of a series 
of articles, observes that “the de- 
fense effort is beginning to jolt 
us.” The caption over the head 
of the first effort is “the impact 


National Defense Ef- 
fort Soon Will Begin 
Jolting Everybody 


of defense.” 

“Already the funds allocated for defense purposes,” says 
the first piece on the subject, “have mounted to more than 
$60,000,000,000. This is more than all the wages and salaries 
paid in the United States during 1929, when wage and salary 
payments broke all records. It is more than the entire national 
income in any of the five depression years. The impact of this 
tremendous program will mean more work, more pay, for 
Americans.” 


One might almost infer that the war effort Americans are 
being lashed by their supposed servants to make is a blessing, 
meaning more work and more wages. But there are to be no 
comforts, the OEM plainly indicates. Instead, there is to be 
privation. One is to have great difficulty to get a new re- 
frigerator, the old car must last indefinitely and the rusted-out 
down spout on the house is not to be replaced because they 
require iron. That metal hereafter is to be devoted to the 
service of Mars maintaining freedoms in the far corners of the 
earth under the crosses of St. George, St. Andrew, and St. 
Patrick, the Stars and Stripes, and the banner of that China 
lying out in the wilderness at the end of the Burma Road. 

The implication of the first of the series of articles is that 
“you aint seen nothing yet” of the hardships this great effort 
Is to entail, the $3,000,000.000 a year tax bill of this Congress 
being but a modest beginning. 

Well, perhaps, there may be a real beginning on real war 
work in which there will be a stream-lining of organizations in 
Washington and elsewhere so there will be no suspicion in the 
mind of any one that anybody is playing politics. Thus far the 
dyspeptic ones—and there are many—have had an idea that 
in much of the effort there never has been a time when eyes 
were not almost if not altogether as much on politics as on 
honest-to-God war work. 

An analysis of the first outgiving about the impact, made 
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by the Office of Production Management, shows that the. sixty 
billion item is made up of American appropriations and author- 
izations for national defense and British war orders. The 
exact total is $60,016,000,000. That vast sum consists of ap- 
propriations, “contract and tonnage authorizations” (whatever 
that may mean) and Reconstruction Finance Corporation com- 
mitments. One item in those commitments is $100,000,000 for 
Russia, described by Jesse Jones, the lend god of America, as 
advances on goods Russia is to furnish us. 

The total of the United States in that sum is $56,537,000,- 
000. Only $3,659,000,000 represents British war orders. Totaling 
of those figures to represent the sacrifices to be made by 
American citizens is perfectly proper. The dollars this country 
will ever get from Britain, some probably would suggest, could 
be counted on the fingers of one hand. 

The fingers, however, will not represent total losses. 
Nearly six billions are to be spent on buildings, real estate, 
machinery and ships for the navy and the merchant marine, 
the percentage being 9.9 of the whole amount. The other 90 
per cent, it is believed, will be a total loss. 





According to the Tennessee 
commission, the tax subsi- 
dized electric power produc- 
tion in the Tennessee Valley 
has been a Godsend instead 
of a curse to the coal indus- 
try, as feared by it before 
tax money was used to de- 
velop water power elec- 
tricity. That body, in a decision on an application for a cer- 
tificate of convenience and necessity by the Tennessee Gas 
and Transmission Company to construct and operate a gas 
pipe line to bring Louisiana natural gas into Tennessee, de- 
clared that the “cheap TVA electricity” had so stimulated 
general industrial development in the valley that coal con- 
sumption had actually more than doubled. 

And yet the railroads, the coal industry, and their employe 
unions opposed authorization of the gas pipe line on the ground 
that the piping of natural gas into Tennessee would hurt coal 
production and transportation. On that phase of the matter, 
the Tennessee commission said: 


TVA Tax Money Subsidized 
Electric Production a 
Help to Coal Industry 


The commission is fully cognizant of and sympathetic with the 
economic dislocations that frequently result from technological ad- 
vances. But as a regulatory body established for the purpose of 
insuring adequate utility services to the consuming public, this com- 
mission cannot afford to mold its policies and decisions in such a way 
as to afford special protection to vested interests at the expense of 
technological progress and the public good. It is also true that . 
there is ordinarily a tendency on their part to exaggerate the losses 
they expect to sustain . . . . Thus, coal interests vigorously fought 
the development of cheap hydroelectric power by the TVA on the 
ground that the utilization of new water power resources would reduce 
the market for coal for steam power. But cheap TVA electricity has so 
stimulated general industrial development in the Tennessee valiey 
that the consumption of coal in the area, far from being reduced, has 
actually more than doubled in recent years. In the present case the 
opposition of the coal and railroad groups to the introduction of 
natural gas represents simply another instance of attempted social 
retardation by vested inerests. And however solicitous this commission 
may feel toward the welfare of such groups, it cannot allow their 
special claims to prevail against the superior interests of the genera] 
public welfare. 





It seemed to irritate the President 
when, in his press conference of 
September 23, some of his guests 
asked whether the Pink Star, sunk 
off Iceland, was an armed ship or 
whether she carried contraband. 
Such questions indicated to him 
only red herrings being drawn 
across the trail of the main ob- 


Laws Mere Red Her- 
rings Across the Trail, 
the President Thinks 


jective—national defense. 

The fact that she was a Danish ship, taken over by the 
Maritime Commission and then transferred to Panamanian 
registry, instead of being permitted to carry the American 
colors, were matters, seemingly, of no importance, in view of 
the fact that he had announced that he was going to protect 
all ships carrying goods to belligerent territory—a thing a ship 
flying the American flag is forbidden to do by the neutrality 
act and the President’s proclamation under it two years ago. 

Mention of domestic and international law questions in 
connection with the torpedoing of the Pink Star, seemed also 
in his opinion, but red herrings, tending to divert those intent 
on national defense. Seemingly his first intent was to ignore 
such questions but he did yield to some questioners who were 
persistent. 

The question of how much, if not all, of the neutrality 
law is to be marked for repeal, the conference developed, 
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will probably be answered next week, after a discussion be- 
tween the White House and Congress leaders. 

That statute, to which many who oppose formal American 
entry into war, objected at the time of its passage because it 
was the embodiment of a scuttle policy, gave rise to humbuggery 
on the American people. No sooner was it passed than the 
administration permitted, if it did not urge, the hauling down 
of the American flags from American ships and the hoisting in 
their place of the flags of Panama, Cuba, and other countries, 
many of which had no merchant marine before this govern- 
ment instituted its policy of hypocrisy, typified by the govern- 
ment itself putting the ship it took from Denmark under the 
Panama flag, so that an American-owned flag ship might evade 
the neutrality law and enter the war zones forbidden to it by 
an enactment now classified among red herrings. 





Walter C. Ploeser, who, ac- 
cording to his autobiographi- 
cal account of himself is the 
first Renublican ever elected 
from the twelfth Missouri 
congressional district em- 
bracing St. Louis County 
and part of the city of that 
name, is bidding for remem- 
brance by those who come hereafter with a cry in the House 
against the unconscionable expenditures proposed for non- 
defense projects. His target is the omnibus rivers and harbors 
bill now pending in that body, smelling, many think, more 
puneently of pork than all the pork butchering establishments 
in Cincinnati, Chicago, and Kansas City combined. 

What irritated the new member from St. Louis was the 
estimate that the bill called for an expenditure of only $755,- 
770,731.67. The estimate was made in a paper purporting to 
be a “committee print” concerning the measure, although the 
baby member pointed out that nowhere in the print was there 
claim of authorship by the rivers and harbors committee. His 
conclusion, therefore, was that some committee clerk put it 
out, and in it, according to his speech in the House September 
23, was perpetrated a great hoax on the public by setting down 
the cost of constructing the St. Lawrence seaway at only 
$191,681,515. 

To show how great a hoax was the estimate of less than 
a billion for the as yet incomplete program, Mr. Ploeser re- 
cited estimates of cost for the St. Lawrence project made by 
engineers of experience, among them Herbert Hoover. His 
purpose was to show that the non-defense expenditures pro- 
posed in this pork barrel, instead of being a little more than 
three quarters of a billion, would not be less than $1,276,689,216, 
that figure being based on an estimate of the St. Lawrence 
project made by Dr. Harold G. Moulton, of the Brookings 
Institution, and might be as high as $1,914,089,214, that esti- 
mate being based on an estimate of the St. Lawrence cost made 
by Col. Hugh L. Cooper. The colonel is the builder of the 
Keokuk dam, builder of locks and dams on the St. Lawrence, 
and locks and dams in Russia. He estimated the cost of the 
St. Lawrence Seaway alone at $1,350,000,000, instead of $191,- 
681,515. 

If the country becomes aroused over the Quixotic extrava- 
gances of the powers that be, perhaps Ploeser will become a 
figure in the country to be remembered.—A. E. H. 


Rookie Representative 
Bidding for Notice by 
Cry Against Extravagance 


Anti-Trust Laws and Transport 


Speaking on the subject, “The Anti-Trust Laws in the 
Present Emergency,” before the state bar of California, Sept. 
19, Thurman Arnold, Ass‘stant Attorney General of the United 
States, said that among the powerful private groups restricting 
production “must be included a few strategically located labor 
unions.” 

“Economists in the anti-trust division estimate,” said he, 
“that these labor restrictions on production, which have nothing 
to do with wages or hours or conditions of labor, are today 
costing the American consumer over one billion dollars a year. 
They are increasing. I am not talking about high wages. I am 
talking about holdups and bottlenecks in housing, and in food 
and in fuel and in transportation, created by powerful labor 
unions which claim the legal right to institute strikes and boy- 
cotts for the following illegitimate objectives: (a) to enforce 
price fixing agreements and free channels of distribution; (b) 
to el'minate small competitors and owner operators; (c) to re- 
strict the use of labor saving devices; (d) to keep more efficient 
materials off the market which might interfere with static jobs; 
(e) to prevent self-employment; (f) to make arbitrary classifi- 
cations of jobs which retard the efficient use of labor; (g) to 
tie up huge industries in the struggle to determine which of 
two unions will dominate the field.” 


TRAFFIC WORLD 


In the distribution of food in large cities, monopoly charges 
on transportation and distribution were increasing, said he. 
Private pools to raise prices through marketing arrangements 
and through the suppression of competitive bidding were taking 
advantage of their golden opportunity, said he. Continuing, 
he said: 


It is a fundamental axiom of industrial democracy that you can- 
not allow private groups to exercise economic power over others un- 
curbed by law. If there is no referee at a prize fight the man who 
puts on brass knuckles will win. And the same is true in the in- 
dustrial game, particularly in a time of huge government spending, 

The best example of the results of the uncurbed use of organized 
power can be found in our present labor picture. Recently the 
Supreme Court exempted labor activities from the Sherman act even 
where they were illegitimate, even where a labor union was putting 
an embargo on efficient methods or fixing prices—indeed even where 
the strike was to compel an employer to violate an order of the Na- 
tional Labor Relations Board itself. This appears to be the law to- 
day. How are the unions exercising that new power? In one large 
city we have convicted a truckers’ union for making a charge of $9 
a day on trucks which entered the city. That conviction is now re- 
versed. At the beginning of last week another local union decided 
that it would impose a charge of $10 a day. In some cities farmers 
are being charged for the right to unload their own produce from 
their own trucks. Such charges are being pyramided in the distribu- 
tion system. 


Included in a list of things the department was attacking, 
said he, were restraints of trade in the distribution of the neces- 
sities of life by local groups and the erection of trade barriers 
between one locality and another. 

In the earlier part of his address, Mr. Arnold said there 
was no denying the fact that for ten months our defense effort 
had been hampered by the attitude of powerful private groups 
who feared the expansion of production because it might destroy 
their domination of industry after the war. At one time, said 
he, reports went out that it was unpatriotic to suggest that there 
would be a shortage of aluminum. Only last March, said he, 
an authoritative report on the steel industry gave the impres- 
sion that there would be a surplus of steel for all civilian and 
domestic needs this year and next. 

“Today the railroads are claiming there is no shortage in 
transportation,” said he... . 

“We have waked up to disastrous shortages only when 
precious time has been lost and we are running out of supplies.” 


SCRAP AND RE-ROLLING RAIL 


Amendments to bring about a parity among consumers 
who purchase iron and steel scrap in the Cincinnati market and 
to create an incentive for the sale of scrap rail and re-rolling 
rail by mines and logging roads have been made to the iron 
and steel scrap schedule, the Office of Price Administration 
has announced. It says: 


The first change provides a shipping point price within the Cin- 
cinnati basing point of 80 cents a ton below the basing point price for 
all grades of scrap excepting six casting grades. This revision was made 
because of the great variation in switching charges within the Cincin- 
nati basing point. It does not detract from the advantages obtained 
by local steel mills from the previous amendment establishing Cincinnati 
as a basing point, but does remove certain inequalities that resulted 
to those consumers with plants outside the basing point who have 
historically purchased scrap in the Cincinnati market. 

The other revision provides an attractive price at which mines and 
logging camps can sell scrap rail and rails for re-rolling. It is stipulated 
that the maximum shipping point prices for this type of scrap shall be 
the ceiling prices set in the schedule (which apply specifically to scrap 
of railroad origin), ‘‘except that the maximum shipping point price need 
in no case be less than $13.50 per gross ton for scrap rail and $15.00 
per gross ton for rails for re-rolling.’’ In addition, the formalities gen- 
erally required from railroads upon the sale of scrap rail or re-rolling 
rail are eliminated when the seller is a mine or logging road. 


CONTAINER BRANCH OF OPM UNIT 


Establishment of a containers branch of the division of pur- 
chases, Office of Production Management, with Walter Shorter, 
assistant director of purchases, in charge, has been announced 
by Douglas C. McKeachie, director of purchases in the OPM. 
The announcement said this was one of seven industrial 
branches of the purchases division which had now been or- 
ganized. It said that Mr. Shorter, sales manager of the 
specialties division of the International Paper Co., came to 
OPM last winter as assistant to the director of purchases and 
later served for several months as purchasing consultant to the 
pulp and paper section in the production division of OPM. 

The containers branch, said the announcement, embodied 
the following sections: metal containers section, glass and 
plastics containers section, paper and fibre containers section, 
fabric containers section, and wood containers section. Chiefs 
of these sections will be announced later, according to Mr. 
McKeachie. 
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September 27, 1941 


Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





‘ Trunk Line Territory Motor Rates 


In its eighth supplemental report in Ex Parte MC 20, trunk 
line territory motor carrier rates, the Commission, by division 
5, on further consideration, has further modified its findings 
and order in the original report, on petitions of the Middle 
Atlantic States Motor Carriers Conference, Inc., and several 
individual motor carriers, so as to revise certain rates improp- 
erly related to other prescribed rates and to permit reduced 
truckload rates sought by the conference. 


Rail carriers opposed approval of a number of the reduced 
truckload rates asked by the conference, and the conference 
opposed certain reduced truckload commodity rates proposed 
by individual motor carriers, respondents in MC 20, said the 
supplemental report. Contentions advanced by the rail car- 
riers in opposition to the maintenance by motor carriers of 
truckload rates the same as rail carload rates, subject to mini- 
mum weights lower than those of the railroads, were discussed 
in the second and seventh supplemental reports in MC 20, 
and need not be repeated here, the Commission stated. It added 
that it had consistently approved proposed truckload rates 
and ratings which were the same as, or higher than, the cor- 
responding rail carload rates and ratings, and which did not 
appear to be below a reasonable minimum level. 

Revisions effected by the Commission’s supplemental report 
and order include amendment of the class rate scale number 
prescribed in the original report, 24 M. C. C. 501, 623, 624, from 
and to the following rate groups: between Haverstraw, N. Y., 
and Jersey City, N. J., change rate scale number to 46, from 
54; Haverstraw and Newark, N. J., change to 44 from 53; 
Haverstraw and Orange, N. J., change to 46 from 54; Haver- 
straw and Paterson, N. J., change to 43 from 47, and Haver- 
straw and Perth Amboy, N. J., change to 51 from 58. 

Among other revisions, the following new rates are repre- 
sentative: 

Bakery goods, viz.: biscuits or cookies, in boxes, from Pas- 
saic, N. J., to Baltimore, Md., 34 cents a hundred pounds, 
truckload rate minimum 20,000 pounds; copper, viz.: anodes, 
bars (rough cast), cakes, cathodes, ingots, slabs, blister, bul- 
lion, from Laurel Hill, N. Y., to Philadelphia, Pa., or Trenton, 
N. J., 17 cents, truckload rates, minimum 30,000 pounds; dry 
goods: woolen goods in cases, bales or bundles, from Win- 
chester, Va., or Martinsburg, W. Va., to Philadelphia, Pa., 
less-truckload rate, 77 cents, not applying on quantities of 
less than 5,000 pounds; liquors, alcoholic, not otherwise in- 
dexed in national motor freight classification, in glass, or in 
metal cans in barrels or boxes, or in bulk in barrels, from 
Cedarhurst, Md., to New York, N. Y., zone 1 and points in the 
Jersey City, Newark, Orange, Paterson and Perth Amboy, N. J., 
rate groups, truckload rate, minimum 23,000 pounds, 34 cents. 


Illinois Central Motor Service 


Applying the principles and conclusions enunciated in Kan- 
sas City Southern Transport Co., Inc., Common Carrier Appli- 
cation, 28 I. C. C. 5, the Commission, by division 5, in MC 
86779, Sub. No. 1, Illinois Central Railroad Co., Kentucky-Ten- 
nessee extension, has authorized the applicant to establish co- 
ordinated rail and motor service on less-carload freight general 
commodities, using equipment of the Railway Express Agency, 
Inc., for the motor service, based on Fulton, Ky., Dyersburg 
and Memphis, Tenn., as key or break-bulk points. The Railway 
Express Agency trucks are to be leased but they are to be 
marked with the name of the railroad which will have complete 
control over them. 

Many motor common carriers and the American Trucking 
Associations, Inc., opposed the application. 

Briefly, said the report, the Illinois Central proposed to 
establish service to and from points on its line in the western 
parts of Kentucky and Tennessee, using motor vehicles as a 
substitute for its less-carload rail service. Less-carload ship- 
ments of general commodities, destined to points in western 
Kentucky and Tennessee are to be consolidated at such ship- 
ping points as Chicago, East St. Louis, Louisville, New Orleans 
and Birmingham. That freight will then be shipped to the key 
points mentioned, there transferred to trucks for delivery to 
freight depots at destinations. Conversely, says the report, 
freight is to be collected at freight depots and transported by 


trucks at the key points, where it is to be consolidated and for- 
warded on through trains to many points. The plan here pro- 
posed, said the report, was similar to that now being used by 
the Illinois Central in Illinois as authorized in Illinois Central 
Common Carrier Application, 12 M. C. C. 485. <A daily except 
Sunday service would be given, the service rendered by the 
trucks to be in lieu of that afforded now by way trains. Such 
trains, said the report, would be continued but their work would 
be confined to carload traffic. 

Three shippers supported the proposal pointing out that 
changes had taken place making it possible for merchants to 
carry smaller stocks which needed frequent replenishing by 
less-carload shipments, these shippers dispatching freight from 
Indianapolis, St. Louis, New Orleans and many other points. 
The protesting motor carriers offered to supply direct motor 
carrier service to the various points involved by the establish- 
ment of through route and joint rate arrangements or by the 
publication by them of proportionals applicable to less-carload 
traffic moving on the applicant’s billing. This report said the 
Commission had considered such representations in other cases 
arriving at the conclusion, in the Kansas City Southern case, 
supra, “that the useful public purpose which would be served 
by coordination of rail and truck service could not be served 
as well by existing motor carriers as under the applicant’s 
plan.” For that reason, the Commission said it reached a like 
conclusion in this proceeding. 

This coordination was sought as a further effort for the 
recovery of less-carload traffic which in 1926 yielded a revenue 
of $15,131,977 but declined to $6,714,989 in 1938. 

The certificate is limited with the usual conditions, namely, 
that the service shall be auxiliary to or supplemental of the 
rail service, shall not be extended to any point not a station 
on the railroad, that there shall be no motor service between 
the key points, and all subject to the general limitation that the 
Commission may impose other conditions it deems .necessary 
so as to restrict the railroad’s motor operations to auxiliary 
or supplemental service. 


T. & P. Coordinated Service 


“The conditions imposed were not intended to prohibit but 
to limit the service to that authorized, namely, that which is 
auxiliary to and supplemental of rail service,” said the Com- 
mission, division 5, in its report, on reconsideration of MC 
50544, Sub. No. 1, Texas & Pacific Motor Transport Co. com- 
mon carrier application—Louisiana, and the cases joined with it. 
They are: MC 50544, Sub. No. 2, Sub. No. 3, and Sub. No. 4, 
all by the same applicant, a wholly owned subsidiary of the 
Texas & Pacific (see Traffic World, Sept. 20, p. 716). A change 
in one of the conditions is expected to release a considerable 
number of cars for other work. 

The applicant has been authorized to operate as a carrier 
of general commodities, with the customary exceptions, over 
regular routes between New Orleans and points in Louisiana, 
between Mills Point and Gladewater, Tex., between Big Spring 
and Pecos, Tex.,.and between Marshall and Texarkana, Tex., 
in rendering service which is auxiliary to and supplemental of 
the rail service of the Texas & Pacific. 


The applicant sought modification of the third of conditions 
imposed on it. That condition is that “shipments transported 
by applicant shall be limited to those which it receives from 
or delivers to the railway under a through bill of lading 
covering, in addition to movement by applicant, a prior or sub- 
sequent movement by rail.” 

According to the report the applicant sought modification 
of that condition to permit the movement by motor vehicle of 
cotton from ginning or origin points to nearby compress or con- 
centration points and thus release a substantial number of 
freight cars which were needed for other purposes due to heavy 
movement of defense materials. The applicant, said the report, 
pointed out that cotton normally moved from ginning or origin 
points to relatively nearby compress or concentration points 
and usually in lots of but a few bales. At the compress points 
it was stored until such times as carloads thereof might be as- 
sembled and marketed when shipments were made to points 
beyond by rail. 

Tariff and transit rules, the report said, permitted the 
application of a through rate from the ginning or origin point 
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to ultimate destination although the cotton was ordinarily 
shipped out of the compress points on a bill of lading separate 
and distinct from the inbound movement from the ginning 
points. 

Accordingly, said the report, the inbound movement, at 
the time, was not covered by a through bill of lading which was 
required by condition No. 3, in connection with shipments to 
be transported by the applicant. Furthermore, the applicant 
said, that all the inbound cotton did not receive a movement 
by rail beyond; that in a few isolated cases the cotton was 
consumed at the compress or concentration points; and that 
although it consisted of relatively insignificant amounts it was 
impossible to know in advance which cotton would be consumed 
and which would be transported beyond by rail. 


What the railroad and its motor line desired to do was to 
substitute trucks for railroad cars in bringing small amounts 
of cotton to the compress or concentration points, it being 
represented that under the present practice about 1,000 rail- 
road cars were being set aside for that service, about five days 
being used for an operation performed with a rail car. The 
proposed service, it was asserted, would release a material 
number of rail cars for other service but would not affect rail 
service. 


The Commission amended the condition by substituting a 
comma for the period at the end of the condition and adding 
the words, “and those which it transports as parts of through 
shipments prior or subsequent to movement by rail under 
appropriate transit rules,” in prior certificates. 


Chairman Eastman, concurring, said he approved the re- 
port because it would accomplish the results desired. But he 
did not, he said, for reasons which he had stated elsewhere, 
believe that condition No. 3, even when amended, would be 
on a proper basis. 


“Local” Track Service Exemptions 


Adoption of such a construction of the exemption provi- 
sions in section 202(c) (2) of part II of the interstate com- 
merce act as would exclude from the Commission’s jurisdiction 
all local cartage to which the language of that section could 
reasonably be applied was termed consistent with the known 
trend of the legislative intent concerning local cartage, in a 
report by the Commission, division 5, in MC 13530, John and 
Vincent Henry Palisano, dba Lincoln Storage & Carting Co., 
Buffalo, N. Y., common carrier application, embracing MC 
13531, John and Vincent Henry Palisano, contract carrier appli- 
cation, and MC 49529, Linco Motor Express, Inc., common 
carrier application. 

Commissioner Lee, in a concurring expression, said he 
thought it was not out of place to point out that, under this 
decision, the only motor carriers engaged in performing a local 
pick-up and delivery service, which were not exempt under 
sections 203(b) (8) and 202(c) (1 and 2) were those who per- 
formed such service for a forwarder, which, he said, “the 
courts and this Commission have always held to be a shipper.” 

Division 5 found that the applicants in MC 13530 and MC 
13531 were entitled, under the grandfather clause, to common 
carrier rights for continuance of operation in transporting gen- 
eral commodities, with exceptions, between all points within 
five miles of Buffalo, N. Y., including Buffalo, and in trans- 
porting household goods between Buffalo and all points within 
50 miles of Buffalo, on the one hand, and all points in Connec- 
ticut, Delaware, Illinois, Indiana, Maryland, Massachusetts, 
Michigan, Missouri, New Jersey, New York, Ohio, Pennsyl- 
vania, Rhode Island, Vermont and the District of Columbia, 
on the other, over irregular routes. In MC 49525, applicants 
were found entitled to grandfather rights as a common Carrier 
in transportation of general commodities, with exceptions, be- 
tween Buffalo and Rochester, N. Y., over a specified route, with 
service to all intermediate points. In that application the divi- 
sion also authorized the applicants to continue operation, with 
a certificate of public convenience and necessity, as a com- 
mon carrier of general commodities, with exceptions, over 
specified routes between the following points: Rochester and 
Syracuse, N. Y.; Buffalo and Syracuse; Alexander and Batavia, 
N. Y.; Le Roy and Bergen, N. Y.; Rochester and Waterloo, 
N. Y.; Newark and Phelps, N. Y.; Lyons and West Junius, 
N. Y., and Port Byron and Auburn, N. Y. 

The report observed that the applicants had a contract 
covering pick-up and delivery for the Delaware, Lackawanna 
& Western railroad, that the record implied that they had con- 
tracts with certain water carriers, and that they performed a 
local service for one or more forwarding companies “under 
arrangements not entirely clear.” In discussing the provisions 
of sections 202(c) (2) of part II. the report said, in part: 


TRAFFIC WORLD 





The section in question creating exemption applies to transportation 
of a certain type which is functionally described. The elements of that 
functional description are: (1) the performance within terminal areas 
(2) of transfer, collection or delivery service (3) for a common carrier 
by rail, express, motor or water, subject to the interstate commerce 
act, and (4) as agent for such carrier or under a contractual arrange- 


ment with it. It is evident that all of the local transportation per- 
formed by applicant falls within the four elements above enumerated 
with the exception of the services performed for a forwarder, subject 
also to the possibility that the construction of the word ‘‘for’’ in the 
third element enumerated might exclude from the exemption trans- 
portation performed under a joint rate or through route arrangement. 

There can be no doubt that services . . . under arrangements with 
a forwarder company are excluded from the language of the exemp- 
tion. . . . There is, however, some question worthy of comment as to 
whether services performed by a carrier as an independent carrier 
operating under duly established through routes and joint rates or per- 
forming through service under separately established rates of the two 
carriers can be deemed to be performed ‘‘for’’ the connecting carrier. 
If such services are not ‘‘for’’ the line haul carrier, they lie outside 
the exemption. 

We consider that . . the services in question which result in 
placing shipments at the convenient disposal of the line haul carrier 
must be regarded as performed for such carrier in any reasonable 
interpretation of the word ‘‘for.’’ There is nothing in the act nor in 
the use of this word which indicates that a narrow or restricted mean- 
ing was intended by Congress in the use of it. To construe the word as 
applicable to service performed under one type of arrangement with a 
line haul carrier and to deny the application of the exemption to 
precisely the same service performed under a different mode or style 
of agreement seems to us to constitute a sacrifice of substance to 
form. ... 

It is evident . . . that the only difference between collection, trans- 
fer or delivery service performed under a special contract and the same 
service performed under ordinary tariff provisions creating through 
routes lies in the form of the contract. We conclude that the applicants’ 
through service under joint rates or the service under combination of 
separately established rates is ‘‘for’’ the line haul carrier and that all 
conditions of the exemption are met. . . . We are convinced that... 
all of the local service performed in connection with other carriers 
which are under our jurisdiction is subject to the exemption and that no 
certificate or permit is required for its performance... . 

The question presents itself . . . whether the certificate should be 
restricted to services rendered for forwarding companies or whether the 
certificate should be in the ordinary form, authorizing service as a com- 
mon carrier without specific restriction to the persons for whom the 
service is rendered. We consider that as a practical matter it is un- 
desirable to embody a restriction in the certificate. . . . Our description 
herein of the principles applicable to applicants’ service should suffice 
to make it clear to applicants and all interested parties which portion 


of their service is subject to our jurisdiction and which portion is 
not. . 


NO MILK TRAFFIC FOR MEAT TRUCKS 


Again saying that the mere desire of a shipper for a par- 
ticular service at a particular rate was not sufficient to war- 
rant the issuance of a permit, as a contract carrier, the Com- 
mission, by division 5, in MC 14036, Sub. No. 2, Gail Dahl 
extension—milk and cream, has denied a permit under which 
Gail would haul milk and cream to Sioux City, Ia., from points 
in South Dakota, in return trips of trucks which had hauled 
packing house products to South Dakota points. 

Gail, according to the report, has been hauling milk and 
cream in trucks devoted exclusively to that traffic. It was his 
plan, as indicated by the report, to have his trucks that had 
hauled packing house products to South Dakota points pick un 
milk and cream on their return trips. Wilson Transfer and 
Storage Co. and rail carriers, said the report, opposed the 
application. The applicant is now operating under a grand- 
father applicaton, as a contract carrier of packing house 
products, the vehicles usually moving empty on return trips. 
Wilson is a common carrier in the affected territory, trans- 
porting perishable products, including milk and cream, operat- 
ing 125 tractors and refrigerator semi-trailers, among its cus- 
tomers being a receiver of milk and cream with whom Gail, 
if authorized to operate as a contract carrier, would make a 
contract for charges lower than the common carrier rates. 

In support of its reiterated statement about the desire of 
one shipper, the Commission said that there had to be a show- 
ing that the service presently afforded was inadequate or that 
the applicant proposed to perform a service not now available. 
If a shipper felt the rates on his shipments were too high, 
said the report, he was provided with an adequate remedy 
under the interstate commerce act. The Commission found in 
this instance that the proposed operation would not be con- 
sistent with the national transportation policy. 

Dissenting, Commissioner Lee said that certainly the pro- 
motion of economy and efficiency of a motor carrier, both of 
which would result from the issuance of the authority here 
sought, was not only consistent with but was required by the 
public interest and the national policy. 
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Coke, Ky. and 0. to Keokuk 


Fourth section relief on coke from Ashland, Ky., and Iron- 
ton, O., to Keokuk, Ia., has been granted twelve railroads, pro- 
posed rates of those lines on coke to Keokuk from Ashland and 
Ironton have been found justified, and rates proposed on coke 
from New Boston and Portsmouth, O., to. Keokuk have been 
found not justified by the Commission, division 3, in a report in 
I. and S. No. 4929, coke, Ohio river points to Keokuk, Ia., em- 
bracing fourth section application No. 18935, coke to Keo- 
kuk, Ia. 

By fourth section order No. 14384, the Commission author- 
ized the Alton, the Baltimore & Ohio, Chesapeake & Ohio, Chi- 
cago & Illinois Midland, the Burlington, the Detroit, Toledo & 
Ironton, the New York Central, the New York, Chicago & St. 
Louis, the Norfolk & Western, the Pennsylvania, the Toledo, 
Peoria & Western, and the Wabash to establish and maintain, 
over described routes, for the transportation of coke (the direct 
product of coal) 1% inch and smaller size, in carloads, from 
Ashland and Ironton to Keokuk, rates not lower than $3 a net 
ton, and to maintain higher rates to and from intermediate 
points without observing the long-and-short-haul part of the 
fourth section. The Commission vacated and set aside fourth 
section order No. 13539 entered Nov. 8, 1939, in fourth section 
application No. 17779. 

As to the I. and S. proceeding, the Commission found that 
the carriers’ proposed reduced rate on coke from Ashland, 
Ironton, New Boston and Portsmouth to Keokuk, a reduction 
from $4.05 to $3 a ton, minimum 50,000 pounds, was reasonably 
compensatory as to the Ashland and Ironton but had not been 
justified for application from New Boston and Portsmouth. It 
ordered cancelation of schedules filed to become effective April 
15 and suspended, on protest of the American Barge Line Co., 
until Nov. 15, without prejudice to the establishment of the rate 
found justified, and discontinuation of the suspension proceed- 
ing. 

The report said the application for fourth section relief was 
based on competition with transportation by water. The barge 
line served Ashland and Ironton, it observed, but did not serve 
Portsmouth or New Boston, and there was no movement of 
coke from either of those points by water and no indication of 
any movement by rail to Keokuk, it added. The movement of 
coke from Ashland and Ironton to Keokuk was from the Semet- 
Solvay Co. to the Keokuk Electric Metals Co., it noted. It said 
the metals company had assured the railroads that if they 
would meet the barge rate of $3.25, its entire coke traffic from 
Ashland and Ironton would move all-rail. The metals company 
had agreed to pay for one year a rate of 25 cents higher than the 
barge rate in order to establish rail service but primarily be- 
cause it desired to help keep in operation the 75-mile branch 
line of the Wabash from Bluffs, Ill., to Keokuk, the report said. 
It added that the Wabash was the active respondent seeking 
establishment of the proposed rate and that on behalf of that 
line it was stated that this traffic would contribute materially 
to the successful operation of the Keokuk branch. 

Commissioner Johnson, dissenting, said he could not vote 
with the majority in this proceeding for the reason that “the 
low earnings yielded by the proposed rates” were, in his opin- 
ion, not shown to be reasonably compensatory. Moreover, he 
said, he looked on the practice of the Keokuk Electric Metals 
Co. of asking for lower rates from first one carrier and then 
the other as being unfair and “one which we should discoun- 
tenance.” 

“In my opinion,” he said, “approval of the proposed rates 
herein is the forerunner of a request for a reduction in the 
rates of the water carriers at the expiration of the one-year 
agreement entered into by the Keokuk Electric Metals Co. and 
the rail carriers.” 


F. S. A. DENIAL ON GRAIN 


In a report in fourth section application No. 18948, the 
Commission, division 2, by fourth section order No. 14377, has 
denied authority to the Chicago, Milwaukee, St. Paul & Pacific 
to establish and maintain rates of 18 cents on grain and grain 
products and 20 cents on flaxseed and articles taking the same 
rate between Wahpeton, N. D., and Duluth, Minn., and group 
3 stations as listed in the Milwaukee’s tariff I. C. C. No. B-7050 
without observing the long-and-short-haul provision of section 4. 

The report said that without fourth-section relief, appli- 
cant was compelled to apply rates of 21 and 23.5 cents, on grain 
and flaxseed, respectively, from Wahpeton to Duluth, while 
under the rate structure the rates were 18 cents on grain and 
grain products and 20 cents on flaxseed. It said that in Grain 
and Products to Duluth, Minn., 237 I. C. C. 157, reference was 
made to applicant’s single-line route from Fargo, N. D., to 
Duluth, 453 miles in length and 79.8 per cent circuitous, as com- 
pared with the short-line distance of 252 miles over the North- 
ern Pacific. The conclusion in that decision said the Commis- 
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sion, with respect to routes of that degree of circuity was that 
no special showing had been made that would warrant their 
use as proper or desirable at rates no higher than over the 
shortest route. Applicant’s route from Wahpeton to Duluth 
was the same as the route from Fargo less the distance of 46.2 
miles between Fargo and Wahpeton, it added. No special show- 
ing had been made, it said, that would warrant relief over 
applicant’s route between Wahpeton and Duluth. 


Commission Reports 
Polished Marble 


No. 28573, Hawkins Marble & Tile Co. vs. Atchison, Topeka 
& Santa Fe Railway Co. et al. By the Commission. Report 
by Commissioner Alldredge. Joint class rate of 86 cents a 
100 pounds charged for transportation of three carloads of 
polished marble from Knoxville, Tenn., to Wichita, Kan., Sept. 
23, Oct. 12 and 27, 1938, found inapplicable as to shipment 
of Sept. 23, but applicable as to October shipments, change 
in tariff of the Louisville & Nashville having become effective 
Oct. 1, 1938. Applicable rates not shown to have been un- 
reasonable or unduly prejudicial and preferential. Reparation 
of $40.20, with 4 per cent interest, awarded. 


Paper Boxes 


I. and S. M-415, paper boxes from Ohio points to Winston- 
Salem, N. C., embracing MC C-95, paper boxes from Cincin- 
nati, O., to points in North Carolina. By division 5. On further 
hearing, findings in prior report, 24 M.C.C. 208, that, in I. and 
S. M-415, a proposed rate of 40 cents, minimum 10,000 pounds, 
on paper boxes, as described in the suspended schedules, from 
Cincinnati and Lockland, O., to Winston-Salem, N. C., was less 
than reasonable and unlawful, and that, in MC C-95, a rate of 
40 cents, minimum 10,000 pounds, on “eartons, paper or pulp- 
board, knocked down,” maintained by respondents therein from 
Cincinnati to Mount Airy and Winston-Salem, N. C., was and 
for the future would be unreasonable to the extent it was less 
than 46 cents, minimum 18,000 pounds, affirmed. The report 
said the proceedings were reopened for further hearing on pe- 
tition of S. A. and H. L. Hennis, dba S. A. and H. L. Hennis 
Freight Lines, respondents in MC C-95, their contention being 
that due to their change of equipment from straight trucks to 
tractor-trailer units, a rate of 40 cents, minimum 20,000 pounds, 
would be reasonable on the paper boxes they transported. The 
Commission said that since its order of July 10, 1940, requiring 
respondents in MC C-95 to establish a rate of not less than 46 
cents, minimum 18,000 pounds, on this traffic, was not vacated 
by the order of Sept. 26, 1940, reopening these proceedings, no 
further order was necessary. Chairman Eastman noted a dis- 
sent. 

Cement 


Fourth section application No. 17681, cement from Knox- 
ville, Tenn. By division 2. Louisville & Nashville, Georgia Rail 
Road & Banking Co. operated as the Georgia Railroad by 
lessees; Atlantic Coast Line and Louisville & Nashville; At- 
lantic Coast Line, the East Carolina and the Virginia & Caro- 
lina Southern authorized by fourth section order No. 14379 to 
establish and maintain on cement, in carloads, from Knoxville, 
Tenn., to points on the A.C.L. in the Carolinas, as described in 
an appendix to the report (not herein reproduced), over de- 
scribed routes, the lowest rates that may be constructed over 
any line or route from and to the same points on the basis pre- 
scribed or approved in Southern Cement Rates, 132 I.C.C. 427, 
139 I.C.C. 484, 147 I.C.C. 303, and 188 I.C.C. 602, plus general 
increases authorized in 1937-1938, and to maintain higher rates 
from, to, and between intermediate points. The report said the 
applicants urged that because they had relief to apply class 
rates and rates made uniform percentages thereof from Knox- 
ville to the points considered in this application, over routes 
longer than those over which they had relief to maintain rates 
on cement, they should be granted the further relief necessary 
to permit the rates on cement to be applied over the same 
routes over which the class rates might be applied. The Com- 
mission said it did not follow that relief also must be author- 
ized with respect to all commodities over the same route, but 
that some relief would appear justified. Commissioner Splawn, 
in a concurrence, said that in his judgment the modification 
authorized did not go far enough and that it probably would 
create additional inconsistencies which could be avoided. A 
practical solution, he said, was to extend the relief to routes 
which did not exceed in length the longest routes over which 
relief was authorized in connection with the corresponding class 
rates from and to the same points. 


Imported Green Coffee 


Fourth section application No. 18345, imported coffee from 
New Orleans, La. By division 2. The Atchison, Topeka & Santa 
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Fe for itself and on behalf of other carriers parties to Agent 
W. P. Emerson’s tariff I.C.C. No. 280 authorized by fourth sec- 
tion order No. 14382 to establish and maintain on imported 
green coffee, carloads, minimum 50,000 pounds, over their in- 
direct routes from New Orleans to stations Ft. Madison, Ia., to 
Chicago, IIl., inclusive, on the Santa Fe line, rates the same as 
those contemporaneously applicable on like traffic over the di- 
rect lines or routes from and to the same points, but not lower 
than 41 cents a hundred pounds, and to maintain higher rates 
to intermediate points, without observing the long-and-short- 
haul part of the fourth section. The Commission stipulated that 
-the relief authorized should not apply to any line or route over 
which the rates authorized in this proceeding would yield less 
than 5 mills a ton-mile. Commissioner Alldredge, in a dissent- 
ing expression, said it was his opinion that relief had not been 
justified over routes involving circuity in excess of 50 per cent. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 88412, Sub. No. 1. Henry Spence, Billings, Mont., con- 
tract carrier extension. By division 5. On reconsideration. 
permit granted for operation as to petroleum products, in bulk, 
in tank trucks. from Newcastle, Lovell, Cody, Wyo., and points 
within one m‘le thereof and from points in the Badger Basin 
oil field in Wvoming within 10 miles of Clark, to Livingston 
and Forsyth. Mont., over specified routes, with service to speci- 
fied intermediate and off-route points. 

*MC 1316, Sub. No. 1, Boyer Transportation Co., Inc., 
Knoxville, Md.. common carrier extension. By division 5. 
Denied. Snec‘fied commodities between Frederick. Md., and 
Philadelphia. Pa., over irrecular routes. The Commission said 
existine carriers were handling the traffic satisfactor‘lv. 

*MC 7777. Sub. No. 5. Rose Line Transportation Co., Inc., 
Des Moines. la., contract carrier extension. Bv division 5. 
Denied. Linoleum and linoleum sunnlies from Kearny, N. J., 
and Marcus Hoon. Pa.. to Sioux City, Ia.. over irrerular routes. 
Present transnortation fac'lities were adequate. said the report. 

*MC 30012, Sub. No. 3, T. S. C. Motor Freight Lines, Inc., 
Houston, Tex., common carrier extension. embracing Sub. No. 
6. Same, common carrier extension. By division 5. Certificate 
granted. in MC 30012. Sub. No. 3, as to general commod'ties, 
with exceptions, between Sulnhur, La., and points within five 
miles thereof, between Jennings, La., and points within nine 
miles thereof, between Crowley, La., and points within nine 
miles thereof, and between Jeanerette, La., and po‘nts within 
five miles thereof. all over irregular routes. Certificate de- 
nied in Sub. No. 6; general commodities, w'th excentions, be- 
tween Alexardria and Shreveport. La., over U. S. Highway 71. 

*MC 14554, W. L. Mead. North Fairfield, O., common car- 
rier annlication. Bv division 5. Certificate granted for con- 
tinvance of operation. general commodities, with excentions, 
from Hanover and Roston. Mass., and points in Massachusetts 
within 10 miles of State House in Boston, to Akron, Cleve- 
lard. Columbus and Norwalk. O.: rubber and rubber articles 
from Boston and Hanover. Mass.. to Rochester, N. Y., and wool 
from specified noints in Mich.. Ind. and O.. to Cleveland, O., 
and Boston. Mass., over snecified routes. Commissioner Lee, 
concurring in nart. said that in addition to the onerating au- 
thoritv to which this carrier was found to be entitled. he be- 
lieved that under the facts the carrier should be awarded the 
right to transport general commodities “in both directions.” 

MC 95463. Roval Cadillac Service, Inc.. New York. N. Y., 
common carrier avplication, embracing MC 95462. Reliable 
Cad'llaec Lines., Inc.. common carrier annlication. Bv division 
5. Annlications denied. under erandfather clause. Passengers 
and haegace between New York. N. Y., and Roscoe, N. Y.. over 
spec'fied route throurh New Jersey, serving specified inter- 
mediate ard off-route points. 

*MC 27845, Biter’s Transfer Co., Inc.. Trenton, N. J., com- 
mon carrier annvlication, embracing MC 78088. Sub. No. 1. East- 
ern Carrier Corporation, Dunmore, Pa., common carrier ex- 
tension. By division 5. Certificate granted in MC 27845 for 
continuance of operation, general commodities, with exceptions, 
over irregular routes, (a) between Philadelphia, Pa.. on the 
one hand, and. on the other, Easton, Bethlehem, Allentown, 
New Hone, Yardley. South Lanchorne and Marcus Hook. Pa., 
and noints in a snecified New Jersey section. and (h) between 
Bristol. Lansdowne. Chester, Allentown, Marcus Hook, New 
Hone, Bethlehem and Faston. Pa., on the one hand, and, on the 
other, points in snecified New Jersey area. Certificate granted 
also in MC 78088. Sub. No. 1, to applicant as successor in in- 
terest to Biter’s Transfer Co., Inc., for continuance of opera- 
tion, general commodities, with exceptions, over irregular routes, 
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between Philadelphia, Pa., on the one hand, and, on the other, 
points in Warren county, N. J., north of New Jersey highways 
24 and S-24, other than Great Meadows, N. J. 

*MC 101430, William Snider, Bluefield, W. Va., contract 
carrier application. By division 5. Permit denied. Food prod- 
ucts from specified points in Ga., Ind., O., N. C., S. C. and Va., 
to specified points in Va. and W. Va., over irregular routes. 

*MC 101787, Fred J. Nowka, Beaver Creek, Minn., com- 
mon carrier application. By division 5. Denied. Live stock, 
seeds, grains and emigrant movables between Beaver Creek, 
Minn., and points within 25 miles thereof, on the one hand, and 
points in S. D. and Ia. within 100 miles of Beaver Creek, on 
the other, over irregular routes. 

*MC 24845, Sub. No. 2, Ford Reed, Indianapolis, Ind., con- 
tract carrier extension. By division 5. Permit granted, as to 
dairy supplies and equipment, canned goods, and canning equip- 
ment and supplies, including ingredients, from and to specified 
points in Ind., W. Va., Ky., Mo., Ia., Ill., Wis., O., and Pa., 
over irregular routes. The Commission said that since the traffic 
applicant proposed to haul was now being transported by the 
shippers themselves and would continue to be so transported if 
this application were not granted, existing carriers would not 
be affected by the granting of the authority sought. 

*MC 25562, Sub. No. 1, A. R. Gundry, Inc., Rochester, N. Y.., 
common carrier extension. By division 5. Certificates granted. 
Liquid petroleum products in bulk, in tank trucks, from and to 
points in specified counties in New York and Pennsylvania, over 
irregular routes. 

MC 50544, Sub. No. 10, The Texas & Pacific Motor Trans- 
port Co., common carrier extension. By division 5. Certificate 
granted. General commodities ‘over srecified route between 
Big Spring, Tex., and Hobbs, N. M., subject to conditions, in- 
cluding one requiring that annlicant’s service be limited to 
service auxiliary or supplemental to rail service of the Texas & 
Pacific Railway Co. and the Texas-New Mexico Railway Co. 


D. & R. G. W. REORGANIZATION 


By an order in Finance No. 11002. Denver & Rio Grande 
Western Railroad Co. reorganization. the Commission, by divi- 
sion 4. has fixed the sum of $12,000. including payments of 
$5.000 previouslv received by the petitioner, as the maximum 
limit of final allowance to be paid out of the debtor ra‘lroad’s 
estate to Charles D. Bromley as “reasonable compensation” 
for his services as counsel to Wilbur Newton, special repre- 
sentative of the trustees of the debtor’s estate, and as spec‘al 
counsel for the trustees in the reriod from December 19. 1938, 
to and including March 25. 1941, in connection with l'tication 
pending in federal court for the southern New York district. 


CHATTAHOOCHEE & GULF ABANDONMENT 

Finding nothing encouraging in the prospects for a sub- 
stantial increase in freivht in the future. the Commission, by 
division 4, in Finance No. 13128, Chattahoochee & Gulf et al. 
abandonment. has authorized that comnany to abandon the line 
and the Central of Georgia to abandon oneration of that part 
of the railroad extending from Hartford to Lockhart. a distance 
of about 48.26 miles. The report said the traffic had been erad- 
ually decreasing, resulting in operating losses in the last three 
years. 

One of the protestants, according to the report, had ware- 
houses located on the Louisville & Nashville and practically 
all his inbound shipments were over that line and half of the 
outhound traffic was handled by truck. It added that the prin- 
cipal shinpers had other railroad service available. The noint 
was made. in a motion to dismiss that the line was wholly 
within Alabama and that the Commission, therefore, had no 
jurisdiction. The Commission said the motion, made at the 
hearing, was properly denied. 


Leases of Lake Ships 


When the Commission, by division 4, in Finance No. 13215, 
Great J.akes Transit Cornoration lease, decided that a lease 
bv the Minnesota-Atlantic Co. of part of the floating equipment, 
shins. of the Great Lakes Transit Corporation for the season 
of 1941 was not a transaction within the scone of section 5 (2) 
of the interstate commerce act (see Traffic World. Sent. 20, 
p. 716) it took the onnortunity to discuss the annlication of that 
part of the law as between railroads and carriers by water. 
In submitting the anplication the Minnesota-Aftlantic d'd not 
adm't. but snecificallv raised the question. of the Commission’s 
jurisdiction in the premises. 

The anrlicant contended. said the rerort. that lease of shins 
by the Great Lakes Transit Co.. to enable the Minnesota-At- 
lantic to continue service notwithstanding the taking of shins 
from it for national defense service on the ocean. for which 
the ships were fit, was not at all comparable to leases of lines 
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of railroad, where it was not only the physical property which 
was the subject of the lease but also the railroad itself as a 
transportation route. Charter-parties, the applicant said, were 
frequently made between carriers by water tor varying periods 
of tame, some of very brief duration to take care of particular 
traffic requirements. In that respect, it argued, they did not 
difter from leases of locomotives or rolling stock between rail- 
roads, approval of which had not been required by the Com- 
mission. 

‘the Commission agreed that, as to transactions between 
water carriers for temporary or short term use by one of 
equipment or other facilities of another, somewhat after the 
fashion of exchange of equipment between railroads, the stric- 
tures of section 5 were not intended to apply. Manifestly, 
at this juncture, it added, it was impossible to indicate a 
sharper line of demarcation between such transactions within 
the scope of section 5 (2) and transactions not intended to be 
included therein. In any case, it said, responsibility for com- 
pliance with the law rested with the carrier. Where there 
was doubt, it said, the pertinent facts should be submitted for 
its consideration. 

‘the vessels leased from the Great Lakes Transit Corpora- 
tion, the report said, were suitable for Lake operation only 
and, except for their use by the applicant, would not be in 
operation. The charter parties or lease agreements contained 
no option or other provisions for their renewal. The trans- 
actions, said the report, not only did not affect the lessor’s 
ability to continue operation and maintain its service, but, on 
the contrary, permitted continuation of the applicant’s op- 
eration in competition with the lessor. The Commission there- 
fore found that the leases were not transactions within the scope 
of section 5 (2), and the application was dismissed. 


MONARK MOTOR FREIGHT CONTROL 


Subject to compliance by applicant with three conditions 
set out in the order, the Commission, by division 4, has issued 
an order in MC F-1656, Richard R. Riss, Kansas City, Mo.— 
Control—Monark Motor Freight System, Inc., authorizing the 
applicant, president and general manager of Riss & Co., Inc., 
to operate the properties of Monark Motor Freight System, 
Inc., of Chicago, Ill., through control and management, for a 
period not exceeding 180 days beginning with Sept. 18, 1941, 
as requested in the applicant’s petition for temporary authority 
filed Sept. 17 in connection with his application in MC F-1656 
(see Traffic World, Sept. 20, p. 712). 

The order by division 4 said it appeared that failure to 
grant the temporary approval requested might result in destruc- 
tion of or injury to the Monark properties or might interfere 
substantially with their future usefulness in the performance 
of adequate and continuous service to the public. It stipulated 
that the order should be of no force and effect unless the 
applicant, not later than Oct. 3, 1941, should have filed with 
the Commission three conformed copies of an agreement em- 
bracing the terms of the operation through control and man- 
agement authorized in the order, should have entered into 
operations through control and management pursuant to this 
order, and should have confirmed, in writing, to the Commis- 
sion, immediately on beginning the operations, the date the 
operations were begun. The order made a provision that opera- 
tions under the authority it granted should not prejudice such 
rights as the Monark truck line might have to appropriate 
operating authority issued or issuable under the act. 


Western Grain Rate-Break Points 


As an intervener in No. 28659, The Board of Trade of Kan- 
sas City vs. Missouri Pacific et al., the Merchants’ Exchange 
of St. Louis, Mo., has filed a brief with the Commission, ob- 
jecting to the establishment by the Commission in its decisions 
in the Western Grain Case (164 I. C. C. 619, 645, 205 I. C. C. 
301, 328, and 215 I. C. C. 83, 87) of through rates on flour, 
feed and grain from points west of the Missouri River to points 
ir. southeastern Missouri without transit at St. Louis. 

The brief asserts that the St. Louis market is held to the 
rate-break by the carriers “even though this Commission listed 
St. Louis as a destination and not a rate-break market in foot 
note 10, page 327 of the Western Grain Case.” It contends that 
St. Louis is not a futures market and must depend on Kansas 
City or Chicago for its hedging facilities and adds that “not- 
withstanding these facts’ St. Louis is held to the rate-break 
rule. It notes that transit is granted interior mills and ele- 
vators located intermediate between designated Kansas origins 
and southeastern Missouri destinations, the movement being 
directly through St. Louis, and avers that the disadvantage to 
which the St. Louis market is placed through granting transit 
to the intermediate interior mills and elevators ranges from 
4%» cents to 10% cents a hundred pounds. 
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“The St. Louis market is a cash market only,” the inter- 
vener argues. ‘There is no futures market at St. Louis. The 
price of grain at St. Louis is based over or under the futures 
price at Chicago or Kansas City. Our cash prices are def- 
initely related to one or both of these markets. At the time 
the main evidence was submitted in the Western Grain Case 
... the St. Louis market was a futures market, and following 
the original decision in that case in 1931, our futures market 
declined to a point where at this time it is not recognized as 
a futures market on grain by the Commodity Exchange Ad- 
ministration of the U. S. Government. The St. Louis market 
must rely on the futures market at Chicago or Kansas City 
to the same extent and in the same manner as the interior mills. 
Notwithstandin« these facts the St. Louis market is held to 
the rate break to the same extent that Kansas City is. This 
in spite of the fact that the Commission . . . classified St. Louis 
as a destination market and not a rate-break market. . . There 
is no question but that the St. Louis market is held to the rate- 
break combination. This... is a fact as shown by the various 
transit tariffs. Our interest is identical with that of Kansas 
City in so far as transit on the through rate is concerned.” 

A brief of the complainant, the Board of Trade of Kansas 
City, Mo., said the complaint alleged that the through rates 
from Kansas origins to destinations in Missouri under which 
transit was allowed at Kansas City were excessive and unrea- 
sonable; that the reasonableness of the through one-factor rates 
for direct service was not involved by the complaint, but that, 
as such rates also included the privilege of stopping in transit 
at all intermediate points other than Kansas City, it was the 
complainant’s contention that the applicable rates under which 
transit was allowed at Kansas City were excessive and unrea- 
sonable to the extent they exceeded the corresponding through 
one-factor rates contemporaneously applicable to direct ship- 
ments. The brief said there was no difference in service pre- 
sented which would justify the higher charges resulting from 
the combination basis. The evil sought to be remedied by the 
complaint, it said, was the imposition of higher through charges 
when transit was taken at Kansas City than were imposed on 
similar shipments transited at other points. 

Railroads defendants in the proceeding asserted in their 
brief that the adjustment from Kansas to southern Missouri 
was “merely a part” of the western grain adjustment involved 
in No. 17000, part 7, that in an adjustment of that size there 
were bound to be some inequalities, but that it was doubtful if 
there were any particular phases of the adjustment which 
could be cured by “piecemeal litigation” without creating mal- 
adjustments elsewhere. It expressed the belief that the pri- 
mary issue involved was the rate-break principle rather than 
the question of the reasonableness or unduly prejudicial char- 
acter of the rates assailed. It suggested that the Commission 
should not undertake to make any revision in the rates on grain 
and grain products affecting the entire western district ‘‘on the 
basis of a complaint filed attacking only a very small portion 
of said adjustment.” 

The St. Joseph Grain Exchange of St. Joseph, Mo., inter- 
vener, filed a brief on behalf of the complainant, saying that 
the major issue in this case was the cancellation of propor- 
tional rates “unprescribed by the Commission and not even 
bearing the authority of rate-break mode of construction.” It 
said the so-called rate-break rule was nothing more than an 
idea as to how rates should or should not be made or published 
and that a chief effect of the rule was to charge transit opera- 
tors at the basing point a higher outbound balance than the 
normal balance of the through rate beyond that market, ar- 
rived at by deducting the inbound rate from the through rate. 
It asked that the assailed proportional rates from St. Joseph 
and Kansas City to southern Missouri destinations be ordered 
canceled, permitting transit to be taken at the terminal mar- 
kets on the basis of the single-factor through rates from Kan- 
sas to southern Missouri; that if proportionals be retained in 
southern Missouri, they be revised downward to reflect approxi- 
mately the lowest transit balances from Kansas origins to 
southern Missouri; that the single-factor through rates be re- 
vised to meet such new lowered combinations, and that if the 
present proportionals from St. Joseph and Kansas City. be re- 
tained to southern Missouri and not revised downward, such 
proportionals be ordered to be made inapplicable on grain and 
grain products traffic originating in Kansas. 





COMMISSION ORDERS 

No. 28699, A. E. Staley Manufacturing Co. vs. Alton et al. Indian- 
apolis Board of Trade permitted to intervene, 

1. & S. No. 4859, petroleum coke, Texas to Baton Rouge and New 
Orleans. Motion of respondents for cancellation of oral argument over- 
ruled. 

MC 79571, Ziffrin’s Overnite Express, Inc., common carrier applica- 
tion. Petition of applicant for postponement of effective date of order 
and for reconsideration or rehearing in part denied. 

Ex Parte MC 23, midwestern motor carrier rates. Proceeding re- 
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opened and assigned for further hearing with respect to matters pre- 
sented in items Nos. 1 to 18 of first petition of the Western Trunk Line 
Motor Common Carriers Bureau for modification of the order prescrib- 
ing minimum rates and charges on October 21, at nine o’clock a. m., 
Standard time, at the Kirkwood Hotel, Des Moines, Ia., before Exam- 
iner H. C. Lawton. 

MC C-218, limitation of liability by motor carriers of passengers. 
Proceeding discontinued on consideration of the record and action of 
respondent in cancelling provisions under investigation. 

MC F-1486, Central Greyhound Lines, Inc., of New York, purchase, 
Elmira-Ithaca Motor Transportation Co., Inc. Petition seeking dis- 
missal of application granted and application dismissed. 

MC F-1649, Hoover Truck Co., Inc., purchase, Roy Dickerson and 
C. C. Russell. Petition requesting approval, under section 210a(b), of 
temporary operation by Hoover Truck Co., Inc., of certain properties 
of Roy Dickerson and C. C. Russell, dba Central Motor Express, 
denied. 

1. & S. M-1779, paints, between central and southern territories. 
Petition for vacation of order of suspension filed by respondents, de- 
nied. Matter referred to Examiner A. Borroughs for hearing on Octo- 
ber 20, at nine a. m. (Standard time), at the Public Utilities Commis- 
sion, Columbus, O., and for recommendation of an appropriate order 
accompanied by reasons therefor. 

No. 28699, A. E. Staley Manufacturing Co. vs. Alton et al. Central 
Soya Co., Inc., permitted to intervene. 

Finance No. 10480, Kansas City, Kaw Valley & Western reorganiza- 
tion. Kansas City, Kaw Valley Railroad, Inc., permitted to intervene. 

MC F-1606, Transamerican Freight Lines, Inc., purchase, John J. 
Lapp. Order of September 4 modified so as to permit temporary lease 
of properties at a rental not exceeding $100 a month. Period for com- 
plying with conditions of said order extended 15 days from September 
17. 


MC C-96, classes and commodities from Omaha, Neb., to points in 
South Dakota. Proceeding reopened and assigned for further hearing 
before Examiner H. C. Lawton on October 20, at 9 o’clock a. m. 
(Standard time), at the Hotel Fontenelle, Omaha, Neb. Watson Bros. 
Transportation Co., Inc., Omaha, Neb., and Oliver L. Buckingham, 
Glen Buckingham and Harold Buckingham, dba Buckingham Trans- 
portation Co., St. Paul, Minn., made parties respondent hereto. 

MC F-1479, J. N. Youngblood, purchase, Acme Transfer Co., Inc. 
Applicant and vendor’s request for dismissal of application granted and 
application dismissed. 

No. 23071, American Tar Products Co. vs. N. Y. C. et al.; No. 
20723, F. J. Lewis Manufacturing Co. vs. A. C. & Y. et al.; and No. 
27874, Great Lakes Coal & Coke Co. vs. A. T. & S. F. et al. Order of 
May 20 as modified to become effective October 26, on not less than 30 
days’ notice, further modified so as to become effective November 25 
instead of October 26. 

1. & S. No. 5027, Oklahoma grain via Wichita to Memphis. Joint 
petition for vacation of order of suspension filed by Wichita Board of 
Trade, Wichita, Kan., and others, denied. 

MC 45651, Albert’s Motor Lines, Inc. (successor in interest to Al- 
banese Trucking Co.), common carrier application. Denial order of 
June 27 further modified to become effective December 10 instead of 
September 15. 

MC F-1523 (supplemental), Boyle Brothers, Inc., purchase, Red 
Top Trucking Corporation. Petition seeking such modification of order 
entered August 13 as will permit consummation of transaction by use 
of a loan from Colonial Trust Co., New York, N. Y., of $30,000 for 
two years, at not exceeding 5 per cent per annum, to be secured by a 
first lien on all of the trucks now owned by Boyle Brothers, Inc., and 
those to be acquired through purchase from Red Top Trucking Cor- 
poration, granted and said order modified accordingly. 


MC F-1617, Mason and Dixon Lines, Inc., purchase, Cumberland 
Freight Lines, Inc. Petition of Southeastern Motor Lines, Inc., for 
issuance of subpoenas duces tecum against Mason & Dixon Lines, Inc., 
Myrtle C. King, E. W. King, Cumberland Freight Lines, Inc., Howard 
Youree, and C, N, Crichton, denied. 

MC F-1636, Yellow Cab Transit Co., purchase, Kansas City-Illinois 
Express, Inc. Petition requesting approval, under section 210a(b), of 
temporary operation by Yellow Cab Transit Co. of certain properties 
of Kansas City-Illinois Express, Inc., denied. 

MC 838, Major Transfer Co., Inc., common carrier application; 
and MC 68925, Hattie C. Umberger, broker application. Matters re- 
opened for further hearing at time and place to be fixed. 

MC 43020, H. B. Church Truck Service Co., common carrier appli- 
cation; MC 41793 Sub. N»2. 1, J. J. Holland, Inc., extension, Boston- 
Providence. Denial order of December 9, 1940, further modified to 
become effective October 30 instead of September 30. 

MC 61265 Sub. No. 5, Southeastern Motor Truck Lines, Inc. Rec- 
ommended order stayed. Matter reopened for formal hearing at time 
and place to be fixed. 

MC 84404 Sub. No. 3, P. A. Kelly, Jr., and B. D. Kelly, extension 
of operations, general commodities. Matter reopened for reconsidera- 
tion on record as made. Order entered June 16, which by its terms 
denies application, vacated and set aside. 

No. 28629, Commonwealth of Kentucky et al. vs. Ill. Cent. et al. 
George F. Barrett, Attorney General of the state of Illinois, permitted 
to intervene. 

1. & S. M-416, periodicals, etc., Savannah, Ga., to Birmingham, Ala. 
1. & S. M-975, periodicals, proportional, Savannah to Alabama and 
Tennessee. MC C-92, periodicals, etc., Savannah, Ga., to Alabama 
and Tennessee. Order entered August 26, which requires respondents 
in I. & S. M-416 and MC C-92 to cancel the rates under investigation 
on or before October 4, modified to the extent that such rates shall 
be canceled on or before November 20 on not less than one day’s 
notice. 


MOTOR FINANCE CASES 


No. MC F-1648, Consolidated Forwarding Co., Inc., purchase—Lett 
and Company of Indiana, Inc. Petition for authority under section 
210a(b) of Consolidated Forwarding Co., Inc., of St. Louis, Mo., for 


TRAFFIC WORLD 


temporary operation of a portion of the motor-carrier rights of Lett 
and Company of Indiana, Inc., of Cincinnati, Ohio, granted September 
18, 1941, for 180 days, provided within 15 days from September 18, 1941, 
Consolidated Forwarding Co., Inc., shall have (1) filed with the Com- 
mission three conformed copies of a lease agreement embracing the 
terms of the lease authorized under section 210a(b), (2) complied with 
sections 215 and 217 of the act and rules and regulations prescribed 
thereunder, (3) instituted operations pursuant to the authority granted, 
and (4) confirmed, in writing, to the Commission, immediately upon 
commencement of operations, the date operations were commenced. 

No. MC F-1649, Hoover Truck Company, purchase—Roy Dickerson 
and C. C. Russell. Petition for authority under section 210a(b) of 
Hoover Truck Company, of Nashville, Tenn., for temporary operation 
portion motor-carrier properties of Roy Dickerson and C. C. Russell, 
doing business as Central Motor Express Company, of Chattanooga, 
Tenn., denied September 18, 1941. 

No. MC F-1651, Hilton G. Fowler, purchase—E. G, Leavenworth, 
Petition for authority under section 210a(b) of Hilton G. Fowler, do- 
ing business as Fowler & Williams, of Scranton, Pa., for temporary 
operation of motor-carrier properties of E. G. Leavenworth, doing busi- 
ness as Leavenworth Express and Refrigerator Service and Southern 
Tier Motor Lines, of Elmira, N. Y., granted September 18, 1941, for 
180 days, provided within 15 days from September 18, 1941, Hilton G. 
Fowler, doing business as Fowler & Williams, shall have (1) filed 
with the Commission three conformed copies of a lease agreement 
embracing the terms »vf the lease authorized under section 210a(b), 
(2) complied with sections 215 and 217 of the act and rules and regula- 
tions prescribed thereunder, (3) instituted operations pursuant to the 
authority granted, and (4) confirmed, in writing, to the Commission, 
immediately upon commencement of operations, the date operations 
were commenced. 


No. MC F-1646, Kaplan Trucking Company, purchase—D. Wood 
Trucking Company, Inc. Petition for authority under section 210a(b) 
of Kaplan Trucking Company, of Cleveland, Ohio, for temporary opera- 
tion of motor-carrier properties of D. Wood Trucking Company, Inc., 
of Beloit, Ohio, denied September 22, 1941. 

No. MC F-1376, S. I. Hill, purchase—Lance Call. Purchase by 
S. I. Hill, of Houston, Tex., doing business as Hill & Hill Truck Line, 
of operating rights of Lance Call, also of Houston, approved and 
authorized, subject to condition. 

No. MC F-1527, W. W. Miller, Jr., purchase—The Wright Line. 
Purchase by W. W. Miller, of Charlotte, N. C., doing business as Miller 
Motor Express, of operating rights of The Wright Line, of Norfolk. 
Va., approved and authorized, subject to conditions. 

No. MC F-1511, Matthew Leo McKeone, purchase—Ralph B. Lock- 
wood. Purchase by Matthew Leo McKeone, of Omaha, Neb., doing 
business as Red Ball Transfer Company, of operating rights and prop- 
erty of Ralph B. Lockwood, of Chicago, Ill., doing business as Red 
Arrow Freight Lines, approved and authorized, subject to conditions. 

No. MC F-1519, Gateway City Transfer Company, Inc., purchase— 
Clarence H. Hird. Purchase by Gateway City Transfer Company, Inc., 
of LaCrosse, Wis., of certain operating rights and property of Clar- 
ence H. Hird, of Platteville, Wis., doing business as C. H. Hird, ap- 
proved and authorized, subject to condition. 

No. MC F-11621, Pacific Greyhound Lines—Issuance of Note. Pa- 
cific Greyhound Lines, of San Francisco, Calif., authorized to issue a 
secured promissory note of face amount $75.750 to be substituted for 
an outstanding void note. 

No. MC F-1311, Public Service Interstate Transportation Co., pur- 
chase—Shore Bus Co. and The Shore Transportation Co. On further 
consideration, merger in Public Service Interstate Transportation Co., 
of Newark, N. J., of operating rights and property of Shore Bus Co., 
of Ocean City, N. J., approved and authorized, subject to condition. 


MINIMUM CHARGE IN COMBINATIONS 


Declaring that what was proposed was directly contrary 
to sound principles, the Indiana State Chamber of Commerce 
has asked the Commission to suspend schedules filed by the 
Central States Motor Freight Bureau, Inc., dated to be ef- 
fective on various days between Sept. 29 and Oct. 13, pro- 
posing that the minimum charge on a shipment be applied on 
each factor of rates made by combination. On joint through 
rates the minimum charge is applied only once. The schedules 
propose exceptions to Rule 12 of the National Motor Freight 
Classification. 

Under the proposals if the combination consisted of three 
separately established factors and the minimum charge on a 
shipment was 50 cents the total charge on the shipment moving 
on a three factor combination would be $1.50 while the charge 
on a like shipment moving on a joint rate between the same 
points would be but 50 cents; or, as explained in the protest, 
there would be a 100 per cent increase in the charge if the 
shipment moved on a two factor combination. 

“This, of course, is the exact opposite of the reasonable pro- 
vision of Rule 12 of the National Motor Freight Classification 
which has always provided that the minimum charge per ship- 
ment shall apply, as its express terms indicate, to the through 
charge and not to any separate factor in such combination 
rate,” says the request for suspension. ‘We submit that if the 
minimum charge per shipment is sound and justified, and we 
contend it is already such having been increased recently by 4 
substantial amount, at least that it is not too low, then the pro- 
posed provision in connection with combination rates is en- 
tirely too high, therefore unreasonable, unlawful and otherwise 
improper.” 
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Proposed Reports 








in I. C. C. Cases 


Railroad, Water, and Motor Transport 





North Carolina Asphalt Rates 


So as to enable North Carolina highway authorities to use 
asphalt brought into the state through Morehead City, N. C., 
instead of being compelled to take asphalt brought into Nor- 
folk, Va., by cargo ships, Examiner Burton Fuller, on further 
hearing, in No. 27900, in the matter of class rates within the 
state of North Carolina, had recommended that the Commis- 
sion find certain reduced intrastate rates on asphalt from More- 
head City not to be related to interstate rates on like traffic 
in such a way as to contravene the provisions of the interstate 
commerce act. He has recommended modification of the find- 
ings in the original report, 238 I. C. C. 225, so as to permit the 
state rates to stand in place of the higher interstate rates re- 
quired by the thirteenth section report. The North Carolina 
commission, as a result of the proceeding authorized the rail- 
roads to put North Carolina rates on the higher interstate level. 

One result of that commission’s action was to increase the 
rates from Morehead City to western North Carolina points 
where the North Carolina Highway and Public Works Com- 
mission received asphalt so they were from one to three cents 
higher than rates from Norfolk, although, according to the re- 
port, the distances from Norfolk were greater than from More- 
head City. In the present season, said the report, 350 carloads 
moved from Norfolk to the western North Carolina points and 
only about 35 carloads from Morehead City. Under the North 
Carolina law the highway officers of that state are required to 
use materials brought through North Carolina ports when the 
prices are the same as via other ports. Therefore, said the 
examiner, the freight rates were important. 

Application for exemption of this traffic from the thirteenth 
section requirements was made by the Atlantic & East Caro- 
lina railroad, Hatteras Oil Co., which has a plant at Morehead 
City, the North Carolina commission, and the state highway 
officials. The difference in rates that militated against More- 
head City and the state authorities were the different scales 
that had to be used by the Atlantic & East Carolina in making 
rates on the interstate basis. 

The North Carolina commission also instituted an investi- 
gation also instituted a proceeding on the petition of the Atlan- 
tic & East Carolina, the Hatteras Oil Co. and the highway 
officers. The two proceedings were heard cooperatively. Ac- 
cording to the examiner some Virginia interstate intervened but 

presented no testimony and no interest other than the respon- 
dents, commercial or otherwise, appeared in opposition to the 
relief sought. 


Views on Rail-Truck Coordination 


George C. Anderson, of Tennessee, as a member of joint 
board No. 110, expressed disagreement with the recommenda- 
tions by the majority of that board in its proposed report in 
MC 86779, Sub. No. 2, Illinois Central Railroad Co., common 
carrier extension. The majority recommended issuance of a 
certificate, subject to conditions, authorizing the applicant to 
operate as a common carrier by motor vehicle of general com- 
modities, with exceptions, over specified routes between Mem- 
phis, Tenn., and Jackson, Miss., between Jackson, Tenn., and 
Grenada, Miss., between Aberdeen and Durant, Miss., and be- 
tween Corinth, Miss., and Haleyville, Ala., serving intermediate 
and off-route points which were stations on applicant’s rail 
lines. Among the three conditions proposed was one which 
would limit the motor service by applicant to service auxiliary 
or supplemental to its rail service. 

In a dissenting view covering ten typewritten pages, Mr. 
Anderson raised objections to the conclusion of the other two 
board members, C. H. Ohme of Alabama and Dillard W. Brown 
of Mississippi, and to the findings of the Commission in MC 
89811, Louisville & Nashville Railroad Co. Common Carrier 
Application, reported in Kansas City Southern Transport Co., 
Inc., Common Carrier Application, 28 M. C. C. 5. He said he 
felt the Commission’s finding in the L. & N. proceeding was not 
Supported by the record. The facts in the instant case were 
Similar to those in the L. & N. case, he said. 

“Sound economic conditions in transportation and among 
the several carriers cannot be fostered by authorizing rail car- 
riers to operate motor vehicles in competition with motor car- 
riers,” said Mr. Anderson. “The national transportation policy 


is to regulate all forms of transportation. . . . It is the duty 
of the Commission under this policy to foster all forms of trans- 
portation and favor none. Certainly it should not exempt one 
class of carriers seeking to enter the field of another class from 
the strict requirements of proof required by the act. Nor does 
it help to say that a common carrier by railroad seeking to 
enter the motor carrier field of operation will perform a new 
type of service entitled to special consideration. Coordinated 
rail-truck services are not new services. There are no provi- 
sions in the act to prevent any common carrier by railroad and 
any common carrier by motor vehicle from performing that 
service if they so desire. If the rail carrier does not so desire, 
it certainly is not grounds to authorize that carrier to duplicate 
the services of the motor carrier. . . . A coordinated rail-truck 
service is merely the synchronization of the services rendered 
by rail and motor carriers. There is no chemical reaction when 
this occurs and the result thereof is not a new and definite 
— such as results when an acid is mixed with an 
ee a 


ASBESTOS WASTE 


I. and S. No. 4948, asbestos waste, Canada and Vermont 
to New Orleans. By Examiner H. W. Archer. Reduced rates 
on asbestos waste, refuse and shorts, carloads, proposed by 
Seatrain Lines, Inc., from seven origins in Quebec, Canada, 
and from Hyde Park and Morrisville, Vt., to New Orleans, 
La., via rail to Hoboken, N. J., and respondent’s service beyond, 
just and reasonable, not unduly prejudicial or otherwise unlaw- 
ful. Order suspending operation of schedules filed to become 
effective May 7, 1941, until Dec. 7, proposed to be vacated and 
discontinuance of proceeding proposed. The examiner said the 
respondent proposed reduction of its rates by 4 cents a hun- 
dred pounds, to 61 cents from four Quebec points to New Or- 
leans and to 57 cents from Danville, Quebec, and from Hyde 
Park and Morrisville, Vt. He observed that the rates proposed 
were higher than those in effect prior to increases made April 
7, 1941, and were well above reasonable minimum rates. 


CRUDE OIL 


No. 28652, Inland Empire Refineries, Inc., vs. Great North- 
ern Railway Co. By Examiner John Davey. Commodity rate 
of 27.5 cents a hundred pounds charged, crude oil, in tank-car 
loads, shipped between Sept. 25, 1939, and Dec. 22, 1939, from 
Cut Bank, Mont., to Hillyard, Wash., unreasonable to the ex- 
tent it exceeded 22 cents. Reparation proposed. The exam- 
iner said the assailed rate, for a movement of 396 miles, was 
clearly out-of line when compared with rates on crude oil 
for like movements in surrounding territory. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at exptration 
of 20 days from date of service of reports (unless otherwise stated), 
become effectsve unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “‘black face” type, 
with name of town or city following.) 


Georgia (Columbus)—-MC 102718, Spencer Waddell, con- 
tract carrier application. Joint board 157. Served Sept. 19. 
Permit proposed. Commodities dealt in or used by retail de- 
partment stores, and merchandise repossessed, taken in trade 
or shipped by Montgomery Ward department store at Colum- 
bus, Ga., service to include installation and setting up of mer- 
chandise in customers’ homes between Columbus, Ga., and points 
in Alabama and Georgia within 35 miles thereof, over irregular 
routes. 

illinois (Chicago)—-MC 101491, The Yazoo & Mississippi 
Valley Railroad Co., common carrier application. Joint board 
229. Served Sept. 19. Denial proposed. General commodities, 
with exceptions, between Memphis, Tenn., Helena, Ark., and 
specified Mississippi points, over specified routes. 

New Jersey (Garfield)—-MC 100757, Charles J. Kelly, con- 
tract carrier application. Examiner E. T. Cosby. Served Sept. 
10. Permit proposed. Linen, rayon and acetate piece goods, 
and rayon acetate, silk and wool piece goods between Paterson, 
N. J., and New York, N. Y., over irregular routes. 
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Nebraska (Litchfield)—-MC 91053, Harry F. Haller, com- 
mon carrier application. Examiner Henry A. Cockrum. Served 
Sept. 19. Certificate proposed. Household goods between 
Litchfield and points within 25 miles thereof, on the one hand, 
and, on the other, points in Kan., Mo., Ia., Wyo., Colo., and 
S. D., over irregular routes. Thirty days for exceptions. 

Connecticut (West Haven)—MC 70165, Joseph A. Kimler, 
common carrier application. Examiner Walter W. Bryan. 
Served Sept. 19. Dismissal, at applicant’s request, proposed. 
Rags, scrap rubber, waste paper and scrap metals between 
points in Conn., N. Y., N. J., R. I. and Mass., over irregular 
routes. 

Oklahoma (Ada)—MC 51362, Sub. No. 1, E. F. Fidler, dba 
Fidler Transfer & Storage, common carrier application. Ex- 
aminer F. R. Benny. Served Sept. 19. Dismissal, at applicant’s 
request, proposed. Household goods and emigrant movables 
between Ada and points within 50 miles thereof, on the one 
hand, and, on the other, points in Okla., Ark., Colo., Ill., Kan., 
Mo., N. M., and Tex., over irregular routes. 

New Jersey (Hammonton)—MC 42343, Sub. No. 1, Dominic 
Machise, dba Machise Express Co., common carrier extension. 
Examiner G. E. Proudley. Served Sept. 19. Certificate pro- 
posed. Petroleum products, in bulk, in tank trucks, from Phil- 
adelphia, Pa., to Trenton, Cookstown, Hammonton, Vineland, 
Bridgeton and Atlantic City, N. J., and from Marcus Hook, Pa., 
and Claymont, Del., to Atlantic City, over irregular routes. 

Ontario, Canada (Windsor)—MC 30053, Sub. No. 2, To- 
ronto Greyhound Lines, Ltd., common carrier extension. Joint 
board 76. Served Sept. 19. Certificate proposed. Passengers 
and baggage between Detroit, Mich., and international boundary 
between U. S. and Canada through Detroit-Canada tunnel, with 
service at intermediate points. ‘The joint board observed that 
the instant application was for extension of applicant’s through 
Detroit-Toronto operations to an all-season service. Thirty 
days for exceptions. 

Pennsylvania (Philadelphia)—-MC 9999, Sub. No. 2, George 
H. Louderback, Daniel M. Louderback, Lewis R. Louderback, 
Margaret A. Merget and Ella M. Smith, dba Estate of Lewis 
Louderback, common carrier extension. Examiner C. H. Luce. 
Served Sept. 19. Certificate proposed. Household goods be- 
tween designated New Jersey and Pennsylvania areas, on the 
one hand, and, on the other, points in Del., Md., Va., and D. C., 
and between specified New Jersey area, on the one hand, and, 
on the other, points in Conn., Mass., N. Y., Pa. and R. I., over 
irregular routes. 

Wyoming (Cody)—MC 3813, Sub. No. 3, James Vincent 
Franklin, dba J. V. Franklin, common carrier extension. Joint 
board 123. Served Sept. 19. Denied. Cement, plaster, plaster 
rock and plasterboard from Trident and Hanover, Mont., to 
Cody, Wyo., over specified routes. 

Wyoming (Cody)—MC 3813, Sub. No. 2, James Vincent 
Franklin, dba J. V. Franklin, common carrier extension. Joint 
board 197. Served Sept. 19. Certificate proposed. Crude oil, 
in bulk, in tank trucks, from Maverick Springs oil field (about 
15 miles northwest of Morton, Wyo.) to Riverton, Wyo., over 
specified route. 

Ohio (Columbus)—MC 3602, Sub. No. 6, Lecrone Motor 
Transport Lines, Inc., common carrier extension. Joint board 
117. Served Sept. 19. Certificate proposed. General com- 
modities, with exceptions, to and from Aero Products Division 
plant of General Motors Corporation (half a mile north of Van- 
dalia, O.), as an intermediate point on applicant’s regular route 
operation between Dayton, O., and Lima, O. Thirty days for 
exceptions. i 

Illinois (Kansas)—-MC 102843, Reginald H. Boyars, com- 
mon carrier application. Joint board 21. Served Sept. 20. 
Certificate proposed. Live stock and coal, over irregular routes, 
from and to specified points in Indiana and Illinois. Thirty days 
for exceptions. 

Utah (Provo)—MC 102795, H. S. Michael, common carrier 
application. Joint board 313. Served Sept. 20. Certificate pro- 
posed. Passengers and baggage, in round trip charter opera- 
tion over irregular routes, beginning and ending in Provo and 
extending to Boulder Dam, Nev., through Arizona when neces- 
sary, in season from April 15 to May 15 of each year. Thirty 
days for exceptions. 

Utah (Heber City)—-MC 102788, Isabrand Sander, contract 
carrier application. Joint board 213. Served Sept. 20. Dis- 
missal, at request of applicant, proposed. Petroleum products 
in bulk in tank vehicles and in packages on tank vehicles from 
Craig, Colo., and points within two miles thereof, to Jansen, 
Vernal and Heber City, Utah, over a regular route. Twenty- 
five days for exceptions. 

Kentucky (Maysville)—MC 102603; Wilfred Marshall 
Jones, dba Jones Trucking Service, contract carrier application. 
Joint board 37. Served Sept. 20. Permit proposed. Commodi- 
ties dealt in by retail and mail order department stores, and 
equipment, etc., used in conduct of such business, between 
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Maysville, on the one hand, and Ohio and Kentucky points 
within 35 miles thereof, on the other, over irregular routes, 
Thirty days for exceptions. 

Pennsylvania (Bristol)—MC 102500, Guiseppe Farrugzio, 
dba Bristol & Philadelphia Auto Express, contract carrier ap- 
plication. Joint board 67. Served Sept. 20. Denial proposed, 
Chemicals and raw materials used in their manufacture, be- 
tween Bristol and Trenton and Paulsboro, N. J. 

Pennsylvania (Philadelphia)—-MC 102347, John M. King, 
contract carrier application. Examiner Walter W. Bryan. 
Served Sept. 20. Permit proposed. Oils and non-hazardous 
chemicals in containers, between Philadelphia, Pa., and points 
in Delaware and Maryland and in designated New Jersey area, 
and empty containers on return, over irregular routes. Holding 
by applicant of certificate and permit to extent recommended, 
proposed to be found consistent with public interest and na- 
tional transportation policy. 

Alabama (Roanoke)—MC 102174, Sub. No. 1, J. H. Allen, 
contract carrier application. Joint board 157. Served Sept. 20, 
On further hearing, finding of division 5 in prior report, decided 
May 22, proposed to be reversed. Permit proposed. Yarn and 
cotton thread from Rock Mills, Ala., to Dalton, Ga., over regu- 
lar routes, serving specified intermediate and off-route points, 

Pennsylvania (Talmadge)—-MC 101580, D. M. Stoltzfus, 
common carrier application. Examiner A. S. Parker. Served 
Sept. 20. Certificate proposed. Road-build'ng, quarry and ex- 
cavating machinery, between points in designated Pennsylvania 
counties and points in Delaware, New Jersey and designated 
Maryland counties; agricultural products from points in Lan- 
caster county, Pa., to Camden, N. J., Baltimore, Md., and Wil- 
mington, Del., over irregular routes. 

Utah (Salt Lake City)—MC 101015, Sub. No. 2, Elwood 
B. Carter, contract carrier extension. Joint board 259. Served 
Sept. 20. Permit proposed. Salt and salt products from Saltair, 
Utah, to points in specified Montana territory, over irregular 
routes, with no service on return to Saltair except returned 
or rejected shipments. Twenty-five days for exceptions. 

New York (New York)—MC 100737, Sub. No. 1, Blue Bus 
Service Co., Inc., common carrier application. Examiner E. T. 
Cosby. Served Sept. 20. Certificate proposed. Passengers and 
baggage, in round trip charter operations beginning and ending 
in County of Bronx, N. Y., and extending to points in N. Y., 
N. J., Pa., Conn., R. 1, Mass. and D. C., over irregular routes, 
embracing routes through Delaware and Maryland, when neces- 
sary. 

California (Lodi)—-MC 100682, Norbert E. Stangler, con- 
tract carrier application. Examiner R. J. Burns. Served Sept. 
20. Denial proposed. Wine and brandy, in containers, from 
Lodi and points within 10 miles thereof to Stockton, Alameda, 
San Francisco and Oakland, Calif., and empty barrels in re- 
verse direction, over irregular routes. Twenty-five days for 
exceptions. 

New Jersey (Newark)—MC 96352, Martin Finder, common 
carrier application. Examiner E. T. Cosby. Served Sept. 20. 
Denial, for want of prosecution, proposed. Eggs, butter and 
cheese between Newark, N. J., and New York City, over a 
regular route. 

Utah (Randolph)—MC 89276, Sub. No. 2, William Hess, 
common carrier extension. Joint board 173. Served Sept. 20. 
Certificate proposed. Live stock between points in Rich county, 
Utah, on the one hand, and, on the other, points in designated 
Wyoming, Idaho and Utah counties, and stock and poultry feed 
between points in Rich county, on the one hand, and points in 
specified counties of Wyoming, Idaho and Utah, on the other, 
over irregular routes. Twenty-five days for exceptions. 

Idaho (Rexburg)—MC 88312, Sub. No. 2, Micheo Yama- 
gata, common carrier extension. Joint board 29. Served Sept. 
20. Denial proposed. Coal from points in Wyoming to points 
in Idaho. Thirty days for exceptions. 


Louisiana (Houma)—MC 87511, Sub. No. 1, Louis Saia, dba 
Louis Saia Motor Freight Lines, common carrier extension. 
Joint board 164. Served Sept. 20. Certificate proposed. Gen- 
eral commodities, with exceptions, between Huey Long Bridge 
in Louisiana and Boutte, La., and intermediate points thereto, 
over Louisiana Highway 2. Thirty days for exceptions. 

Massachusetts (Boston)—MC 84590, Sub. No. 1, Edward 
A. Spry, dba E. A. Spry & Co., common carrier application. 
Examiner U. E. Conlon. Served Sept. 20. Denial proposed. 
Household goods between points in Mass., on the one hand, and, 
on the other, points in 12 states and District of Columbia, over 
irregular routes. 


Wyoming (Pine Bluffs)—-MC 79726, Sub. No. 1, Herbert 
Nathan Simkins, dba H. N. Simpkins Truck Lines, common cal- 
rier extension. Joint board 198. Served Sept. 20. Certificate 
proposed. Live stock, lumber and feed between specified points 
in Wyoming, Nebraska and Colorado, over specified routes, 
and cement from LaPorte, Colo., to Pine Bluffs, over regular 
route. 
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Georgia (Atlanta)—MC 65697, Sub. No. 2. Theatres 
Service Co., common carrier extension. Joint board 101. Served 
Sept. 20. Certificate proposed. Motion and sound picture films, 
theater equipment, and newspapers, books and periodicals be- 
tween Atlanta and Donalsonville, Ga., over regular routes, 
with service at intermediate points. Thirty days for exceptions. 

Minnesota (Maple Plain)—-MC 59411, Sub. No. 3. Thomas 
Stolze, contract carrier extension. Joint board 146. Served 
Sept. 20. Permit proposed. Corn (unshelled) between Hamp- 
ton, Ia., and points within 25 miles thereof, on the one hand, 
and, on the other, Waterville, Minn., and points within 25 
miles thereof, over irregular routes, in the season from Aug. 
15 to Dec 15 of each year. Thirty days for exceptions. 

Pennsylvania (Kimberton)—MC 56155. Sub. No. 2, Leonard 
H. Himes, contract carrier extension. Examiner A. J. Ormond. 
Served Sept. 20. Permit proposed. Milk, cream and manufac- 
tured products thereof between points in Pa., Del., Md., N. J., 
N. Y. and D. C.. over irregular routes. 

Ohio (Bradford)—MC 50738, Charles A. Bader, common 
carrier application. Examiner Allan F. Borroughs. Served 
Sept. 20. Denial. for want of prosecution, proposed. General 
commodities, with exceptions, between points in O., N. Y., 
Pa., Ind.. Ill. and Mo.. over irregular routes. 

Pennsylvania (Pittsburgh)—-MC 46581, Pittsburgeh-South- 
ern Motor Freight, Inc.. as successor in interest to Mrs. A. P. 
Berrv, dba Pittsburgh-Southern Motor Freight. embrac'ng MC 
39937, Same. as successor in interest to John W. Weiland, 
common carrier apnlication. Examiner Harold L. Seaman. 
Served Sept. 20. Denial of apnvlications, under grandfather 
clause, proposed. General commodities, with exceptions, be- 
tween po'nts in Pa.. W. Va., Md., Va., Del. and D. C., over 
regular and irregular routes. 

Washinaton (Seattle)—-MC 224, Sub. No. 6. North Coast 
Transnortation Co., common carr‘er extension. Joint board 80. 
Served Sent. 20. Denial nroposed. on recommended finding 
that issuance of the authority sought would be contrary to the 
practice of the Commission since it would amount to issuing 
snecific authority limitine and defining the service to be given 
within a given noint already within the carrier’s authority. 

Passenners, hanqane. exnress. mail and newsnaners between a 
bus denot w'‘thin Fort Lewis, Wash., and U. S. Highway 99 
at Fort Lewis. 

Colnrado (Denver)—MC 29988. Sub. No. 3. Lawrence 
Cohen. Felix Cohen. Dave Cohen and Harrv Cohen, dha Denver- 
Chicaeon Trucking Co.. common carrier extension. Joint board 
126. Served Sent. 20.- Certificate nroposed. General com- 
modities. with evcentions. hetween Denver and Denver Ord- 
nance Plant at Remaco. Colo.. over irregular routes, with no 
pick-up or delivery service at Denver. except on shipments mov- 
ing in coniunction with applicants’ lines. 


District of Columbia (Washineton)—MC 17781, C. E. 
Buete & Sons, contract carrier annlication. Examiner W. L. 
Schuhert. Served Sent. 20. Certificate proposed, on recom- 
mended finding that orerations of apnlicant are those of com- 
mon carrier. Continuance of operation. hotel and bakery 
sunnlies and commodities dealt in or used bv drun stores and 
food stores. hetween Washington. D. C.. and Richmond. Va., 
and from Washineton to Fredericksburg, Va.: hotel suoplies and 
commodities dealt in or used bv druq stores, between Ralti- 
more. Md.. and Richmond and between Baltitmore and Wash- 
Ineton: commodities dealt in or used bv drug stores. from 
Baltimore to Frederickshure, and hosnital and drug supplies 
ah New Brunswick, N. J., to Washington, over irregular 
routes, 

Pennsylvania (Philadelnhia)—-MC 16531. Sub. No. 1, David 
Berman. common carrier application. Examiner C. H. Luce. 
Served Sent. 20. Denial nronosed. Household goods between 
Philadelnhia, on the one hand and, on the other, Wilmington, 
Del.. Baltimore. Md.,. New York City and points in New Jersey, 
over irregular routes. 

Ohio (Toledo)—MC 13900, Sub. No. 1. Midwest Haulers, 
Inc., common carrier extension. Examiner Allan F. Borroughs. 
Served Sent. 20. Dismissal. at avplicant’s request. proposed. 
General commodities. with exceptions, between Harrisburg and 
Pittsburgh, Pa.. over Pennsvlvan‘a turnnike. 

Pennsvivania (Scranton)—MC 10247, Primo P. Mar‘anelli, 
contract carrier annlication. Examiner John P. McCarthy. 
Served Sept. 20. On further hearing. modification of findings 
in prior rerort. 22 M. C. C. 142. recommerded. and nermit 
Proposed. Continuance of oneration, sumar. from Philadelvhia, 
Pa.. to noints in snecified area in New York, in addition to op- 
eration deser*hed in findines in prior report. 

Ohlo (Toledo)—MC 3456, Sub. No. 1. Mutual Trucking 
Co.. common carrier extension. Examiner Allan F. Burrouchs. 
Served Sent. 20. Dismissal. at request of annlicant. provosed. 
General commodities. with excentions, between Harrisburg 
and Pittsburgh. Pa.. over Pennsvlvania turnpike. 

Maryland (Cumberland)—MC 3104, John Thomas Shipway, 
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dba Shipway’s Motor Express, common carrier application, 
embracing MC 68895, Same, contract carrier application, and 
MC 84700, Paramount Freight Lines, Inc., Hagerstown, Md., 
common carrier application. Examiner E. J. Murphy. Served 
Sept. 20. On further hearing, certificate proposed in MC 3104 
for continuance of operation by William Emmert Shipway 
and Kenneth Warren Shipway, partnership, dba Shipway’s 
Motor Express, as successor in interest to applicant, as to 
specified commodities from and to Cumberland and points in 
N. Y., N. J., Pa., and Conn., over irregular routes. Denial 
of certificate, under grandfather clause, proposed in MC 84700; 
qaeneral commodities between Cumberland and Baltimore, Md. 
Dismissal of application in MC 68895 proposed, on conclusion 
that operations of applicant have not been those of contract 
carr‘er; general commodities between Cumberland, on the one 
hand, and, on the other, points in 13 states, over irregular 
routes. 

New Jersey (Millburn)—MC 2359. Sub. No. 3, Rocco D. 
Dameo. contract carrier extension. Examiner A. S. Parker. 
Served Sent. 20. Permit proposed. Building and roofing ma- 
terials, concrete pipe, asbestos binder, asphalt asbestos and 
asbestos products, from Manville, N. J.. to points in Con- 
necticut and Delaware and points in specified counties in Md., 
N. Y. and Pa., over irregular routes. 

Mase2chusetts (Somerville)—MC 35315. Gasper Amato and 
Joseph Mass. dba Middlesex Transnortation Co.. contract car- 
rier application. embracing MC 102321, Sub. No. 1, Gasper 
Amato, dba Middlesex Trucking Co., contract carrier apnplica- 
tion. Examiner Joseph B. Hobbs. Served Sept. 23. Denial 
of permit, under grandfather clause, proposed. General com- 
modities between Boston, Mass., and points within five miles 
thereof, on the one hand, and Albany, Utica and New York, 
N. Y., on the other. The examiner noted that MC 102321, Sub. 
No. 1, was the number assigned to the title application after 
the purchase by Gasner Amato of the operating rights covered 
thereby pursuant to MC FC 14441. 

Indiana (Kokomo)—MC 28633, Sub. No. 3, Claude G. 
Hines, dba Hines Coach Lines. common carrier extension. Joint 
board 72. Served Sept. 23. Certificate proposed. Passengers, 
baggage, express, newspapers and mail over specified route 
between Kokomo and LaFavette. Ind.. with service at all in- 
termediate points. Thirty days for exceptions. 

Pennsylvania (Philadelphia)—-MC 80092, Sub. No. 1, E. 
Brooke Matlack. contract carrier extension. Examiner C. H. 
Luce. Served Sept 28. Permit proposed. Liquid petroleum 
products, coal-tar products, linuid fuels and solvents, in tank 
trucks. between Carteret and Sewaren, N. J.. on the one hand, 
and Baltimore and St. Helena, Md., on the other; between Gulf- 
port. S. I.. N. Y.. on the one hand, and Sewaren and Baltimore 
on the other; between Bayway and Edgewater, N. J., on the 
one hand. and Baltimore on the other; from West Consho- 
hocken, Pa., to Baltimore, and from Lodi. N. J.. to Philadelnhia, 
Pa.; hetween Baltimore, on the one hand. and Carlstadt, Harri- 
son, Irvineton, Jersey Citv. Lodi and Newark, N. J., on the 
other, between Clavmont, Delaware and Bayonne. N. J., on the 
one hand. and Washington, D. C., on the other: and lithonranhic 
varnish in tank trucks from Merchantville, N. J., to Washing- 
ton, D. C., over irregular routes. 


G.. M. & ©. Auxiliary Bus Service 


There was reason to believe, in the light of its steadily in- 
creasing revenue in the nast three years and exnected econ- 
omies, that annlicant could earn a fair return on the pronosed 
exnenditure of $47.500 for vendor’s stock, said Fxaminer John 
S. Hiegins of the section of finance of the Commission’s Bureau 
of Motor Carriers in a pnronosed report on further hearing in 
MC F-1047, Mohile & Ohio Transportation Co. of Illinois. con- 
trol. St. Louis. Red Bud & Chester Motorbus & Service Corpo- 
ration. in which he recommended that findings in the prior re- 
port (36 M. C. C. 391) he modified so as to approve and author- 
ize acauisition by the Mobile & Ohio Transportation Co. of Tlli- 
nois of control of the St. L., R. B. & C. corporation through 
purchase of capital stock. 

In his report. served Sent. 25, the examiner said that in 
the prior report the annlication of the Mobile & Ohio comnany 
was denied. and that subsequent to the date of the prior renort 
the Commission authorized acquisition of control of annlicant 
and certain affiliated comnanies by Gulf, Mobile & Ohio Rail- 
road Co. He said that for the purnose of further develonine 
Jone-haul throurh-nassenger business between Mohile, Ala., and 
St. Lonvis, Mo.. including an extension into East St. Louis of its 
streamlined trains onverating between New Orleans. La.. and 
Jackson, Tenn.. the G., M. & O. desired to have coordinated rail 
and motor onerations under one manacement. and that accord- 
inglv the apnlicant proposed to acquire control of Motorbus. 
Applicant’s plans contemplated the operation by Motorbus of 
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daily schedules between St. Louis and Chester, IIl., via Red 
Bud, Ill., which would be coordinated with trains for the pur- 
pose of eliminating certain train stops between St. Louis and 
Red Bud, approximately 40 miles, with resulting economies to 
G., M. & O. estimated at $3,650 a year, and affording points on 
the Motorbus corporation’s route a direct connection with the 
trains, the examiner observed. He said the existing arrange- 
ment between G., M. & O. and Motorbus for transportation of 
rail passengers between East St. Louis and St. Louis was sub- 
ject to cancellation on 30 days’ notice, that acquisition of con- 
trol of Motorbus as proposed would assure G., M. & O. of con- 
tinued coordinated motorbus service between those points, and 
that the arrangement had resulted in a saving to G., M. & O. 
of approximately $36,000 a year over the cost of operating 
trains into St. Louis Union Station. 

Examiner Higgins said the necessity for maintaining the 
separate corporate identities of Motorbus and applicant was 
not apparent, that on exercise of authority granted it in MC 
100114 by the applicant, both companies would be operating 
over the same highway in part between St. Louis and Red Bud, 
but that he was not inclined to recommend denial of the appli- 
cation on that ground, as the parties had expressed their inten- 
tion of ultimately unifying the properties of applicant and Mo- 
torbus under the direct control of G., M. & O., and otherwise 
simplifying the present intercorporate and operating situation. 


ARKANSAS TRUCK RIGHTS SALE 


Examiner Frank A. Clifford, of the section of finance in 
the Commission’s Bureau of Motor Carriers, has recommended, 
in a proposed report in MC F-1522, Black Motor Lines, Inc.— 
purchase—J. W. Shamburger et al., that Black Motor Lines, 
Inc., of El Dorado, Ark., be authorized to purchase interstate 
operating rights as a common carrier of general commodities 
in Arkansas, Texas and Louisiana, of J. W., Earl and John W. 
Shamburger, partners dba J. W. Shamburger & Sons, also of 
El Dorado, for $2,500. The latter firm would retain its intra- 
state operations, physical property, and personnel, said the 
examiner. His proposed report was served Sept. 20. 


LEASE OF PART OF TRUCK ROUTE 


Lease by the Witte Transportation Co., of St. Paul, Minn., 
of operating rights of The Leonard Lines, Inc., of Des Moines, 
Ia., as a motor common carrier of general commodities over a 
regular route between Des Moines and the Twin Cities, for a 
period of three years at a rental of $50 a month, should not be 
authorized by the Commission, said Examiner Fabian C. Cox 
of the section of finance, Bureau of Motor Carriers, in a pro- 
posed report in MC F-1456, Witte Transportation Co.,._Lease— 
The Leonard Lines, Inc., served Sept. 22. 

The report showed that under terms of the transaction as 
proposed, the lessor would continue to operate over the con- 
sidered route between Des Moines and the Iowa-Minnesota state 
line. The situation thus presented, said the examiner, was 
similar to that considered in H. P. Welch Co.—Purchase—E. J. 
Scannell, Inc., 25 M. C. C. 558, in which the Commission said 
that it was unable to agree with applicant’s position that the 
rights or “service” which it would purchase were divisible from 
rights under which the vendor also would operate. It was 
Examiner Cox’s opinion that the fact that the instant trans- 
action was in the form of a lease rather than a purchase did 
not alter the principle enunciated in the cited case. 


PETITIONS FOR REHEARING, ETC. 


i. & S. M-1084, proportional rates on various commodities. Samuel 
E. Lifschultz and American National Bank & Trust Co. of Chicago, co- 
executors of estate of David Lifschultz, dba Lifschultz Fast Freight, 
ask that Commission issue an order permitting petitioners to file their 
tariff, to be filed as MF I. C. C. No. 13, which shall cancel tariff MF 
I, C. C. No. 2 now under partial suspension, and which shall contain 
only local rates covered by petitioner’s motor vehicle operation as 
described in docket MC 301, and shall comply with minimum rate 
orders issued in Ex Parte MC 21, and shall be filed with Commission 
not later than 30 days after such permission is granted. 

Finance No. 9918, Missouri Pacific reorganization. Percy Cowan, 
J. F. McFadden and J. H. Zumbalen, protective committee for holders 
of Plaza-Olive Building first mortgage 6 per cent bonds, ask approval 
of extension of date of termination of deposit agreement dated Sep- 
tember 22, 1937, relating to deposit of Plaza-Olive Building first mort- 
gage 6 per cent bonds. 

Finance No. 10992, New York, New Haven & Hartford reorganiza- 
tion. Rhode Island Hospital National Bank asks reconsideration of 
report and order of August 27 on said bank’s petition for allowance of 
counsel fees and expenses. 

Ex Parte MC 20, trunk line territory motor carrier rates. National 
Trucking and Storage Co., Inc., asks modification of order of August 
14, 1940, with respect to truckload rates on sugar from Baltimore, Md., 
to Washington, D. C. 

Ex Parte MC 20, trunk line territory motor carrier rates. Amer- 
ican Wood Board Co. and others ask restoration of petitions for modi- 


fication filed by them dated December 31, 1940, and February 12, 1941, 
to hearing list. 
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MC F-1609, Roadway Transit Co., purchase, Willard Lutz. Road- 
way Transit Co. asks temporary authority to conduct operations of 
Willard Lutz under lease pending action on purchase application. 

1. & S. No. 4374, class rates between Kentucky and western trunk 
line points. J. A. Farmar, modifying his petition of September 13 
in behalf of respondent carriers, asks that present effective date of 
fourth section denial order included in this proceeding, be extended 
for 90 days beyond October 8. 

1. & S. M-1568, eggs, salt, Kansas points to Kansas and Missouri 
points. Rolland H. Kinney, dba Mohawk Freight Lines, asks Com- 
mission to vacate suspension of his rate on salt as published in item 
265-E, Supplement No. 12, to Tariff MF I. C. C. 3, now under suspen- 
sion until November 27. 

1. & S. M-1651, petroleum products, Montana to North Dakota 
points. Northern Truck Line asks that Commission vacate order sus- 
pending rates of petitioner as filed in Supplement No. 13 to MF ICC No, 
4 and permit petitioner to use rates which are shown to be competitive 
with rates H. F. Johnson is now charging in his contracts with 
Farmers Union Central Exchange of St. Paul, Minn. 

1. & S. M-1799, rubber products, etc., between southern points and 
Ohio; and |. & S. M-1782, Kaylor Transfer Co., minimum charges on 
rubber and rubber products. C. B. Fischbach, dba Fischbach Truck- 
ing Co., and Fletcher T. Kaylor, dba Kaylor Transfer Co., ask vaca- 
tion of suspension orders. 

1. & S. M-416, MC C-92 and I. & S. M-975, periodicals, etc., Sa- 
vannah, Ga., to Alabama and Tennessee. Benton Rapid Express asks 
modification of effective date of order made August 26. 

Ex Parte MC 21, central territory motor carrier rates. Fred Olson 
& Son Motor Service Co. asks Commission to reopen and reconsider 
that portion of the thirty-sixth supplemental report in so far as it 
prescribes a less than truckload rating of Class ‘‘F’’ and truckload 
rating of Column 40, minimum weight 20,000 pounds, between points 
in central territory, more specifically referred to as being that por- 
tion of such order shown on sheet 6 and sheets 10 and 11 of appendix 
to said order; that Commission after due consideration of this petition 
postpone effective date of prescribed rates on commodities above re- 
ferred to and in lieu thereof, find that present prescribed ratings now 
applicable on similar chocolate products are also applicable on ice 
cream coating. 

Ex Parte MC 23, midwestern motor carrier rates. Western Trunk 
Line Motor Common Carriers Bureau asks that Commission set for 
public hearing the second petition for modification filed by Knaus 
Truck Lines, Inc., dated September 10. 

Finance No, 10992, New York, New Haven & Hartford reorganiza- 
tion. New York Life Insurance Co. and Mutual Life Insurance Co. of 
New York ask Commission to hear argument on, to reconsider, and to 
modify, so much of report and order of division 4, dated August 27, 
as fixes maximum limit of final allowance to be paid out of debtor's 
estate for expenses incurred by petitioners herein to December 31, 
1940, in connection with proceedings and plan. 

1. & S. M-1805, pipe from and to Arkansas, Louisiana, Mississippi, 
Tennessee and Texas points. Midwest Oil Field Carriers’ Bureau asks 
that order of September 9 be vacated and set aside. 

No. 27990, Atlas Lumber Co. et al. vs. B. & O. et al. Complainant, 
Hardwood Sales Co., has filed second motion to have this case set 
for further hearing at Washington, D. C., for sole purpose of allow- 
ing complainant opportunity to prove payment and/or hearing of 
freight charges on its shipments made in proceeding. 

No, 28292, Garrett & Co., Inc., vs. Alton et al. Complainant asks 
reconsideration by the entire Commission. 

No. 28711, Danville Chamber of Commerce, Inc., Southside Vir- 
ginia Just Freight Rate Association et al. vs. B. & O. et al. Defend- 
ant, Pennsylvania Railroad Co., asks Commission to require com- 
plainants to make the allegations of the complaint more specific. 

1. & S. M-416, MC C-92, |. & S. M-975, periodicals, etc. Savannah, 
Ga., to Birmingham, Ala. Savannah Bonded Warehouse & Transfer 
Co. and Savannah Traffic Bureau, protestants and interveners, ask 
Commission to modify or extend the effective date of its order for 
a period of time sufficient to enable the Benton Rapid Express and 
other interested motor carriers to accomplish a revision of rates on 
the commodities mentioned in petition from Savannah to points in 
Alabama and Tennessee that will meet the views expressed by the 
Commission as to proportional rates and also enable these carriers to 
maintain just and reasonable joint rates as outlined in the petition 
of the Benton Rapid Express. 

MC F-6, Scott Bros., Inc., control, W. G. Corporation. Scott Bros., 
Inc., asks that entire Commission reconsider proceeding and that order 
of division 5, dated August 26, be stayed pending final disposition of 
proceeding by entire Commission. 

Finance No. 10992, New York, New Haven & Hartford reorganl- 
zation. President and directors of Manhattan Co. ask reconsideration 
and modification of report and order of August 27. 


MOTOR PROPORTIONAL RATES 


A public notice issued by Secretary Bartel in No. 28496, 
proportional rates of common carriers and minimum charges 
of contract carriers, says the hearing assigned in that proceed- 
ing at Washington beginning Nov. 24 will be in the nature of 
a clean-up hearing, at which pertinent evidence with respect 
to any of the rates covered by the phase of the proceeding 
presently under consideration will be received. 

This proceeding also embraces I.-and S. M-1083, contract 
charges of forwarder shipments; I. and S. M-1084, propor- 
tional rates on various commodities; I. and S. M-1494, dairy 
products from, to and within Iowa, Nebraska: MC C-111. Mo- 
bile, Ala., proportional rates; I. and S. No. 4774, proportional 
l. ec. 1. rates in Mississippi and Tennessee, and I. and S. No. 
4793, proportional 1. c. 1. rates in southwest. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
m it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. 5052, the Commission has suspended from 
September 20 until April 20, the operation of certain schedules 
as published in supplement No. 38 to Agent B. T. Jones’ tariff 
IL C. C. No. 3479. The suspended schedules propose to reduce 
the rates on refined petroleum products, in tank cars, from 
Robinson, Ill., to various points in Indiana, to meet motor-truck 
competition. The following is illustrative in rates in cents a 100 
punds: 


From Robinson, Ill., to Sullivan, present, 5.5; proposed, 3. From 
Robinson, Ill., to Terre Haute, present, 6; proposed, 3.5. From Rob- 
inson, Ill., to Indianapolis, present, 12.5; proposed, 8.5. 


In I. and S. 5053, the Commission has suspended from 
September 20 until April 20, the operation of schedules as pub- 
lished in supplement No. 61 to Chicago, Rock Island and 
Pacific Railway Co.’s tariff I. C. C. No. C12812. The suspended 
schedules provide that grain from C. R. I. & P. stations Wau- 
komis to Concho, Okla., inclusive, when transited at El Reno, 
Oklahoma City or Yukon, Okla., and reshipped to Kansas City, 
Mo.-Kan., or beyond, will not be subject to the general rule 
which requires the application of the through rate from origin 
to destination, or from origin to transit point, or from transit 
point to destination, whichever is highest. 

In I. and S. 5054, the Commission has suspended from 
September 21 until April 21, the operation of certain schedules 
as published in supplement No. 28 to Agent Ira D. Dodge’s 
tariff I. C. C. No. 529. The suspended schedules propose to re- 
duce the rate on glass containers, carloads, from Waco, Tex., 
to ag Orleans, La., when for export and outbound coastwise 
traffic. 

In I. and S. M-1815, the Commission has suspended from 
September 21 until April 21, the operation of certain schedules 
published in supplement No. 44 to tariff MF-I. C. C. No. 186 of 
Agent Lou Hosking, St. Paul, Minn. The suspended schedules 
proposed to establish from Duluth, Minn., to 22 North Dakota 
points, reduced specific commodity rates on petroleum and 
petroleum products, minimum 26,000, except that when ship- 
ments include grease, the proposed minimum is 30,000 pounds. 
The following is illustrative, in rates in cents a 100 pounds: 

From Duluth to Ardoch. Present—20M, 66; proposed—26Ma, 39. 
From Duluth to Pembina. Present—20M, 72; proposed—26Ma, 44. 

M—Minimum in thousands of pounds. a—Minimum 30,000 pounds 
when shipments include grease. 


In I. and S. M-1816, the Commisison has suspended from 
September 21 until April 21, the operation of certain schedules 
as published in supplement No. 46 to tariff MF-I. C. C. No. 186 
of Agent Lou Hosking, St. Paul, Minn. The suspended sched- 
ules proposed to establish a reduced specific commodity rate on 
wool in the grease, minimum 24,000 pounds, from Redfield, 
Watertown and Webster, S. D., to the Twin Cities, Minn., and 
points grouped therewith, in lieu of higher commodity rates on 
freight all kinds (with certain exceptions). 

In I. and S. M-1817, the Commission has suspended from 
Sept. 24 until April 24 the operation of all schedules published 
in supplements Nos. 3 and 4 to tariff MF I. C. C. No. 12 of 
Kedney Warehouse Co. of North Dakota, Grand Forks, N. D. 
The suspended schedules proposed to establish reduced dis- 
tance class rates; also an exceptions rating on miscellaneous 
commodities, minimum 6,000 pounds, between points in Min- 
nesota and points in North Dakota; and a commodity rate on 
miscellaneous commodities, minimum 10,000 pounds, between 
Minneapolis-St. Paul, Minn., and Grand Forks, N. D. 

In I. and S. 5055, the Commission has suspended from 
Sept. 25 until April 25 the operation of certain schedules as 
published in supplements Nos. 6 and 7 to Agent A. S. Ahlstrom’s 
tariff I. C. C. No. 31. The suspended schedules propose to 
reduce the rate on canned goods, less-than-carloads, minimum 
20,000 pounds, from Denver and nearby points in Colorado to 
Billings, Mont., from 66 to 49 cents a 100 pounds. 


In I. and S. M-1818, the Commission has suspended from 
Sept. 25 until April 25 the operation of certain schedules pub- 
lished in tariff MF I. C. C. No. 4 of Dennis E. White and 
John L. White, doing business as White Motor Express, La 
Fayette, Tenn. The suspended schedules proposed to estab- 
lish new and reduced commodity rates on iron or steel bars, 
paint and related commodities in less truckload lots and 
minimum 10,000 pounds; stove pipe, pipe fittings, stove and 
Stove kettles in any-quantity lots; seed, in less truckload lots; 
and iron or steel wire, minimum 10,000 pounds, between Louis- 
ville, Ky., and a group of 30 points in Tennessee, including 
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Celina and Smithville, in lieu of present higher commodity 
rates. The following is illustrative: 


Bars, iron or steel. 
Present, 85 AQ; 


Between Louisville, Ky., and Celina, Tenn. 
Present, 85 AQ; proposed, 40 a, 25 b. Stove pipe. 
proposed, 60 AQ. 

AQ—Any quantity. a—Less truckload. b—Minimum 10,000 pounds. 


Rail and Truck Minimum Rates 


Railroad defendants in No. 28369, Interstate Freight Car- 
riers’ Conference, Inc., vs. Atchison, Topeka & Santa Fe et al., 
have filed a petition with the Commission requesting that the 
order by division 2 requiring the defendants to establish mini- 
mum less-carload pick-up and delivery commodity rates from 
California origins to destinations in Arizona, New Mexico and 
El Paso, Tex., subject to a 20,000-pound minimum, be vacated 
and set aside, that the case be set down for oral argument, 
either before division 2 or before the full Commission, and that 
the Commission on reconsideration issue an order dismissing the 
complaint (see Traffic World, June 21, p. 1550). 

The railroads said that, although they were “not entirely 
satisfied” with the conclusions reached by division 2, in I. and 
S. 4713 (covered together with No. 28369 in one report) as to 
the carload rates, they accepted those conclusions, neverthe- 
less, for the purpose of this petition. The railroads said they 
were now engaged in working out a revised basis of carload 
rates, to be published as soon as practicable. 

Prior to “the early part of 1939,” said the petition, the 
complaining motor carriers maintained from southern California 
to Arizona, New Mexico and El] Paso pick-up and delivery rates, 
subject to a minimum of 20,000 pounds, which were generally 
2.5 to 5 cents higher than the rail-carload rates from and to the 
same points but which included several special services the 
rails did not offer. On May 1, 1939, the petition continued, the 
defendant railroads established pick-up and delivery rates, mini- 
mum 20,000 pounds, the same as the 20,000-pound truck rates 
from Los Angeles, except that the rail rates provided for allow- 
ances of 3.5 cents for pick-up at origin or delivery at destina- 
tion, when either of those services was not performed by the 
carrier, and 7 cents when neither service was performed. On 
May 20, 1939, said the petition, the motor carriers published 
on so-called carload traffic special truckload rates, with minima 
in excess of 20,000 pounds, uniformly 2 cents over the rail 
carload rates and subject to minima generally the same as the 
rail carload minima. On Sept. 6, 1939, the rails filed the re- 
duced carload rates to become effective Oct. 13, 1939, which 
were suspended and after hearing, generally approved by divi- 
sion 2, subject to certain exceptions. 

“In short,” the railroads assert, “the division has allowed 
the rails to set the competitive pace with their proposed carload 
rates (subject to certain restrictions not pertinent here), but 
at the same time it declined to allow the rails to meet the com- 
petition of the motor carriers’ 20,000-pound lot pick-up and 
delivery rates from Los Angeles or to publish market competi- 
tive related rates from the San Francisco Bay district. It 
‘pegged’ or froze the rail rates at the minimum levels set forth 
in the appendix. At the same time, the division left the motor 
carriers free to continue with their 20,000-pound lot pick-up and 
delivery rates and make such further adjustments as they may 
care to without restriction. We respectfully submit that such 
action is unfair, arbitrary, contrary to previous decisions of the 
Commission, and against the law in various particulars. .. .” 


FINANCE APPLICATIONS 


Finance No. 13457. New York, Ontario & Western Railway Co. 
(Frederick E. Lyford, Trustee) asks authority to issue equipment 
trust certificates, principal amount not exceeding $162,900, bearing 
interest at rate of 2% per cent and maturing in ten years, said issue 
being for the purpose of obtaining funds to complete payment of the 
purchase price of $181,000 for five new Diesel-electric 44-ton swi.*hing 
locomotives. 

MC F-1660. Fred Olson & Son Motor Service Co., Chicago, Il. 
asks authority to purchase and temporarily to operate certain operating 
rights of Goodwin Motor Service Co., Chicago, for $2,500. 

MC F-1661. Webber Cartage Line, Inc., Waukegan, Iil., asks au- 
thority to purchase operating rights of Goodwin Motor Service, Inc., 
Chicago, within the Chicago commercial zone, for $1,500. 

MC F-1662. Central Freight Lines, Inc., Waco, Tex., asks authority 
to purchase operating rights and property of Webster Truck Lines, 
Denton, Tex., for $50,000, and for temporary authority to lease the 
Webster Truck Lines’ operations. 

Finance No. 13455. The Kanawha Central Railway Co. asks au- 
thority to issue a promissory note in the amount of $16,202.23, payable 
to the Chesapeake & Ohio Railway Co. on or before five years from 
the date thereof, bearing interest of 6 per cent per annum, and to 
pledge secured promissory notes in amount of $16,000 as collateral 
security for said five-year promissory note. 

Finance No. 13456. Los Angeles Junction Railway Co. asks au- 
thority to lease the loading and unloading facilities of Los Angeles 
Union Stock Yards Co. at Los Angeles, Calif., at a rental of $1,695 a 
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year plus taxes, insurance and maintenance and repairs to be assumed 
by applicant. 

Finance No. 13450. Guy A. Thompson as trustee of Missouri Pa- 
cific Railroad Co. asks authority to assume obligation and liability in 
respect of $1,150,000 principal amount of Missouri Pacific Railroad 
equipment trust certificates, series FF, maturing serially in ten annual 
installments, beginning Oct. 14, 1942, under a lease and trust agree- 
ment, under which applicant proposes to acquire, at an approximate 
net cost of $1,442,500, new railroad equipment as follows: two pas- 
senger locomotives and 11 streamline passenger train cars, including 
a mail storage car, two baggage express cars, two baggage mail cars, 
two de luxe coaches, two coach-grill-crew cars and two diner-lounge 
cars, 

Finance No. 13452. New York, Ontario & Western Railway Co. 
(Frederic E. Lyford, trustee) asks approval by the Commission in 
connection with its application to the Reconstruction Finance Cor- 
poration for a loan of $162,900, through purchase by the RFC of $162,900 
equipment trust certificates to be issued by applicant when authorized 
by the Commission, proceeds of said certificates to be used to com- 
plete the purchase price of $181,000 for five new Diesel-electric 44-ton 
switching locomotives. 

MC F-1657. Gulf Transport Co., Mobile, Ala., the Gulf, Mobile & 
Ohio Railroad Co., the Mobile & Ohio Transportation Co. and the 
Mobile & Ohio Transportation Co. of Illinois ask approval by the Com- 
mission of merger of the highway properties of the Gulf, Mobile & 
Ohio Railroad Co. into Gulf Transport Co. for ownership, management 
and operation, through issuance by Gulf Transport Co. of 180 shares 
of its capital stock to its parent company, the G. M. & O. railroad, 
in exchange for all outstanding shares of the capital stock of M. & O. 
Transportation Co. and M. & O. Transportation Co. of Illinois, on a 
share for share basis. The application says the proposal is for the 
purpose of enabling the G. M. & O. Railroad to operate its highway 
properties in a more efficient and economical manner, and in the 
interest of corporate simplification. 

MCF-1658. Motor Express, Inc., Cleveland, O., asks authority to 
purchase, for $51,000, and temporarily to operate, all operating rights 
of Erie Freight Lines, Inc. (F. W. Conn, trustee in bankruptcy), of 
Cleveland, such rights covering transportation of general commodi- 
ties, with exceptions, between many points in Wisconsin, Illinois, 
Michigan, Ohio, Indiana, Pennsylvania, New York and New Jersey. 

MC F-1659. Lecrone-Benedict Ways, Inc., Columbus, O., asks 
authority to purchase operating rights and property of D. B. & T. 
Transportation Co., Inc., Parkersburg, W. Va., for $9,930.67, vendor’s 
operations being in Pennsylvania and West Virginia. 

Finance No. 13453. Chicago, Burlington & Quincy Railroad Co. 
asks authority to abandon and dismantle a line extending from 
Prague, Saunders County, Neb., through Butler County to Schuler, 
Colfax County, Neb., a distance of about 18.76 miles. The application 
says the segment proposed to be abandoned cannot be regarded any 
longer as self-sustaining. 

MC F-1663. George Hart, dba Hart Motor Express, Minneapolis, 
Minn., asks authority to purchase, for $2,000, operating rights of 
Donald W. Quinn, dba Quinn Transfer & Storage, Fargo, N. D., as 
a common carrier of general commodities, household goods and heavy 
machinery between specified points in North Dakota and Minnesota, 
and certain physical property of the vendor. 


MC F-1664. Herrin Transportation Co., Houston, Tex., asks au- 
thority to purchase, for $50, operating rights of Jim Tatum Trucking 
Service, New Iberia, La., as a common carrier of general commodities 
between New Iberia and points within seven miles thereof. 

MC F-1665. Iowa Electric Light & Power Co., operating electric 
railway dba Cedar Rapids & Iowa City Railway, Cedar Rapids, Ia., 
asks authority for transfer of operating rights of Northwestern Light 
& Power Co., also of Cedar Rapids, as a motor carrier of freight be- 
tween Cedar Rapids and Iowa City, Ia. According to the application, 
Iowa Electric Light & Power Co., under an oral arrangement with 
Northwestern Light & Power Co., has conducted in the name of the 
latter the motor operations involved, and Northwestern Light & Power 
Co. now desires to divest itself of its responsibility under the certificate 
in question and to transfer it to the Iowa Electric Light & Power Co. 

Finance No. 12158 (third supplemental application). The Western 
Pacific Railroad Co. (T. M. Schumacher and Sidney M. Ehrman, 
trustees) asks authority for a further extension, from Dec. 1, 1941, to 
Dec. 1, 1942, of the maturity date of $9,850,000 of outstanding certificates 
of indebtedness evidencing a loan from the Reconstruction Finance 
Corporation, which loan, originally in the amount of $10,000,000 was 
approved by the Commission Sept. 23, 1938, with provision for in- 
terest of 4 per cent per annum, payable monthly. The application 
says that by Nov. 15 the principal of the loan will be reduced to 
$9,850,000. 

Finance No. 12213 (third supplemental application). The Western 
Pacific Railroad Co. (T. M. Schumacher and Sidney M. Ehrman, trus- 
tees) asks the Commission to approve the third extension of appli- 
cant’s loan from the RFC, to be evidenced and secured by a further 
extension of applicant’s certificates of indebtedness. 


Finance No. 13437 (amended). St. Paul Union Depot Co., Great 
Northern, Northern Pacific, Chicago, St. Paul, Minneapolis & Omaha, 
trustees of the Milwaukee, the Burlington, Chicago & Great Western, 
trustees of the Minneapolis, St. Paul & Sault Ste. Marie, and trustees 
of the Rock Island jointly ask that their application for grant of 
authority to the St. Paul Union Depot Co. to issue bonds and notes 
(see Traffic World, Sept. 13, p. 639), be amended so as to request an 
order authorizing applicants to issue and sell $14,737,000 of 3% per 
cent first and refunding mortgage bonds, series B, at 101.25 per cent 
of the principal amount together with accrued interest to delivery, 
and to issue and deliver $900,000 of its 1 per cent guaranteed notes of 
1941 to evidence a loan from J. P. Morgan & Co., Inc., in like aggre- 
gate amount, and for permission to amend the application in various 
other respects, including the insertion of an estimated saving of 
$9,343,560 to Oct. 1, 1971, and addition of exhibits. 

Finance No, 13460. The Wichita Union Terminal Railway Co. asks 
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authority to issue $2,100,000 of first mortgage serial bonds, series of 
$50,000 each to mature each year beginning Nov. 1, 1942, the first 
seven maturities to bear interest at 244 per cent per annum, the next 
twelve 2% per cent, and the final maturity of $1,150,000 interest at 
% per cent, said bond issue being for the purpose of canceling and 
retiring a bond issue of Nov. 1, 1911, of which $2,300,000 remains out- 
standing in the hands of the public; and the Santa Fe, the trustees 
of the Rock Island and the trustees of the St. Louis-San Francisco 
ask authority to assume obligation and liability in respect of payment 
of interest and installments of principal of the proposed bond issue. 

Finance 13461. Central Pacific Railway Co. asks authority to ex. 
tend, from Nov. 1, 1941, to Nov. 1, 1951, the maturity date of $8,500,000 
par value of Nevada & California Railway Co. first mortgage bonds 
heretofore assumed by applicant, with interest during the extended 
period at 6 per cent per annum, the present rate. The application 
says the indenture dated July 1, 1936, between Southern Pacific Co, 
and Guaranty Trust Co. of New York, under which the bonds were 
pledged by Southern Pacific, provides that the maturity of said bonds 
may be extended from time to time to such date or dates not later 
than Jan. 1, 1987, as Southern Pacific may determine. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. 13389, Norfolk Southern Railroad 
Co., receivers construction, authorizing construction by Morris §, 
Hawkins and L. H. Windholz, receivers of the Norfolk Southern Rail- 
road Co., of a branch line of railroad in Chatham County, N. C. Ap- 
proved. 

Report and certificate in F. D. 13356, Crystal River Railroad Co. 
et al. abandonment, permitting (1) abandonment as to interstate and 
foreign commerce, by the Crystal River Railroad Co. and the Crystal 
River and San Juan Railroad Co. of lines of railroad; and (2) abandon- 
ment of operation of the Crystal River Railroad Co. by the Crystal 
River & San Juan Railroad Co. in Garfield, Gunnison and Pitkin 
counties, Colo. Approved. 

Report and order in F. D. 13386, Oregon Electric Railway Co. 
operation, authorizing operation by the Oregon Electric Railway Co., 
under trackage rights, over part of the Southern Pacific Co.’s line of 
railroad in Washington County, Oregon. Approved. 

Report and certificate in F. D. 13413, Boston and Maine Railroad 
Company Abandonment, permitting abandonment by the Boston and 
Maine Railroad of a branch line of railroad in Middlesex County, Mass. 
Approved. 

Report and Certificate in F. D. 13391, Weatherford, Mineral Wells 
& Northwestern Railway Co., abandonment, permitting abandonment 
by the Weatherford, Mineral Wells & Northwestern Ry. Co. of a line 
of railroad in Palo County, Tex. Approved. 

Report and Certificate in F. D. 13365, Atlantic Coast Line Rail- 
road Co. abandonment, permitting abandonment of a part of a branch 
line of railroad in Lee County, S. C. Approved. 

Report and certificate in F. D. 13405, DeKalb & Western Railroad 
Ce. abandonment, permitting abandonment by the DeKalb & Western 
Railroad Co. of a branch line of railroad in Kemper County, Miss. 
Approved. 

Report and Certificate in F. D. 13359, Atlantic Coast Line Rail- 
road Co. abandonment, permitting abandonment by the Atlantic Coast 
Line Railroad Co. of part of a branch line of railroad in Citrus 
County, Fla. Approved. 

Report and Certificate in F. D. 13364, Atlantic Coast Line Rail: 
road Co. abandonment, permitting abandonment by the Atlantic Coast 
Line Railroad Co. of part of a branch line of railroad in Alachua 
County, Fla. Approved. 

Report and Certificate in F. D. 11996, Coeur d’Alene & Pend 
d’Oreille Railway Co. trustees’ abandonment, permitting abandonment 
by E. S. McPherson, trustee of the Coeur d’Alene & Pend d’Oreille 
Railway Co. of a branch line of railroad in Kootenai County, Ida. Ap- 
proved. 


TRUCK TRANSPORTATION OF EXPLOSIVES 


In connection with prehearing conferences and hearings in 
No. 3666, Ex Parte MC 13, the proceeding in which the Com- 
mission prescribes regulations for the transportation of explo- 
sives and other dangerous articles, the hearing being held by 
Assistant Director King of the Bureau of Service, representa- 
tives of trucking interests showed that they were opposed to a 
division of regulations, so far as carriers by motor were con- 
cerned, between the Bureau of Service and the safety section 
of the Bureau of Motor Carriers. 


They indicated that they were still of the view that all 
regulations as to safety, both as to the packaging of dangerous 
articles and safety of equipment, so far as the motor carriers 
were concerned should be under the jurisdiction of the section 
of safety of the Bureau of Motor Carriers. The Bureau of 
Service, under definite law provision utilizes the services of 
the Bureau of Explosives, a part of the Association of American 
Railroads. Roland Rice, assistant general counsel of the Amer- 
ican Trucking Associations, Inc., and C. D. Todd, Jr., counsel 
for the Contract Carrier Conference of that association, told 
Assistant Director King that it had been and still was their 
position that motor carrier regulations should be retained under 
the bureau familiar, as they said, with motor carriers and their 
problems. The fact that the Bureau of Explosives was part of 
the railroad organization made them refer to their regulations, 
based on data furnished that bureau by motor carriers, as being 
a case of trying to serve two masters. 
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All-Commodity Rate Controversy 


While the rates condemned would apply only to shipments 
in carloads they would not involve cancelation of all other car- 
load rates on individual commodities and there would thus be 
inserted into the general rate structure a set of “special” rates 
which, while open in tariff form to any in position to use them, 
would in practical effect be confined in actual use to a few, 
said a reply of the Middle Atlantic States Motor Carrier Con- 
ference, Inc., to a petition of the Southern Railway et al., 
respondents in I. and S. No. 4827, all freight, eastern ports 
to the south, for rehearing and reconsideration (see Traffic 
World, May 3, p. 1100). 

The petition of the conference said the effective date of 
the cancelation of the schedules as ordered in the Commission’s 
report had been postponed from time to time “on the repre- 
sentation that a petition for reconsideration would be filed 
as it now belatedly has been.” It said the geographical ap- 
plication of the condemned tariffs would be from New York, 
Philadelphia and Baltimore to Chattanooga, Atlanta and Bir- 
mingham with intermediate application as maxima over direct 
and indirect routes; that application via all-rail routes exclusive- 
ly was called for; and that with certain limited exclusion the in- 
volved rates would have applied to any sort of combinations of 
freight whatsoever when consisting of quantities of not less than 
30,000 Ibs. at one time, except that the minimum weight for New 
York shipments would have been somewhat different. The 
suspended schedules would have applied, said the conference 
reply, to “virtually everything customarily handled by so-called 
freight forwarders and by the several large chain store con- 
cerns such as Sears, Roebuck, Montgomery Ward, and Belnap 
Hardware. 


“Certain railroads interested in the all-rail suspended rates 
now apply for rehearing and reconsideration,” the reply con- 
tinued. “It is incidentally stated that ‘so much’ of the factual 
matters mentioned in the petition as were not previously pre- 
sented by them in evidence should now be the subject of a 
‘further hearing’ for the taking of additional testimony. There 
is no indentification of the ‘additional’ facts wished to be 
proved ... Essentially . . . the petition is one for reconsid- 
eration on the record as made.” 


In contending that the condemned rates would be illegal, 
the reply cited U. S. vs. Chicago Heights Trucking Co., 310 
U S. 344. Continuing, the conference said: 


The highly esteemed and respected chairman of this Commission 
has taken occasion however more than once to assert his own conviction 
that that particular litigation before the Commission and the Supreme 
Court involving those all-freight proportional rates did not turn on any 
question of inherent illegality but only upon the administrative judg- 
ment of a Commission majority. It has been and perhaps is his 
thought that in this entire field of controversy there was reposed in this 
Commission the privilege of concluding, as he has concluded, that 
freight forwarders serve a useful function in the field of transportation 
which should be encouraged by making available to them ‘“‘special 
rates,’’ principally in the form of ‘‘all freight’’ rates, enabling them 
comfortably to conduct their particular sort of business and at a profit. 
As evidenced by his dissent in that litigation, and his subsequent com- 
munications to Congressional committees, he finds no fault with a 
system of special rates designed by railroads and other carriers which 
would convert the owners of the true transporting agencies into what 
sometimes are called ‘‘underlying carriers’’ for the benefit of freight 
forwarders. The chairman appears convinced that the Commission 
possessed latitude of choice of mere ‘‘policy’’ in such a vitally im- 
portant matter even under existing law. It is no disrespect to him to 
say, however, that he has been and is mistaken in that interpretation 
of the prevailing statute as announced by the Commission majority and 
so emphatically proclaimed by the Supreme Court... . 

The House committee on interstate and foreign commerce has re- 
ported out a bill which would go only part way in the direction favored 
by the Commission’s Chairman. That bill would legalize only such 
“special rates’’ of motor and rail carriers as would apply for gathering 
services into a freight forwarder concentration point and for distribu- 
tion service out of a freight forwarder distributing point. Even if 
passed by the House and concurred in by the Senate, that would not 
legalize the rates here involved which in no respect are either ‘‘gather- 
ing’ or ‘‘distribution’’ rates into concentration or out of distribution 
points incident to through transportation from and beyond. . . . Thus 
the fact that the matter is now nearing legislative action merely con- 
firms that the existing law is generally taken to have become settled. 
It is for Congress, not the Commission, to fix the ‘‘policy.’’ This Com- 
mission administers the law as it stands at any time. ... 


The conference suggested that the full Commission might 
deny the railroads’ petition, that the petitioners would then 
have exhausted their administrative remedies and that the way 
would be open to them then to avail any measure of judicial 
review they might wish to seek. If the Commission should 


reopen the case, its membership would be afforded an oppor- 
tunity of giving expression to “any division of conviction” that 
Might remain among them, it added. 

An answer opposing the petition for reopening has been 
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filed also by the trustees of the Central of Georgia, the Ocean 
Steamship Co. of Savannah, Georgia Railroad, the Atlanta & 
West Point, Western Railway of Alabama, Eastern Steamship 
Lines, Merchants & Miners Transportation Co., Agwilines, Inc., 
P. & N. Steamship Co., Atlanta, Birmingham & Coast, Atlantic 
Coast Line, Charleston & Western, and the Columbia, New- 
berry & Laurens. It said the any-quantity rates proposed by 
the water-rail lines were proposed as a defensive measure to 
enable themselves to meet the competition of the all-com- 
modity rates if those rates should become effective and to save 
as much as possible of their 1. c. 1. business, “which is their 
life-blood.” It said the parties to this answer rejoiced that 
the Commission had seen fit to save the shipping public and 
the nation’s transportation system from “chaos and ruin” a 
different order would have caused. 

“It seems that petitioning respondents have been led into 
a trap by certain large shippers of mixed merchandise freight, 
rather than being pushed by the Commission into a bonfire 
built by the water lines,” said a brief of the Atlanta Freight 
Bureau, asking the Commission to deny summarily the petition 
for reopening of the proceeding and to require the respondents 
to comply with its order. It said the recent liberalization of 
rule 10 of the southern classification “would appear to be suffi- 
cient to provide reasonable rates on carloads of mixed com- 
modities.” 

Replying to the petition of some of the respondents in I. 
and S. No. 4827, all-freight, eastern ports to south, for rehear- 
ing and reconsideration, the Southern Motor Carriers Rate 
Conference said its position was that the order in this case 
should not be vacated and the rate allowed to become effec- 
tive; that there was no reason for reopening, and that if this 
case were reopened, it must be reopened not only as to the all- 
rail all-commodity rates, but also as to the water-rail all-com- 
modity any-quantity rates, as the two were related and the 
Commission could not do justice without having both before it. 

The motor rate conference said it would be foolish for it 
to attempt to enlarge on the excellent discussion of the prin- 
ciples of classification contained in the opinion of division 3. 
It said a complete answer to all the contentions of the petition 
was contained on sheets 31 and 32 of the opinion in this case. 


Rail Mixing Rule Hearing 


Complexity itself could not be more complex, in the view 
of motor carriers as indicated at the hearing by Examiner C. 
W. Berry, Sept. 23, in I. and S. No. 5029, mixed freight in 
packages (see Traffic World, Aug. 16, p. 421), the proceeding 
being caused by the suspension by the Commission of a pro- 
—_ revision of Consolidated Freight Classification Rule 

oO. 

So great was the interest of the trucking interest that it 
was represented by Edgar Watkins, Jr., for the Southern Mo- 
tor Carriers Rate Conference; T. C. Crouch, the M‘ddle Atlantic 
organization; J. E. Haydon, Eastern-Central Motor Carrier 
Association; H. M. Slater, Central States organization; and 
C. F. Jackson, in behalf of parties to the National Motor 
Freight Classification. 

At the initial session the rail and shipper interests, sup- 
porting the proposed revision, explained the revision, in testi- 
mony by R. C. Fyfe, the veteran rail classification man, and 
A. H. Schwietert, traffic director of the Chicago Association of 
Commerce. 

The motor industry’s objection is to a note attached to 
the rule providing that where the aggregate weight of higher 
rated articles in a package does not exceed fifteen per cent 
of the gross weight of the goods and package, such higher rated 
articles shall not be considered in determining that the rate 
or ratings to be applied, but that the package shall be charged 
for on the basis of the highest rate or rating applicable to any 
other article in the shipment. The object, according to the 
explanation, is to enable shippers to take articles out of an 
original package from a particular manufacturer and include 
them in new packages without being penalized by the old rule 
of charging on the whole package the highest rate on any 
article in the mixture. Mr. Schwietert said that less than 
twenty per cent of articles in mixed packages are taken from 
the original containers shipped by the manufacturer to distrib- 
utors to become components of new packages. But that ap- 
parently insignificant amount of traffic caused vigorous cross 
examination of those supporting the proposal by representatives 
of the motor industry. They said the explanations made by 
Messrs. Fyfe and Schwietert were in conflict and the latter 
admitted that he and Mr. Fyfe were not in agreement on all 
points. One of the traffic men who admitted he was support- 
ing the proposal was interrogatively by Examiner Berry ad- 
vised that such cross examination was not in order. The ques- 
tion which caused intervention from the bench was withdrawn. 

According to Mr. Schwietert the proposed rule was puh- 
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lished by the carriers, at the request of shippers, so as to pro- 
vide a reasonable rule under which small articles could be in- 
cluded in one package and thus eliminate packing and han- 
dling expenses on the part of the shipper and decrease clerical 
and transportation expense as well as loss and damage claims. 
He said experience had shown that, due to the large number 
of small items ordered by consumers and retail establishments, 
it was almost impossible to classify articles accurately without 
unwarranted and unusually great expense to the shipper. He 
said he believed that instead of decreasing railroad revenue 
the revision would cause an increase by reason of the elimina- 
tion of minute classification requirements. 

The National Industrial Traffic League, by Edward F. 
Lacey, its executive secretary, intervened in the proceeding 
in behalf of shippers, Mr. Lacey taking his place at the counsel 
table. W. J. Williamson, general freight traffic manager of 
Sears Roebuck & Co., took the witness stand in behalf of the 
League. 

Other witnesses in behalf of the proposals were C. 
Pascerella, Liggett Co., New York; J. M. Hamill, New York, 
Hartz Mountain Products Co.; E. L. Leger, Butler Brothers, 
Chicago; N. W. Ford, Connecticut Manufacturers Association; 
E. F. Streibe, Cincinnati Chamber of Commerce and Casket 
Manufacturers Association of America; W. H. Ott, Kraft 
Cheese Co.; L. F. Mongeon, National Retail Dry Goods Associa- 
tion; L. E. Orewiler, Indiana State Chamber of Commerce, 
O. M. Enyart, Indianapolis, Van Camp Hardware & Iron Co. 
and National Wholesale Hardware Association. 

Witnesses for the motor industry treated the rail proposal 
as a raid for the taking of traffic peculiarly adapted for truck 
transportation by means of changes in the classification rule 
that would mean a cut in rates and a reduction in rail revenue. 
For illustration H. M. Slater for the Central States Bureau, 
using an exhibit submitted on behalf of shippers supporting the 
proposed changes figured the rail revenue resulting from the 
examples thereon shown, would show a reduction of 16.17 per 
cent. The other motor carrier witnesses were C. F. Jackson, 
the motor classification man, and W. L. Yingling, also a classifi- 
cation man for the American Trucking Associations, Inc., T. C. 
Couch, for the Middle Atlantic Bureau, and J. E. Haydon, for 
the Eastern Central Bureau. They spoke for nine motor freight 
organizations. 

In general terms their testimony was to the effect that the 
reductions would be detrimental to the interests of the motor 
carriers and would not make the savings in billing and packing 
claimed by the representatives of the rail carriers, not to men- 
tion the utter disregard of classification principles. Dozens of 
examples were specified to show that there was uncertainty as 
to the meaning of the changes permitting discriminations as 
among shippers with favoritism for the larger ones. Instead 
of less billing, as claimed, there would be, it was asserted, in- 
creases. Mr. Slater, for instance, wanted to know what charge 
would be made in the event the highest rated articles weighed 
15% per cent, 15 per cent being the maximum of higher rated 
articles in a permissible mixture. Would the quarter per cent 
take the highest rating on that excess or just what would be 
done about the matter he wanted to know. One contention was 
that a shipper having several sorts of merchandise to ship would 
have an advantage over the shipper having only one. The many 
article shipper, it was contended, could put fifteen per cent of 
the highest rated article in a package with a low-rated one and 
get the benefit of the low rating while the one article man 
would have to pay the whole rate on his high rated single com- 
modity, a great advantage to the shipper who handled many 
articles in his competition with the man who shipped only one 
high rated article. 

Preference and prejudice as between shinners was the par- 
ticular subject of the testimony of Mr. Yingling, a member of 
the National Motor Classification Board of which Mr. Jackson 
is chairman. He asserted that the rule as amended could be 
used, as a practical matter, only by shippers having traffic de- 
partments and that thereby the little man and the shipper 
having only one high rated article to ship would be squeezed 
out of competition with the big shipper. The testimony of the 
motor carrier industry, which was submitted at the end of the 
second day completed the record in the proceeding. 


Both sides waived the filing of briefs and the proceeding 
will be disposed of on the record made in the two days of 
hearing. 


SIGNAL SYSTEMS 


The Pennsylvania; St. Louis-San Francisco; Chicago, Rock 
Island & Pacific; Atlantic Coast Line; Grand Trunk Western; 
Terminal Railroad Association of St. Louis; and Chicago & 
North Western have filed applications with the Commission for 
approval of proposed modifications of signal systems or devices 
under section 25 (b) of the interstate commerce act. Any in- 
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terested party desiring hearing should advise the Commission 
and applicant in writing within 20 days from September 19. 

The Illinois Central; Baltimore & Ohio Chicago Terminal; 
Chicago, Milwaukee, St. Paul & Pacific; Texas & Pacific; 
Southern Pacific Co.; New York Central; Erie; Reading Co.; 
Missouri Pacific; and Chicago, St. Paul, Minneapolis & Omaha 
have filed applications with the Commission for approval of 
proposed modifications of signal systems or devices under sec- 
tion 25 (b) of the interstate commerce act. Any interested 
party desiring hearing should advise the Commission and ap- 
plicant in writing within 20 days from September 20. 

The Wabash; Great Northern (amended application super- 
seding application covered by public notice issued July 15); 
Nashville, Chattanooga & St. Louis; Southern Pacific Co.; and 
Cleveland, Cincinnati, Chicago & St. Louis have filed applications 
with the Commission for approval of proposed modifications 
of signal systems or devices under section 25(b) of the inter- 
state commerce act. Any interested party desiring hearing 
should advise the Commission and applicant in writing within 
20 days from September 23. 


The Washington Terminal Co.; Chicago, Rock Island & 
Pacific; Delaware, Lackawanna & Western; and New York 
Central have filed applications with the Commission for ap- 
proval of proposed modifications of signal systems or devices 
under section 25 (b) of the interstate commerce act. Any inter- 
ested party desiring hearing should advise the Commission and 
applicant in writing within 20 days from September 24. 

The Illinois Terminal has filed applications with the Com- 
mission for approval of proposed modifications of rules, stand- 
ards and instructions prescribed by order of April 13, 1939, 
under section 25 (c) of the interstate commerce act. Any inter- 
ested party desiring hearing should advise the Commission 
and applicant in writing within 20 days from September 24. 

The Worfolk Southern has filed an application with the 
Commission for approval of proposed modifications of signal 
systems or devices under section 25 (b) of the interstate com- 
merce act. Any interested party desiring hearing should ad- 
vise the Commission and applicant in writing within 20 days 
from September 25. 


The Norfolk Southern has filed an application with the 
Commission for approval of proposed modifications of rules, 
standards and instructions prescribed by order of April 13, 
1939, under section 25 (c) of the interstate commerce act. Any 
interested narty desiring hearing should advise the Commission 
and applicant in writing within 20 days from September 25. 


WATER CARRIER EXEMPTIONS 


The Commission, by division 4, by an order, not a report 
and order, in W-56. Bartle Daly common carrier application, 
had determined that onerations by the applicant in transporta- 
tion, as a common carrier by water, of coal and coke in bulk, 
are exempt under section 303 (b) of part III of the interstate 
commerce act. and has dismissed the application. 

By an order in W-220, Hillman Transportation Co., Pitts- 
bureh, Pa., contract carrier application, the Commission, by 
division 4. has determined that the applicant’s operation in 
transporting coal in bulk in interstate commerce on the Ohio 
River and its tributaries is exempt under section 303 (b) of 
part TII of the act and has dismissed the application. 

On the applicant’s request, the Commission, division 4, has 
dismissed an application of Arthur Champion, St. Claire, 
Mich., a water carrier, in W-366, for exemption under section 
303 (e) of the interstate commerce act. 

The Commission also has dismissed, at request of the 
applicant. an application of the Brookfield Co., of Astoria, 
Ore., in W-550, for a permit under section 309 (f) of the act. 


UNION FREIGHT RAILROAD NOTES 


The Union Freight Railroad Co., by a petition in Finance 
No. 12535, Union Freight Railroad Co. promissory notes, has 
asked the Commission to modify its report and order in that 
proceeding so as to limit to $90.000 the amount of the petition- 
er’s 4% per cent promissory notes in favor of Howard S. Palmer, 
James Lee Loomis and Henry B. Sawyer, trustees of the 
New York, New Haven & Hartford Railroad Co., in respect of 
which the petitioner was authorized to assume obligation and 
liability. The petition said the Commission had authorized the 
issuance by applicant of promissory notes not exceeding $192.000 
payable to the trustees of the New Haven as evidence of loans 
from the trustees for renewal of certain tracks of applicant's 
railroad. Under that authority, said the petition, only $90.000 
of 4% per cent notes was issued, the track renewal project 
having been completed at a cost of $179,404.39, of which appli- 
cant supplied $89,404.39, 
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Petroleum Transportation 


The special Senate committee investigating the petroleum 
situation on the eastern seaboard is watching developments and 
has no plans for the present to go forward with the inquiry, 
according to members. Senator Burton, of Ohio, said the com- 
mittee was waiting to see what the outcome would be of the 
move for increased use of railroad tank cars by the petroleum 
industry. He believed that it would shortly be known whether 
there was going to be a gasoline shortage. 

Petroleum Coordinator Ickes on Sept. 22 asked the oil in- 
dustry to take steps to prevent a shortage of petroleum and its 
products on the Pacific coast because of diversions of tankers 
to the transportation of aviation gasoline for Russia. He said 
prompt action by the industry would lessen the need for or 
the extent of later and more drastic steps such as curbs on 
gasoline and fuel oil consumption. He recommended that all 
tanker, pipeline, transport, barge, terminal and storage facili- 
ties of the west coast oil companies be operated and used with- 
out regard to individual ownership. 

The petroleum coordinator advised oil companies in the 
eastern seaboard states that they might vary the supplies of 
petroleum products for given locations, as long as the total 
amount they distributed in September did not exceed the allot- 
ment of 90 per cent of the July total. He made that proposal 
in connection with an observation that gasoline demands at 
summer resorts in the eastern states had declined sharply. 

Coordinator Ickes, with respect to the Pacific coast areas, 
called on the industry transportation committee for district 
No. 5, various oil companies and others to proceed immediately 
with the development of plans for a more efficient utilization 
of available tanker tonnage and to take such other action as 
might be necessary to prevent an acute shortage of supplies. 
This action followed the earlier dispatch of a telegram to A. 
L. Weil, general industry committee chairman for the Pacific 
coast region, urging the industry not only to eliminate cross 
hauls, multiple port discharges, and empty steaming miles for 
tankers, but also to move fast to press into service pipe lines, 
motor trucks, tank car capacity, and every other transporta- 
tion facility available. 

The telegram said that any action less than this by the 
oil companies was bound to lead to delay in meeting the 
threatened shortage caused by the diversion to national de- 
fense use of a number of tankers. 

Referring to the recommendation, the Coordinator said that 
by moving now to make un for tankers diverted to such pur- 
poses, the industry would be in position to keep supplies more 
nearly equal to demand and thus lessen the need for, or extent 
of, later and more drastic steps, such as the placing of curbs 
on consumption. 

“By moving in on this situation before it reaches the stage 
of an actual shortage, it is the hope of this office,” Coordinator 
Ickes said, “that the Pacific northwest and other coastal areas 
dependent on tankers will be assured a continuing supply of 
products to the extent of at least their minimum necessary 
requirements.” 

In addition to the transportation committee, the recom- 
mendation was sent to the General Petroleum Corporation of 
California, Richfield Oil Corporation, Standard Oil Company of 
California, The Texas Company, Tide Water Associated Oil 
Company, Union Oil Company of California, and the Willcone 
Steamship Company. It was addressed also to “any and all 
others owning, operating, chartering tankers or otherwise 
utilizing tanker space, barges, pipe lines, or transport facilities 
on the Pacific Coast” and to various oil company subsidiaries. 

Specifically, the Coordinator recommended the appointment 
of a special tanker subcommittee to develop and carry into 
effect new schedules and cargo loading and dispatching ar- 
rangements which will result in the most efficient use of tank- 
ers available for Pacific Coast runs. 


Coordinator Ickes reiterated at a press conference Septem- 
ber 25 his statement of last week that there was no intention 
of lifting the restrictions on station closing and gasoline de- 
liveries in the east. Using American Petroleum Institute fig- 
ures, which he said had not been checked, he said there was 
an increase in the gasoline stocks in the east in the last week 
of 156,000 barrels, but that there were 1,720,000 fewer barrels 
on hand than at the same time last year. Total stocks ran 
from 20,000,000 to 22,000,000 barrels, it was stated. Admitting 
that the increase of 156,000 barrels showed an improvement, 
Mr. Ickes said he believed this improvement resulted from the 
decrease in deliveries to dealers and service stations. 

As to heavy fuel oil stocks in the east Mr. Ickes said they 
were 2,339,000 barrels under the same period last year while 
the Bureau of Mines had estimated an 11 per cent increase in 
demand in the last quarter this year as compared with the 
same quarter last year. As to light fuel oil, used for domestic 
heating, said he, there was an increase in stocks of 1,227,000 
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barrels, bringing stocks to about what they were last year at 
this time, and indicating demands for such fuel would be 
met. 

As to gasoline Mr. Ickes said the objective was to increase 
the “cushion” to meet a critical situation expected later in 
the year. He said the question was how the newspapermen 
were going to get home from their holiday parties in the latter 
part of December. It would be a mistake to change the present 
policy, he said. A poll of filling station operators, it was an- 
nounced, showed eight to one in favor of night closing of 
stations. 

(Continued on page 787) 


TANK TRUCK CASE POSTPONED 


Opposing tank truck operators having raised a jurisdic- 
tional question, hearing in MC 102821, Pan-American Trans- 
port Co., Ellicott City, Md., certificate, has been postponed 
to Oct. 20 by Examiner Hand to whom the matter was referred 
by the Commission for the taking of testimony. The applicant 
asked for authority to haul petroleum products in southern 
states from terminals on the proposed Plantation pipeline, 
under construction from Baton Rouge, La., to Greensboro, N. C. 
The pipeline is expected to be completed and ready for opera- 
tion in January, 1942. ; 

The question raised by the objecting tank truck operators 
was as to whether it was a proceeding to be heard by an 
examiner or one to be heard by a joint board. In cases in- 
volving three or more states, such matters are to be heard, 
under the law, by a joint board. Objecting carriers claimed that 
the nine operations proposed by Pan-American were separate 
and distinct operations in separate and distinct origin and 
distribution territory, and not a single operation covering 
more than three states. 


Gasoline Pipe-Truck Rates 


Setting aside one of its tariff rules forbidding pipe lines 
te make proportional rates for use by trucks, the Commission 
has authorized the Southeastern Pipe Line Co. to make pipe 
line proportional rates on gasoline to be used in making through 
rates by the pipe line and common carrier tank truck carriers, 
on thirty days’ notice. The setting aside is as of Sept. 22. 

No such permission has been extended to contract carriers 
by tank truck. The pipe line, when completed, as it is expected 
to be late in October, will extend from Port St. Joe, Fla., to 
Point Lookout, near Chattanooga, Tenn. It is now in opera- 
tion from Port St. Joe to Bainbridge, Ga. The Commission has 
authorized the pipe line company to publish its local rates, 
that is rates from one point on its line to another, on ten 
days’ notice. Construction of the pipe line was under the Cole 
act, a part of the national defense program, granting the 
right of eminent domain under specified conditions. 

The rate scheme authorized by the Commission provid‘ng 
for a hooking together of the pipe line and the common carrier 
tank truck services is similar to that in effect in southwestern 
and western trunk line territories, under which the pipe line 
establishes varying proportionals, to be used in making through 
rates by pipe line and railroads, by means of which the gaso- 
line marketers interested in the matter can maintain groups 
in which price of gasoline will be the same. For instance, if 
the local rate of the pipe line from Port St. Joe to Atlanta, 
Ga., is 50 cents, the pipe line company will provide a propor- 
tional for the haul between Atlanta and Asheville, N. C., 
which is in the Atlanta group for marketing purposes. If the 
tank truck rate from Atlanta to Asheville is 42 cents, that 
rate subtracted from the local pipe line rate from Port St. Joe 
to Atlanta will be the proportional the pipe line will receive 
for its service to Atlanta, the difference of course, being eight 
cents, all rates being in barrels. 

Under the scheme of proportional rates tank trucks will 
be able to haul gasoline from various points into the interior 
so that price groups can be maintained, so far as that can be 
done by reason ‘of transportation cost. 

It was the understanding at the time the Commission set 
aside its rule forbidding pipe lines to make proportionals to 
be used in connection with truck transportation rates that the 
southern railroads were opposed to the scheme. Inasmuch as 
the Commission said the rates might be published only on 
thirty days’ notice the railroads will have ample opportunity 
to ask for suspension of the pipe line tariffs, if they so desire. 


CLOTHING RATE INVESTIGATION 
Representatives of Official Territory railroads testified 

in support of suspended rates on cotton clothing in any quantity 
shipments at a hearing before Examiner C. E. Stiles at Chi- 
cago, September 19, in I. and S. 4942 and Supplement 1, cotton 
clothing in official territory. E. W. Heimert, Central Freight 
Association, and other railroad representatives, said that both 
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common motor carriers and railroads had at present identical 
rates on carload and truckload and on less-carload and less- 
truckload movements; that at present the truckers enjoyed 
most of the traffic, and that the railroads’ proposal to establish 
an any-quantity rate 70 per cent of first class would result 
in diversion of some of the traffic to the railroads. The rate 
compared with published carload and truckload rates of 85 
per cent of first class, and with less-carload and less-truckload 
rates at the first class level. The railroad proposal, suspended 
from May 1 to December 1, was published in Supplement 27 to 
W. S. Curlett’s tariff I. C. C. No. A-683 and others. 

Appearing in opposition to the proposal were representa- 
tives of the Central States Motor Freight Bureau and the 
Eastern Central Motor Carriers Association. Witnesses for 
those groups testified that lifting the suspension would result 
in a corresponding rate reduction on the part of the truckers. 
Trucker witnesses testified that they would lose a considerable 
part, if not all, of their business with manufacturers of cotton 
clothing unless the truck and railroad rates remained on an 
even basis. The protestants introduced evidence intended to 
show that the suspended schedules would result in revenue 
reductions for the railroads. They said that, for example, a 
movement of several shipments totaling 12,000 pounds at pres- 
ent would move from Bloomington, IIl., to Buffalo, N. Y., at 
an 80-cent rate; that the any quantity rate would be 56 cents, 
and that the total revenue reduction would amount to $28.80. 


TRUCKER ASKS INJUNCTION 


Application has been made to the federal court at Cleve- 
land, O., in civil action No. 20970, Louis C. Dearman vs. United 
States and Interstate Commerce Commission, for an injunction 
forbidding the enforcement of the Commission’s order in MC 
20779, Louis C. Dearman common carrier application, denying 
authority to the applicant to operate as a common or contract 
carrier between Mansfield and Galion, O., and points Illinois, 
Indiana, Kentucky, Maryland, Michigan, Missouri, New Jersey. 
New York, Pennsylvania, West Virginia and the District of 
Columbia, of general commodities, including household goods. 

The petitioner alleges interruptions in service on which 
the Commission based its action in part, were due to the failure, 
among other things, of the Commission to dispose of a petition 
for substitution of his name for that of his predecessor in 
interest; also to its failure to consider his testimony showing 
convenience and necessity if his showing under the grandfather 
clauses was not deemed satisfactory, or to take notice of a 
report by one of its inspectors showing that the predecessor 
had operated continuously between June 3, 1930, and March 1, 
1937. 

The plaintiff asks the court to direct the Commission to 
issue an order conforming to the law and the facts. 


INVESTIGATIONS BY COMMISSION 


Orders instituting two investigations of motor carrier rate 
matters and assigning the cases for hearing before examiners 
have been issued by the Commission, division 2, on its own 
motion. 

One of the investigations, docketed as MC C-303, will deal 
with rates, charges, rules, etc., proposed to be put into effect by 
Will C. Barrett, dba W. C. Barrett Feed & Poultry, of Wichita, 
Kan., with respect to transportation of feed from Kansas City, 
Mo., to Wichita and of salt from Lyons, Kan., to Kansas City, 
Mo. The investigation order referred the matter to Examiner 
Pete H. Dawson for hearing at 9 a. m., October 13, in the 
Broadview Hotel, Wichita, Kan. 

Another investigation instituted by division 2, docketed 
as MC C-304, merchandise, New England to Pennsylvania 
points, has been referred to Examiner R. A. Joyner for hear- 
ing at 10 a. m. on Oct. 7, at the Commission’s offices in Wash- 
ington. This inquiry will deal with the “reasonableness and 
lawfulness otherwise” of rates, etc., applicable to transportation 
of merchandise as described in item No. 5-A, supplement No. 
10 to tariff MF I. C. C. No. 2 of Walter F. and Edgar A. 
Leonard, dba Leonard Bros. Motor Express Service, maintained 
by carriers participating in that tariff, from Bridgeport and 
Stamford, Conn., and Cambridge, Mass., to McKeesport and 
Pittsburgh, Pa. 


REFRIGERATED TRUCKS GO TO COURT 


Contending that the Commission acted unlawfully when it, 
in MC 21576, Schultz Refrigerated Service, Inc., extension of 
operations—Bridgeton, granted a certificate to the applicant, 
as a common carrier to haul refrigerated packing house prod- 
ucts and refrigerated or frozen fruits and vegetables, the 
plaintiffs in Davidson Transfer & Storage Co. and W. T. 
Cowan, Inc., vs. United States, Interstate Commerce Commis- 
sion and Schultz Refrigerated Service, Inc., have asked the 
federal court at Philadelphia to enjoin enforcement of the 
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Commission’s orders; also, any operation thereunder by 
Schultz. 

The broad ground for asking injunctive relief is that the 
testimony fails to show any necessity for the service of Schultz 
in a territory where there are other motor lines having assets 
in excess of $10,000,000 and gross revenues in excess of $20,- 
000,000, all competitive with each other. The plaintiffs said 
they and the railroads were protestants in the proceeding. An 
assertion by one witness that the service of motor lines was 
unsatisfactory, the petition says, was not backed up in any 
way and that a declaration that service had been refused 
was not backed up with any showing that refusal was to per- 
form any legal duty. 


The injunction desired is limited to the transportation 
between any two or the following places, that is between New 
York City, Trenton, N. J., Philadelphia, Wilmington, Del., 
Baltimore and the District of Columbia. No assault is made, 
says the petition, on the validity of any of the Commission’s 
orders so far as they accord to Schultz the right to operate and 
transport frozen foods between either Bridgeton, N. J., or 
Dover, Del., on the one hand, and any other place, on the 
other; nor the validity to transport over irregular routes be- 
tween Philadelphia, Trenton and New York, on the one hand, 
and places in New Jersey, Pennsylvania, Delaware, Maryland 
and New York within 250 miles thereof, except between any 
two or the points hereinbefore enumerated, namely, New York, 
Trenton, Philadelphia, Wilmington, Baltimore and the District 
of Columbia. 


NO HEARINGS IN MOTOR CASES 


Notice has been given by the Commission that, unless 
good cause therefor is shown, no hearings will be held in the 
following motor finance cases: MC F-1643, United Transports, 
Inc., Oklahoma City, Okla., application for authority to pur- 
chase certain operating rights of S. & S. Transport Co., Inc., 
Pontiac, Mich.; MC F-1644, Commercial Carriers, Inc., Pon- 
tiac, Mich., and S. & C. Transport Co., Inc., Pontiac, application 
for authority to merge operating rights of the latter into the 
former. The Commission said a detailed statement of the terri- 
tory was contained in the applications, copies of which were 
available for inspection at its offices in Washington or offices 
of regulatory authorities of Alabama, Arkansas, Georgia, IIli- 
nois, Indiana, Kansas, Kentucky, Louisiana, Michigan, Missis- 
sippi, Missouri, the Carolinas, Ohio, Oklahoma, Tennessee, 
Texas, Virginia and West Virginia. 


MC F-1647, Charles W. Eick, dba Royal Blue Coaches, 
White House Station, N. J., acquisition of control, Alma Lines, 
Inc., Phillipsburg, N. J., through ownership of stock. 


MC F-1649, Hoover Truck Co., Inc., Nashville, Tenn., pur- 
chase, Roy Dickerson and C. C. Russell, dba Central Motor 
Express, Chattanooga, Tenn., operating rights. 


The Commission said that copies of the application, con- 
taining detailed statements of the routes involved, were on 
file and might be inspected at its offices in Washington or at 
the offices of the regulatory authorities of, with respect to MC 
F-1647, New Jersey, New York and Pennsylvania, and, with 
respect to MC F-1649, Alabama and Tennessee. 


The Commission has announced that no hearings will be 
held in connection with the following motor finance applica- 
tions, unless good cause therefor is shown: 


MC F-1646, The Kaplan Trucking Co., Cleveland, O., purchase, 
operating rights of D. Wood Trucking Co., Inc., Beloit, O. Copies 
of application setting out territory involved are on file at the Com- 
mission or at offices of the regulatory authorities of Illinois, Indiana, 
Michigan, New York, Ohio, Pennsylvania and West Virginia. 


MC F-1652, J. V. Braswell, dba Braswell Motor Freight Lines, El 
Paso, Tex., purchase, operating rights of Wald Transfer & Storage 
Co., Inc., Houston, Tex. Copies of application setting out route in- 
volved are on file at the Commission or at the office of regulatory 
authorities of Texas. 


MC F-1629, Lecrone-Benedict Ways, Inc., purchase, operating rights 
of Lecrone Motor Transport Line, Inc., and in MC F-1630, of Benedict 
Lines, Inc., all of Columbus, O., embracing MC F-1631, C. Alton Ram- 
sey, Columbus, O., acquisition of control, through ownership of stock, 
of D. B. & T. Transportation Co., Inc., of Parkersburg, W. Va., and 
MC F-1659, Lecrone-Benedict Ways, Inc., purchase, operating rights of 
D. B. & T. Transportation Co., Ine. Copies of applications, setting 
out routes involved, are on file at the Commission or at offices of the 
regulatory authorities of Illinois, Indiana, Kentucky, Michigan, Ohio, 
Pennsylvania and West Virginia. 


The Commission said any interested party desiring to make 
representations to it as to the granting or denying of any of 
these applications should submit such representation in writing 
on or before Oct. 15, 1941, showing that a copy has been served 
on applicants. The original and five copies thereof should be 
filed with the Commission. 
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September 27, 1941 


F. E. C. Reorganization 


‘the proponents of the two plans for the reorganization 
of the rloriada Kast Coast Railway Co. which were submitted 
to the Commussion have nied exceptions to the plan of reorgan- 
1zauon proposed by Examuner Kaiph H. Jewell in Finance NNO. 
loiiU, the proceeuing in which the affairs of that company 
are being handled under section-7/ of the national bankruptcy 
act. One pian was suomitted by the institutional group of nrst 
mortgage bondholders. ‘the other was submitted by the trus- 
tees or the estate of Alfred 1 duPont. 

‘the latter said the committee representing the other group 
was composed of representatives ot J. P. Morgan & Co., Na- 
tional City Kank of INew York, First National Bank of the City 
or New York, Safe Deposit and ‘lrust Company of the City 
ol Baltimore, and the Metropolitan and Northwestern Life In- 
surance Companies. 

According to the duPont exceptions the chief difference be- 
tween the plans was that under the “approved bankers pian, 
needed new capital of more than $4,000,UU0 will be secured by 
sale or pledge of additional tirst mortgage bonds, and the 
entire issue of new common stock delivered to the holders ot 
the first and retunding mortgage, and continued control of the 
new company tor at least three years vested in the bankers; 
whereas, under the duront plan this new capital will be con- 
tributed in cash by the duPont estate for 400,U00 shares (voting 
control) of the common stock of the new company.” 

‘that declaration was taken to mean that the duPont in- 
terest would make a fight to get the company out of control 
of the banking and life insurance interests. 1n a summary of 
argument and requested findings the duPont paper said a 
reorganization plan of debtor might provide for sale of a con- 
trolling amount of the capital stock of the reorganized com- 
pany to others than the creditors of the debtor, while the pro- 
posed report held that sale of capital stock for cash was per- 
missible only to the extent necessary to provide new capital 
not otherwise available. It asserted further that the right 
of jumor lien holders to bid in the property for their debt 
in foreclosure proceedings was waived by the dismissal of that 
proceeding and the institution of the bankruptcy. The bank- 
ruptcy act, the duPont trustees assert, ‘expressly authorizes 
sale for cash of a controlling interest in the reorganized com- 
pany such as their exceptions point out the estate is endeav- 
oring to accomplish. 

‘the banking and insurance group contends in support of 
specitic exceptions that the reduction of the amount of the new 
general mortgage bonds to be issued in reorganization from 
$9,000,000 to 34,500,000 as proposed in both plans, is unwise. 
‘that group contended that under the terms of the bankruptcy 
act the Commission was obliged to approve the issuance of as 
large an amount of income bonds as the “probable” future 
earnings of the railroad would support. It said the only esti- 
mates in the record indicated that the probable earnings of the 
new company would adequately cover the interest on $9,000,000 
general mortgage bonds and that provision for the issuance of 
that amount must be restored to the plan by the Commission. 

Exceptions of the Deposit Committee for first and refund- 
ing mortgage five per cent bonds declare that Examiner 
Jewell erred in recommending that the capitalization of the 
reorganized company shall not exceed $37,000,000; that the initial 
issue of general mortgage bonds shall not exceed $4,500,000; 
in disapproving inclusion in the new first mortgage and 
in the new general mortgage of provisions permitting the modi- 
fication of such mortgages by vote of the holders of 66% per 
cent of the principal amount of bonds outstanding under them; 
in providing that interest on the present first mortgage bonds 
shall be accrued and paid at the rate of only 3%4 per cent after 
Jan. 1, 1942; in disapproving a charter provision to eliminate 
preemptive rights of common stockholders; in not approving 
a provision for the authorization of 45,000 additional shares 
of common stock, to be issuable from time to time to officers 
and other executives of the reorganized company; and in not 
making an express finding that the plan of reorganization pro- 
posed by the trustees of the estate of Alfred I. duPont would 
violate the rights of the 5 per cent bondholders. 

Exceptions of the first mortgage trustees say the plan rec- 
ommended by Examiner Jewell is based on the proposed plan 
of reorganization dated Sept. 19, 1940, of the Deposit Com- 
mittee for the first and refunding 5 per cent bonds, originally 
filed in the equity proceeding and later in this bankruptcy 
proceeding. The exceptions note that Examiner Jewell refers 

to the committee plan as resulting from a compromise between 
the Deposit Committee for the first and refunding bonds and 
the “institutional group” representing the holders of a substan- 
tial amount of first mortgage bonds and justifies the acceptance 
of the provisions of this plan on the basis of such a compromise. 

“The first mortgage trustees desire to emphasize,” says a 
Statement in the exceptions, “that they were not a party to 
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any such compromise and can not be bound thereby with re- 
spect to the interests of the first mortgage bondholders repre- 
sented by them.” 

‘she trustees say the plan should provide that the new first 
mortgage bonds issued under the pian 1n excnange tor the present 
nrst mortgage bonds shall bear interest at 44% per cent; that it the 
paan snowiu be consummated by Jan. 1, 1942, interest on tne 
urst mortgage bonds shall be paid at the present rate, 4% per 
cent, until tne pian is consummated and the new securiues 
are issued thereunder and that the plan should provide that 
the sinking tund tor the tirst mortgage bonds provided tor in 
tne plan snail commence as soon as the new first mortgage 
ponds are issued instead of being postponed for ten years 
thereafter. 

‘tne Greater Miami Traffic Association, an intervener, in 
additional exceptions, gives attention to what it believes are 
that city’s needs for a new passenger terminal, saying that the 
location of the station in the heart of the business section in- 
volves hazards to the public generally. It suggests that a 
station costing no more than $3sv0,000 would not be adequate, 
that figure having been proposed by the R. F. C. ‘he asso- 
ciation opposes tne idea of the station being built with bor- 
rowed money. Instead it proposes that the cost of a terminal 
be included in the capitalization. The R. F. C. suggested that 
limit when there were negotiations for a loan looking to the 
erection of a terminal at a cost of about $1,600,000. ‘lhe asso- 
ciation also excepts to the idea of the directors to be chosen 
by the reorganization managers, representing creditors, with no 
provision for local representation such as would result from 
duPont control. It says the duPont interests in Florida would 
assure operation of the road in the interests of the people of 
Florida. 

k:xceptions have also been filed by Fred G. Hamilton, an 
intervener with respect to the relative rights and priorities of 
the first and refunding mortgages. 

‘the Independent Protective Committee for first mortgage 
— has filed exceptions in support of the duront 
plan. 





Denver & Salt Lake Stock Case 


“We submit that as a result of material misrepresentation 
and misleading statements of fact in the original application 
filed by the Denver & Rio Grande Western in Finance No. 
8070 and in the testimony and evidence introduced at the hear- 
ings in said proceeding and in the briefs and arguments therein, 
this Commission was induced to impose on said Denver & Rio 
Grande Western Railroad Co. conditions for the purchase o: 
munority stock interests which would not have been ordered had 
the true facts been made known to the Commission.” 

So says a brief filed on behalf of the Commission by Ran- 
dolph C. Shaw, an attorney in its Bureau of Inquiry in the 
case mentioned which was on rehearing (see Traffic World, 
June 21, p. 1561) on the question whether in the $155 a share 
for Denver & Salt Lake stock authorized to be paid, there 
was any commission or bonus. The Denver & Rio Grande 
Western bought 21,334 shares of Salt Lake minority stock 
from George H. Burr of Burr & Co. at $155 in accordance 
with the authorization and order of the Commission, said the 
brief,” at a price $5 per share in excess of that which the 
evidence herein summarized conclusively shows was paid the 
majority stockholders of the Salt Lake.” The brief said that 
while George H. Burr was specifically mentioned as the ven- 
dor of 7,635 shares of Salt Lake stock to be acquired by the 
Rio Grande at $155 a share under the “purported purchase 
agreement of Jan. 21, 1930, no reference is made to any ven- 
dor or vendees of the 21,334 shares of stock purchased by the 
Rio Grande.” 

The evidence adduced at the rehearing, says the brief, “‘is 
susceptible to no other conclusion, we submit, than that mis- 
leading statements of fact, amounting to misrepresentations, 
were made to the Commission.” Moreover, says the brief, 
‘we contend that material facts and circumstances surround- 
ing the purchase of the majority stock of the Salt Lake, 
requisite to any proper determination by the Commission, were 
withheld from the Commission, in consequence of which con- 
ditions regarding the purchase of minority stock interests were 
erroneously ordered.” 

The brief said that whatever concealment there micht 
have been from the executive committee and the board of 
directors of the Rio Grande it was clear the Commission was 
not informed that the Rio Grande had acquired the 21,334 
shares by purchase from Burr, “and we submit that the in- 
ference was designedly created by the statements in the appli- 
cation and by statements of William H. Williams (comember 
of the Rio Grande committee empowered to negotiate with the 
Salt Lake), “that $155 per share had been paid the majority 
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owners; if it had been stated that Burr had received $155 per 
share for the 21,334 shares, questioning obviously would have 
been indicated as to the price he had paid the majority owners 
of the stock, which would have revealed that they received 
only $150 per share.” 

The brief drew the conclusion that Burr was the agent of 
the Rio Grande and in that capacity received a commission 
of $5 a share. It consequently followed, said the brief, that 
the facts were misrepresented to the Commission “when it was 
asserted by a responsible officer of the Rio Grande that no 
commissions had been paid in the transactions under considera- 
tion,” and that the $155 a share was not a bargain and sale 
transaction, the relationship of principal and agent precluding 
such a sale. 

What action the Commission should take in the matter 
was a matter for the Commission to consider, especially as to 
whether the orders in the case should be rescinded, in the 
- nig eed this record and the arguments to be made later, said 
the brief. 


Canned Milk to Florida 


Examiner C. E. Stiles held a hearing at Chicago, September 
20, on fourth section application No. 19090 and I. and S. 5014, 
canned milk, Litchfield, Lll., to Florida. The cases involved the 
suspension of rates published in supplement No. 54 to Agent 
R. A. Sperry’s tariff I. C. C. 463, which proposed to reduce rates 
on canned milk, in 45,000-pound minimum carloads, from Litch- 
field to Jacksonville, Miami, and Tampa, Fla., without observ- 
ing provisions of section four of the act. Railroad representa- 
tives testified in support of the proposals, and there was no 
opposition. 

W. S. Mercer, acting tariff agent, Illinois Freight Associa- 
tion, testified that at present approximately 50 carloads of 
canned milk moved annually from the Litchfield Creamery 
Company by contract trucker to East St. Louis and thence by 
rail to Florida. The present movement, he said, was at a total 
rail-truck charge of 79 cents to Miami and Jacksonville, and 
73 cents to Tampa, railroad rates from East St. Louis having 
been established by a Commission decision in June, 1940, in 
F. S. A. 17691, canned goods from St. Louis and East St. Louis, 
to Florida. He said the proposal would, if permitted to become 
effective, establish rates of 74 cents on the all-rail movement 
to Miami and Jacksonville and 68 cents to Tampa. To that, 
he continued, would be added a 5-cent handling charge at 
Litchfield, which would make the proposals equal in effect to 
the present rates via East St. Louis. The rates proposed would 
result in satisfactory revenues to the railroads, he said, testify- 
ing that the fourth section relief should be granted because the 
Litchfield Company had no customers at intermediate points. 
Points in intermediate territory taking higher rates than those 
proposed would include Kirkland, Ga., 79 cents, and Pickett, 
Fla., 83 cents, he said. 

Morton Houser, traffic manager, Litchfield Creamery Com- 
pany, said the present service required a transfer from truck to 
railroad at East St. Louis, which resulted in slow service. 
Examiner Stiles asked the witness why the proposals were set 
at the level of the present rail-truck rates, since it seemed that 
the all-rail rates should be higher because that service was pref- 
erable to the present movement. Mr. Houser replied that 
unless the relief were obtained, his company planned to use 
its own trucks instead of the contract trucker and that the cost 
of shipping milk to East St. Louis would be approximately 5 
cents, compared to the present contract trucker rate of 10 cents. 


CANNED BERRIES TO CHICAGO 


Representatives of western railroads testified in support 
of new higher rates on canned, sugared strawberries moving 
in carload lots from Hood River, Ore., to Chicago at a hearing 
before Examiner Stiles at Chicago, September 22, in I. and S. 
5019, berries in cans, Pacific coast to eastern points. The case 
involved the movement annually of approximately 10 carloads 
of the strawberries, used in the candy trade, from Oregon 
to the Hood River Canning Company of Illinois, Chicago. 

Spokesmen for the Union Pacific and Northern Pacific 
testified that present rail rates on the strawberries were 99 
cents, minimum 40,000 pounds, and 88 cents, minimum 60,000 
pounds, the same as applicable on shipments of ordinary canned 
fruits and vegetables. They said the proposed rate of $1.16, 
minimum 46,000 pounds, was the present rate applicable on 
berries chilled or frozen in transit. Unless the suspension were 
lifted, said the witnesses, shippers of those fruits would ask 
for rate reductions, which would result in decreased revenues 
for the railroads. The type of strawberries involved, they 
added, also moved in refrigerator cars, and was competitive 
with other types of berries. 

Miss R. R. Steinacker, Chicago, secretary-treasurer for 
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the canning company, said that the strawberries used by her 
company were specially treated to withstand deterioration from 
heat or cold. The strawberries were shipped in refrigerator 
cars only to preserve their color, she said. She added that 
maraschino cherries offered the chief competition to the straw- 
berries involved, and said that canned cherries of that type 
took the 99- and 88-cent rates. 


UNDULY LOW MOTOR RATES ALLEGED 


Declaring the proposed rates were unduly low and below 
a reasonably compensatory level, the Southern Motor Carriers 
Rate Conference, Inc., has asked the Commission to suspend a 
tariff filed by Dennis E. White and John L. White, doing busi- 
ness as White Motor Express of LaFayette, Tenn., dated to be 
effective Sept. 25. The protest is against a provision saying there 
will be no charge for collecting money on C. O. D. shipments, 
and a rate of 25 cents a hundred on iron or steel bars, nails and 
staples, paints, roofing, seed and other commodities between 
Louisville, Ky., and points in Tennessee, approximately 200 
miles from Louisville. 

The protest points out that the 25-cent rate on a 10,000- 
pound minimum would afford an earning of approximately 12 
cents a truck mile, which it said was unduly low and below 
a reasonable, compensatory level. The protest said that if the 
respondent were permitted to render the collection of money 
service without compensation it would afford it an undue ad- 
vantage over other motor carriers, which made charges from 
25 cents to $3.25 the latter being the charge for collecting 
is 25 cents being the charge for collecting not more 
than $5. 


IMPORT RUBBER AT GULF PORTS 


Freight officials of railroads serving the Gulf ports met 
at the Union Station, Chicago, September 23, to discuss storage 
in transit of imported crude rubber at those ports. The mat- 
ter arose out of a proposal, before the Southern Ports Foreign 
Freight Committee, on the part of some of those railroads to 
amend tariffs so as to permit the transit storage without charge. 
The position of those railroads was that the practice was cov- 
ered in the tariffs of a number of Gulf ports terminal rail- 
roads. In view of that fact, it was said after the meeting, op- 
position to the proposals was withdrawn. It was understood, 
however, that the free storage practice was not approved and 
it was decided to form a special committee, on which railroads 
in the various territories should be represented, to study the 
matter and to make recommendations for a uniform practice 
including a charge for the transit storage service. A. F. Cleve- 
land, traffic vice-president, Association of American Railroads, 
presided at the meeting. 


DEFENSE IRON AND STEEL RATES 


G. Lloyd Wilson, OPA transportation division director, said 
September 25 he would attend the following day in New York 
the regular meeting of the traffic committee of the Iron and 
Steel Institute to discuss further proposals as to readjustment 
of the westbound transcontinental rates on iron and steel. 

A definite proposal as to the rates had not been formulated 
by him, said he, and his purpose in attending the meeting was 
to obtain additional views of the iron and steel industry pre- 
paratory to drafting a proposal. He said he had nothing to 
make public at this time regarding the matter as the proposal 
had not been formulated for submission to the railroads. 

Dr. Wilson met with traffic officials of the western ra‘l- 
roads at Chicago, August 7, the railroads having previously 
rejected the original government request for a reduction in 


a Traffic World, August 9, p. 337, and August 16, 
p. : 


NO HEARING IN FERRY ABANDONMENT 


The Commission has canceled a hearing which had been 
scheduled for Oct. 4, at Brooklyn, N. Y., in Finance No. 13351, 
application of the trustees of the Central Railroad Co. of New 
Jersey for authority to abandon a ferry operated by it between 
Jersey City, N. J., and West Twenty-third Street, New York 
City. The matter had been assigned for hearing after H. L. 
Gillespie, of Westfield, N. J., for himself and on behalf of other 
commuters, had sent a letter to the Commission, protesting 
the proposed abandonment. Cancelation of the hearing followed 
receipt by O. E. Sweet, director of the Commission’s Bureau 
of Finance, of a letter from Mr. Gillespie which stated that 
Col. W. V. Shipley of the Central Railroad Co. of New Jersey 
had presented to this protestant and “other interested people’ 
a financial report covering the cost of operating the ferry line 
in question, that the figures convinced the protestants that it 
would be unfair to protest the abandonment, and that they 
were no longer interested in assignment of the case for a 
hearing. 
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September 27, 1941 


Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1941, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Eighth Circuit.) Interstate 
shipments of pipe thread protectors were not precluded from 
being classified as iron pipe thread protecting rings under 
tariffs governing shipping charges on ground that rings were 
made of steel, notwithstanding that other metal objects were 
classified in tariffs under heading “Iron or Steel” which did 
not appear above item “Pipe Fittings,” in view of tariff provi- 
sion that unless the contrary appeared the word “iron,” 
wherever used in classification, included “steel,’’ and vice versa. 

Under tariff provision that unless the contrary appears, the 
word “iron,” wherever used in the classification, includes 
“steel,” and vice versa, the intent is reasonably clear that the 
word “iron” includes articles made of steel. 

One rate should not be applied to shipment of article to 
be used for one purpose and another rate applied to shipment 
of same article when it is to be used for another purpose. 

In action against shippers for shipping charges on inter- 
state shipments of pipe thread protectors, evidence of use for 
which articles were purchased and use to which they were 
actually put was properly considered in determining what the 
articles were. 

In action against shippers for shipping charges on inter- 
state shipments of pipe thread protectors, evidence held to 
support finding that shipments were not of scrap iron or 
steel possessing value only for remelting purposes but were 
of used iron pipe thread protecting rings. 

Evidence justified classification if major portion of inter- 
state shipments of loose and co-mingled pipe thread protectors 
as pipe fittings consisting of used iron pipe thread protecting 
rings, for purpose of determining tariffs applicable to ship- 
ments, and not as scrap iron having a value for remelting 
purposes only. 

Where major portion of interstate shipments of loose, 
co-mingled pipe thread protectors was properly classified as 
pipe fittings consisting of used iron pipe thread protecting 
rings in determining tariffs applicable to shipments, and tariff 
provided that when articles were shipped in a mixed carload 
the classification applicable to highest classed or rated article 
in car should apply and provided for a 10 per cent penalty 
for shipment of articles, such as protectors, loose or uncrated 
and not in packages, entire shipments were properly classified 
as pipe fittings consisting of used iron pipe thread protecting 
rings, and tariff applicable thereto was properly applied with 
a 10 per cent penalty for shipment loose, uncrated and not 
in packages. 

That a proceeding was pending before Interstate Com- 
merce Commission involving reasonableness of rates on used 
pipe thread protectors did not preclude railway trustees from 
maintaining action against shippers for shipping charges on 
interstate shipments of used pipe thread protectors where issue 
was one of classification and application of existing tariffs in 
accordance with what the facts disclosed the commodity to be. 

Until changed, tariffs bind both carriers and shippers with 
force of law. 

Where a proceeding before Interstate Commerce Commis- 
sion respecting reasonableness of rates on used pipe thread 
protectors was pending at time of trial of action by railway 
trustees against shippers for shipping charges on interstate 
shipments of used pipe thread protectors, and there was no 
administrative problem involved, the determination of which 
was committed to Commission, and reasonableness of rates was 
not an issue even if Commission determined that existing rates 
prescribed on used protectors was unreasonable and fixed an- 
other rate therefor and granted reparation rights, trustees’ 
a would not fail. (Crancer v. Lowden, 121 Fed. Rep. 2d 
645). 


ELKINS ACT PROSECUTIONS 


After a plea of guilty had been entered in its behalf, the 
Dixie-Portland Flour Co., a Memphis corporation, was fined 
$1,000 in the federal court for the eastern Virginia district, 
on a charge of acceptance of a concession in violation of sec- 
tion 1 of the Elkins act, according to information received by 
the Commission. The fine was paid, it was stated. The Com- 
mission was advised that the defendant obtained the transporta- 
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tion of flour from Richmond, Va., to Washington, D. C., at 
less than the applicable local rate, by means of the sur- 
render against such shipments of inbound freight bills which, 
under the transit tariff applicable at Richmond, it was not 
entitled to use in respect of the outbound shipments. 

The Union Pacific Railroad Co. has entered a plea of nolo 
contendere in the federal court for the southern California dis- 
trict to the first seven counts of a ten-count indictment charg- 
ing, in five counts, the granting of concessions, in violation of 
section 1 of the Elkins act, to the Furniture Manufacturers 
Association, and, in the remaining five counts, the falsifica- 
tion of records, in violation of section 20 (7) of the interstate 
commerce act, according to information received by the Com- 
mission. 

The federal court imposed a fine of $7,000, which was paid, 
and dismissed the remaining three counts of the indictment, 
the Commission learned. 

The Southern Pacific Co. and the Pacific Electric Railway 
Co. have been fined $28,000 and $7,000, respectively, on their 
pleas of nolo contendere to indictments charging in some counts 
the granting of concessions in violation of section 1 of the Elkins 
act and in other counts the falsification of records in viola- 
tion of section 20 (7) of the interstate commerce act, and the 
Furniture Manfuacturers’ Association and the General Water 
Heater Corporation, shippers, have been filed $3,500 each on 
their pleas of nolo contendere to three counts of indictments 
charging soliciting and accepting concessions in violation of 
section 1 of the Elkins act, in federal court for the southern 
California district, at Los Angeles, according to information 
received by the Commission. Some counts included in each 
indictment were dismissed at the time the pleas were entered. 


The Commission was advised that the Southern Pacific was 
charged with furnishing two 40-foot cars to the Furniture Man- 
ufacturers’ Association for each of a number of shipments of 
furniture and with furnishing two 40-foot cars to the General 
Water Heater Corporation for each of a number of shipments 
of automatic heaters. and not observing the applicable rates 
and minimum weights in assessing freight charges on the ship- 
ments. It was charged. the Commission learned. that notations 
were made on the waybills showing that one 50-foot car had 
heen ordered by the shipvers for each shipment and that two 
40-foot cars had been furnished for the carrier’s convenience, 
that concessions were granted to the shipvers and that the nota- 
tions made by the carrier on the wavhills were false. Similar 
charges were made against the Pacific Electric in connection 
with shinments it received from the General Water Heater 
Corvoration. That cornoration and the furniture association 
were chareed with soliciting concessions (the former. from the 
Southern Pacific. and the latter. from the Southern Pacific and 
Tinion Pacific) in representing that 50-foot cars had been or- 
dered for each of several shinoments of their resnective prod- 
ucts when in fact two 40-foot cars had been ordered for each 
shipment, according to the report to the Commission. 


Motor Act Prosecutions 


(Diaesta of statements tasued by the Secretary of the Commie- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com 
mission rules and regulations thereunder, appear below.) 


Eastern North Carolina district. Roger O. Wimberley, a 
motor common carrier, of Angier, N. C., entered a plea of 
guilty to each of 40 counts of a criminal information charging 
him with operating without authority, with transporting prop- 
erty without applicable rates and charges on file, with failure 
to have security for the protection of the public on file. with 
failure to issue bills of lading and freight bills and failing to 
require drivers to keep drivers’ logs. The court imposed a 
fine of $650, of which amount $200 was required to be paid and 
the remaining $450 suspended, and the defendant was placed on 
probation for one year. 

Northern Ohio district, eastern division. Oakfred K. Rob- 
bins, of Canton. O.. a motor contract carrier, was fined $750 
and costs on enterine a plea of guilty to all counts of an in- 
formation charging him with transporting shipments of prop- 
erty in interstate commerce for compensation without having 
a permit and without having on file w'th the Commission and 
without having published and posted his minimum charges 
for such transportation. The court imnosed a fine of $100 on 
each of seven counts charging unauthorized operations and 
$50 on one count charging transportation without having on 
file. etc.. a schedule of minimum charges. As to the remain- 
ing counts of the information. imposition of sentence was sus- 
pended for two years on condition that the defendant comply 
with the provisions of part II of the act and the rules and 
regulations thereunder. The defendant was ordered to pay 
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$100 and costs forthwith and the remaining portion of the 
fine in monthly installments. ; 

Northern Ohio district, western division. The court im- 
posed a fine of $1,000 and costs on Toledo Transportation Co., 
Inc., of Toledo, O., after that defendant had entered a guilty 
plea to all counts of an information charging it with transport- 
ing property as a contract carrier without having a permit 
and without having on file and published and posted minimum 
charges for such transportation. The court ordered that the 
fine be paid in monthly installments of $100 each, beginning 
Sept. 17, 1941. 

Northern Ohio district, eastern division. Albert J. Davis, 
of Massillon, O., entered a plea of guilty to all counts of two 
informations charging him with operating as a contract carrier 
without having a permit and without having on file and pub- 
lished and posted the minimum charges for such transporta- 
tion. He was fined $500 and costs on the first five counts of 
the information, and imposition of sentence on the remaining 
counts was suspended for two years, conditioned on his com- 
pliance with provisions of part II of the act. The State Metals 
& Steel Co., Inc.. of Canton, O., was fined a total of $1000 
on its plea of guilty to all counts of an information charging 
it with aiding and abetting the violations by defendant Albert J. 
Davis. Payment of the entire amount of the fine on or before 
Sept. 20 was ordered. 

Northern Ohio district. eastern division. Monark Motor 
Freivht System, Inc., and Major A. Riddle. both of Chicago 
Ill.. were fined a total of $4,100 on entering their pleas of 
guilty to all counts of an information charging the corpora- 
tion with transporting certain shipments in interstate com- 
merce for compensation and, in connection with each ship- 
ment, having knowinely granted to the shinper a concession 
from its lawful tariff charges. and charging the defendant 
Maior A. Riddle with knowingly aiding and abetting the cor- 
porate defendant in commission of such violations. The court 
fined the motor carrier $500 a count on eight counts of the 
information, and fined Riddle $100 on one count. Imposition 
of sentence as to remaining counts of the information was sus- 
pended until further order of the court. 

Southern Indiana district. Terre Haute division. Fred O. 
Harding and Harold F. Revnolds. both of Brazil, Ind., entered 
nleas of guiltv as respectively charged in three senarate in- 
formations. Harding was charger in one information with 
transnorting shipments of pronertv in interstate commerce 
without havine a certificate. and Revnolds was charged with 
having knowingly aided and ahetteqd Harding in committing 
such violations. Each was fined $50. In another case. Har- 
ding was chareed with transporting shinments of property in 
interstate commerce without. having nreserved conies of re- 
eeints and bills of lading. without having preserved conies of 
freight or exnense bills. and without havine required his driv- 
ers to keen drivers’ lores. He was fined $100 in this case. In 
the third information. Revnolds was charged with having trans- 
ported nronerty as a common ecarrier in interstate commerce 
without having a certificate. and with having failed to require 
his drivers to make and keep drivers’ logs in connection with 
transnortation of such shinments. He was fined $100. 

Western North Carolina district. Rarnett C. Lineberger, 
Sr. of Lincolnton, N. C., was fined $1000 on his plea of nolo 
contendere to an information containing 27 counts charging 
him and Adrian S. Lineberger as copartner with operating as 
a contract carrier by motor vehicle without having obtained 
from the Commission a permit. with onerating as a contract 
carrier without having on file with the Commission a schedule 
of minimum rates, with onerating as such carrier without hav- 
ing on file and approved by the Commission adeauate security 
for the protection of the public, in violation of Commission 
regulations. and with failure to require drivers to keep drivers’ 
logs. The information was dismissed as to Adrian S. Lineber- 
ger for the reason that it was made to apnnear that his con- 
nection with the violations charged was slight. 


KENTUCKY WEIGHT LAW CASE 

A case involving the constitutionality of motor weight reg- 
ulations of Kentucky has been docketed in the Sunreme Court 
of the United States in No. 591. Whitney Transfer Co., Inc., 
et al. vs. Johnson. The federal district court for eastern Ken- 
tuckv unheld the constitutionalitvy of the 18.000-pound vross 
truck weirht law of Kentucky and truck carriers appealed from 
that decision. 


Cc. AND N. W. REORGANIZATION 
The circuit court of appeals at Chicago has indicated that 
it will permit appellants in the Chicago and North Western 
reorganization case, hearing on which will be held by the ap- 
peals court this fall, to submit current monthly earning reports 
in support of their appeal from the district court order ap- 


TRAFFIC WORLD 


proving the plan, but whether or not the current earnings would 
be recognized as valid evidence would not be made known 
until the decision on the appeal was reached, the court said. 
Attorneys for the railroad recently asked permission from the 
district court to present the records as evidence, taking the 
position that the plan was based on estimates that future 
earnings would be too low to support granting an equity to 
present stockholders, and that current earnings reports showed 
the contrarv. The request was denied (see Traffic World, 
Sept. 6, p. 570). 


COMPTROLLER GENERAL RULING 


On a claim for charges for the transportation of house- 
hold goods and personal effects made against the government 
by the Klamath Falls Transfer Storage Co., U. S. Comptroller 
General Warren has ruled that, where the provisions of the 
applicable motor carrier tariff require that for rate-making 
purposes distances are to be comnuted via the “shortest general 
route” between origin and destination, there is no authority 
for computing the applicable rate via a longer route which the 
carrier may have used because of weather or road conditions 
prevailing over the shortest route. 


ST. PAUL TERMINAL REFINANCING 


The federal court at Chicago has granted permission to 
the Milwaukee Road and the Chicago, Rock Island and Pacific 
to join six other railroads in seeking authority from the Com- 
mission to refinance the St. Paul Union Terminal Company, 
which the eight railroads own in equal shares. By refunding 
the debt, effective October 1, bv issuing $14,737,000 in new first 
and refunding mortgages and $900,000 in new guaranteed notes 
at interest rates lower than rates on the present indebtedness, 
approximately $244,000 would be saved in the life of the new 
securities, which would mature October 1, 1971, it was said. 
The other proprietors are the Great Northern, Northern Pacific, 
Soo Line, Burlington Route, Chicago Great Western, and 
Omaha Railway. 


FOURTH CLASS MAIL CHARGES 


Only one witness appeared at the hearing, Sept. 22, held 
by Examiner Esch in No. 24092. proposed changes in rates and 
regulations affecting fourth class mail rates, the proposed 
changes relating to rates on publications weighing over eight 
ounces. The witness was Nelson B. Wentzel, superintendent of 
the division of classification of the bureau of the Third Assist- 
ant Postmaster General. 

The Post Office Department, in accordance with law, asked 
the Commission to consent to changes in the rates or charges 
made for the mailing of trade publications, some of them in 
the nature of “house organs,” as fourth class matter. The 
proposal was: 


To change the rate of postage on publications exceeding eight 
ounces in weight described in Chap. 392, 48 Stat. 880; 39 U. S. C. 293b, 
from one cent for each two ounces or fraction thereof to a bulk rate 
of eight cents a pound or fraction thereof but not less than five cents 
per piece. 


The witness said the Postmaster General has found that 
the present rate on publications weighing in excess of eight 
ounces issued at regular intervals of twelve times or more a 
year and containing at least 25 per cent of text or reading 
matter and which were circulated free or mainly free discour- 
aged the normal growth of such publications and prevented the 
shipment of desirable articles. 


TARIFFS OF FORWARDERS 


; Responding to petitions of railroads, the National Carload- 
ing Corporation and others for further postponement of the 
effective date of the orders in Ex Parte MC 31, tariffs of for- 
warding companies, and MC 2200, Acme Fast Freight, Inc. et 
al., common carrier application, requiring the cancellation of 
joint or concurring rates applying between truck lines and for- 
warders, the Commission, September 25, announced issuance of 
orders postponing the effective date of the orders in those 
cases from October 1, 1941. to January 15, 1942. 

The petitions rested on the contention that Coneress was pre- 
paring to enact legislation regulating the forwarders and that 
poet _— in issue should not be disturbed until Congress had 
acted. 

S. 210, the forwarder regulation bill pending on the House 
calendar as reported by the House committee on interstate and 
foreign commerce, is not expected to be taken un in the House 
for several weeks, according to. information obtained at the 
committee’s offices September 25. It was hoped, it was said, 
—— measure might be taken up at least early in No- 
vember. 
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Dried Beans from Michigan 


Various canning companies and other commercial interests 
have filed answers with the Commission to a motion of the 
Michigan Bean Shippers Association in I. and S. 5018, dried 
beans, Michigan to Central territory, asking the Commission 
to deny the association’s motion to vacate the order of sus- 
pension in this proceeding. 

An answer on behalf of the Edgar F. Hurff Co., of 
Swedesboro, N. J., P. J. Ritter Co. of Bridgeton, N. J., and 
Phillips Packing Co., of Cambridge, Md., contended that the 
proposed rates on dried beans from Michigan to Central 
Freight Association territory were unreasonably low, that the 
plea of “purported” motor truck competition generally had 
not been sustained as to most of the 35 points involved, and 
that the proposed rates had not otherwise been justified. It 
said it was obvious that the Michigan bean shippers were 
attempting to stampede the Commission into hasty action in 
their favor. 

Another reply, filed on behalf of nine protestants, said 
there was nothing in the situation involved in the proceed- 
ing which required any such emergency action as contemplated 
by the motion, that it was not necessary to vacate the sus- 
pension order to utilize more fully the carrying capacity of 
rail equipment, that vacation of the suspension order would not 
eliminate trucking competition, and that an order vacating the 
order would not create or produce a single freight car, motor 
vehicle or cubic foot of storage space that was not now avail- 
able. Parties to that brief were: Bert Glupker, D. L. Darling 
Trucking Co., Frank Lis & Co., Cooperative Services, William 
Dent, dba Ingham Brokerage Co., Hammerslag & Tinkham, 
Ithaca Roller Mills, C. H. Runciman and a committee composed 
of C. H. Runciman, Raymond Smith, Lewis W. Tinkham, Hugo 
B. Hammerslag and William Davarn. 

“The record strongly indicates . . . that the respondent 
railroads would not gain a sufficient tonnage of traffic in 
dried beans now moving by truck to offset the substantial 
revenue loss on that now moving by rail, and in consequence 
would suffer a net loss of revenue if the proposed rates were 
established, in addition to the injury that would be suffered 
by the protesting eastern canners of pork and beans,” said 
an answer of the Baltimore Association of Commerce, Balti- 
more Canned Foods Exchange, Tri-State Packers’ Association, 
Inc., Gibbs & Co., Inc., and the H. J. McGrath Co. They asked 
that the petition for vacation of the suspension order be denied 
and that the status quo be maintained until the case could be 
decided on its merits. 


TANKAGE OVERCHARGE CASE 


Examiner Stiles held a hearing at Chicago, September 25, 
in No. 28037, Buffalo Meat Products, Inc., vs. Boston and 
Albany Railroad et al., in which the plaintiff alleged excessive 
rates on approximately 140 carloads of tankage shipped to its 
plant at Buffalo, N. Y., from 1935 to 1938, inclusive. A. C. 
Olson, president, Buffalo Meat Products, Inc., testified that his 
company had paid sixth class rates on carloads received from 
originating points in eight eastern and New England states but 
that lower rates, 22% per cent of first class, were the applicable 
rates. The sixth class rating had applied on tankage suitable 
for animal or poultry feed and the 22% per cent rating, he 
said, had applied on tankage suitable for fertilizing purposes. 
The kind of tankage his company had received, he said, had 
been inedible. The total overcharges paid had amounted to 
approximately $5,000, the witness said. 


Representatives of trunk line railroads appeared in oppo- 
sition to the reparation request. They said the tankage shipped 
to the plaintiff’s plant had been so processed that it could be 
manufactured further for use as a foodstuff for animals or 
poultry, and that the tariffs in effect in the period covered by 
the complaint had been considered by the railroad publishing 
agents to include such tankage. It was agreed at the hearing 
that present rates were not involved in the proceedings. 


COLPITTS RAIL DIRECTORSHIP 


W. W. Colpitts, member of the Coverdale & Colpitts firm, 
consulting engineers, of New York City, has filed an applica- 
tion with the Commission for authority to hold the positions 
of director of the Minneapolis & St. Louis Railroad Co., of the 
Minneapolis & St. Louis Railway Co., and of the Minneapolis 
& St. Louis Railroad Corporation, while continuing to hold the 
positions of director of the Pere Marquette Railway Co. and 
director of the Seaboard Air Line Railway Co. 

The application recited that the Minneapolis & St. Louis 
Railway Co. and the Minneapolis & St. Louis Railroad Corpo- 
ration were organized to take over properties of the Minne- 
apolis & St. Louis Railroad Co. under a plan of reorganization 
pending before the Commission in Finance No. 12414. Under 








779 


that plan, Coverdale & Colpitts are the reorganization man- 
agers. According to the application, Mr. Colpitts, in addition 
to his railroad directorships, holds offices as director of Edward 
G. Budd Manufacturing Co., The Autocar Co., Pepsi-Cola Co., 
Darby Petroleum Co., Central National Corporation, Carriers 
& General Corporation, the Bullock Fund, and Celotex Cor- 
poration. 

The Commission, on April 8, denied the application of W. 
H. Coverdale, the other member of the Coverdale & Colpitts 
partnership, for authority to hold the position of director in the 
Gulf, Mobile & Ohio Railroad, with the observation that Mr. 
Coverdale’s principal business interests were in New York City 
and that public interest was likely to be subserved by a policy 
of railroads having as officers and directors men whose inter- 
ests were mainly centered in the territories served by those 
railroads (see Traffic World, April 26, p. 1039). Mr. Coverdale 
has filed a petition for reopening, rehearing and reargument 
in this case. 


SOUTHERN MOTOR CARRIER PROTESTS 


The Southern Motor Carriers’ Rate Conference has asked 
the Commission to suspend a proposed rate of 50 cents, any 
quantity, on clothing from Paris and Clarksville, Tenn., to St. 
Louis, Mo.-East St. Louis, Ill., filed by the railroads and dated 
to become effective Oct. 12. The tariff was filed by Agent F. 
D. Miller on behalf of the railroads. 

The conference has also asked the Commission to suspend 
a tariff filed by William Frank Smith, dba W. F. Smith Truck- 
ing Co., of Limestone, Tenn., providing for stopping in transit 
for oe loading or unloading, dated to become effective 
Oct. 4. 


TEMPORARY MOTOR AUTHORITY 

In MC F-1648, Consolidated Forwarding Co., Inc., purchase, 
Lett Co. of Indiana, Inc., the Commission, by division 4, has 
authorized, for a period not exceeding 180 days, lease by the 
former, of St. Louis, Mo., of operating rights under MC 22305 
of the latter, of Cincinnati, O., at a total rental not exceeding 
$150 a month. 

In MC F-1651, Hilton G. Fowler, purchase, E. G. Leaven- 
worth, the Commission, by division 4, has authorized, for a 
period not exceeding 180 days, lease by the former, dba Fowler 
& Williams, of Scranton, Pa., of operating rights under MC 
30021 and other property of the latter, dba Leavenworth Ex- 
press & Refrigerator Service and Southern Tier Motor Lines, 
of Elmira, N. Y., at a total rental not exceeding $200 a month. 


STANDARD TIME INVESTIGATION 


“Our salesmen working west of Atlanta would be con- 
tinually crossing the time zone line and would find it prac- 
tically impossible to fill appointments and carry out a schedule 
because of the confusion resulting from the time zone straddling 
their territory,” said a letter addressed to the Commission by 
the Hercules Powder Co., of Atlanta, Ga., stating exceptions 
to the proposed report by Examiner Pyne in No. 10122, stand- 
ard time zone investigation. It noted that the examiner rec- 
ommended that that part of Georgia west of the Louisville & 
Nashville railroad to the Tennessee line to Atlanta and north 
of the Atlanta & West Point railroad from Atlanta to the Ala- 
bama line would be in the central time zone, while the rest of 
the state would be in the eastern time zone. 

Since Georgia had been in the eastern time zone, said the 
powder company, confusion which resulted from the state being 
on two time belts had been entirely eliminated. It said it under- 
stood the L. & N. had been the chief objector to the entire 
state of Georgia being placed in the eastern time zone. 

“It seems to us,” said the powder company, “that the 
railroads and the Interstate Commerce Commission should con- 
sider the wishes of the people in this very important matter. 
The railroads’ attitude has all along been one of indifference 
to public opinion. It seems to us that the railroad should give 
serious consideration for once in a long while to the wishes 
and desires of the public which it serves.” 


AUTOMOBILE RATES PROTESTED 


The southwestern railroads have asked the Commission to 
suspend and investigate rates on automobiles from Lansing, 
Mich., to destinations in Arkansas, Louisiana, New Mexico, 
Oklahoma and Texas, as published in supplement 14 to the Na- 
tional Automobile Transporters Association MF-I.C.C. 83, dated 
to be effective Oct. 4. The railroads said they did not object to 
any proper attempt on the part of the members of the National 
Automobile Transporters Association to meet their competition, 
but said that the proposed rates were lower than necessary to 
meet it. Therefore, they said, the proposed rates were unlawful, 
tending to create destructive competitive practices. 
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i. I. C. Cases in Supreme Court 


Ten cases involving the validity of orders of the Commission 
are on the docket of the Supreme Court of the United States for 
consideration in the term of that tribunal beginning Oct. 6. 
Petitions for writs of certiorari, which, if granted, will bring 
them to that court were pending on the eve of the assembling 
of the court. They involve the railroad labor aspect of litigation 
about the Chicago, North Shore & Milwaukee. The cases that 
had reached the high court’s docket by Sept. 25, were: 

741—-Alton, et al., appellants, vs. U. S. and I. C. C., et al., appellees. 
(Fleming Driveaway Case.) Suit to set aside the Commission’s orders 
of Sept. 19, 1938, in MC 48654, John P. Fleming Common Carrier Ap- 
plication, (8 M. C. C. 469), wherein the Commission found that applicant 
was entitled to a certificate to continue operation as a common carrier 
by motor vehicle in driveaway service of new automotive vehicles, 
finished and unfinished, and new automobile vehicle chassis from 
Detroit, Mich., to all points in Alabama, Arkansas, California, Georgia, 
Kentucky, North Carolina, Oregon, South Carolina, Tennessee, Texas, 
and Washington, over irregular routes through the states of Idaho, 
Illinois, Indiana, Iowa, Kansas, Missouri, Ohio, Nebraska, Oklahoma, 
Utah, Virginia, and Wyoming, by reason of having been engaged in 
such operation on June 1, 1935, and having continued such operation 
since that time, May 29, 1941. Appeal docketed in Supreme Court. 

762—Board of Trade of Kansas City, Mo., et al., appellants, vs. U. S. 
and I. C. C., appellees. (Grain Transit case.) Suit to set aside the 
Commission’s orders of Oct. 22, 1934, (205 I. C. C. 301); March 4, 1936, 
(215 I. C. C. 83), July 12, 1938, (229 I. C. C. 9); March 13, 1939, (231 
I. C. C. 793); and July 24, 1939, in No. 17,000, part 7, the grain case, in 
so far as such orders require or permit a basis of transit at the terminal 
markets different from that at competing interior markets. June 7, 
1941, appeal docketed in Supreme Court. 

766—Gregg Cartage & Storage Co., et al., appellants, vs. U. S. and 
I. C. C., appellees. (Bankruptcy Interruption Case.) Suit to set aside 
the Commission’s order of Nov. 14, 1938, (10 M. C. C. 255, affirmed 21 
M. C. C. 17), holding that discontinuance of operations due to bank- 
ruptcy constituted an interruption of service over which applicant had 
control within the meaning of secs. 206a and 209a of the motor carrier 
act, 1935. August 21, appeal docketed in Supreme Court. 

773—United States and Interstate Commerce Commission, appellants, 
vs. N. E. Rosenblum Truck Lines, Inc., appellees. (Rosenblum Owner 
Operator Case.) Suit to set aside an order of the Commission denying 
plaintiff ‘‘grandfather’’ certificate as a contract carrier in N. E. Rosen- 
blum Truck Lines, Inc., Common Carrier Application, No. MC 13853, 
24 M. C. C, 121. April 21, appeal docketed in Supreme Court. 

774—United States and Interstate Commerce Commission, appel- 
lants, vs. J. B. Margolies dba Manhattan Truck Lines, appellee (Mar- 
golies Owner Operator Case.) Suit to set aside an order of the Com- 
mission denying plaintiff ‘‘grandfather’’ certificate as a contract carrier 
in N. E. Rosenblum Truck Lines, Inc., Contract Carrier Application, 
No. MC 13853, 24 M. C. C. 121. April 21, appeal docketed in Supreme 
Court. 

780—United States and I. C. C., appellants, vs. Railroad Labor 
Executives Association et al. appellees (Pacific Electric Abandonment 
Labor Case). Suit to set aside the Commission’s order in F. D. No. 
12643, (242 I. C. C. 9), permitting the Pacific Electric Ry. Co. to 
abandon certain of its lines in California, in so far as the Commission’s 
order declines to consider conditions to benefit carrier employes ad- 
versely affected by the abandonment. June 28, appeal docketed in 
Supreme Court. 

784—U. S. and I. C. C., appellants, vs. Carolina Freight Carrier’s 
Corporation, appellee. (Carolina Freight Carriers Case.) Suit to set 
aside the Commission’s order of July 10, 1940, in No. MC 2553, Carolina 
Freight Carriers Corporation common carrier application, wherein the 
Commission found that the applicant was entitled to a ‘‘grandfather’’ 
certificate as to specified commodities between specified interstate points 
over irregular routes, but denied a certificate as to general commodities 
(24 M. C. C. 305). June 20, 1941, appeal docketed in Supreme Court. 

790—Ready Truck Lines, Inc., appellant, vs. United States and 
I. C. C., appellees. (Ready Truck Lines Case.) Suit to set aside the 
Commission’s order of Sept. 30, 1940, in No. MC 28005, Ready Truck 
Lines, Inc., Contract Carrier Application, (26 M. C. C. 213), denying 
petitioner’s application for a permit as a contract carrier by motor 
vehicle under the ‘‘grandfather’’ clause of section 209(a). July 7, 1941, 
appeal docketed in Supreme Court. 

793—Howard Hall Company, Inc., appellant, vs. United States and 
I. C. C., appellees. (Howard Hall ‘‘Grandfather’’ Case.) Suit to set aside 
the Commission’s order of July 10, 1940, in MC 42318, Howard Hall 
Company, Inc., common carrier application, 24 M. C. C. 273, in so far 
as order denies in part the application for a grandfather certificate. 
June 26, 1941, appeal docketed in Supreme Court. 

788—Pete Lubetich, dba Pacific Refrigerator Motor Line, appellant, 
vs. U. S. and I. C. C., appellees. (Lubetich Dual Application Case.) Suit 
to set aside the Commission's order in MC 34383, Pete Lubetich Com- 
mon Carrier Application, embraced in report MC 68618, Los Angeles- 
Seattle Motor Express, Inc., Common Carrier Application, 24 M. C. C. 
141, wherein the Commission denied ‘‘grandfather’’ certificate to 
Lubetich; further involves Commission's refusal to postpone effective 
date until determination of applicant’s B. M. C. application. July 30, 
1941, appeal docketed in Supreme Court. 


TRUCK-BARGE RATES PROTEST 
Southwestern railroads, alleging the basis of proposed 
truck-barge rates between New Orleans, La., and Houston, 
Tex., was even lower than all-water rates, have asked the 
Commission to suspend a tariff filed by James Clyde Dean, 
doing business as Red River Barge Line, effective date Sept. 30, 
naming both class and commodity rates. The service would be 
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by barge between New Orleans and Beaumont, Tex., and trucks 
of the Southern Motor Lines between Beaumont and Houston. 
This, according to the request for suspension, is Dean’s second 
effort along this line. 

According to the request for suspension of the tariff dated 
to be operative Sept. 30, in their former protest against 
Dean’s publications, the southwestern railroads dealt with an 
extremely low level of rates. Even a casual examination of 
the tariff, the railroads assert, shows that in the second effort 
the condition pertaining to the first tariff filed by Dean and 
which was rejected by the Commission, the earlier pattern of 
rates continues. 

It was common knowledge, said the rail request, that all- 
water carriers contended that they should have rates differ- 
entially lower than rates by rail, by reason of their alleged 
disability in service. Here, however, they declared, a water 
transportation agency was joining with a truck organization 
for the purpose, apparently, of providing a more expeditious 
service than all-water, and at the same time proposing to assess 
charges substantially less than the all-water agency. The 
Coyle Line and River Terminals Corporation were mentioned 
as competing via water with the motor-barge line. 

The protesting rail lines raise the question of whether the 
parties to the protested schedules have authority from the 
Commission to carry some of the articles named in the pub- 
lication. —_—_—_—_—_ 
CRAIG MOTOR CARRIER STATUS 


A notice issued by the Commission Sept. 23 in MC 5724, 
N. S. Craig contract carrier application, announced that the 
date on or before which briefs must be filed (see Traffic World, 
Sept. 20, p. 711) with the Commission had been extended to 
Sept. 29, from Sept. 25. 


PROPORTIONAL RATES INQUIRY 


By an order in No. 28436, proportional rates of common 
carriers and minimum charges of contract carriers, the Com- 
mission has further amended its order of Feb. 26, 1941, as 
amended, so as to add to the list of tariffs covered by that order 
and included among those now being investigated in a series 
of hearings (see Traffic World, Aug. 16, p. 423), specified tariffs 
of five rail carriers. The order noted that railroads in eastern 
trunk line territory had filed a petition August 22 and that 
certain southern rail carriers had petitioned on August 22 for 
amendment of the order of Feb. 26. The new amendatory order 
added to the list of tariffs in question a number of tariffs of 
the following lines: Nashville, Chattanooga & St. Louis, Chesa- 
peake & Ohio, Delaware & Hudson, Norfolk & Western and 
the Virginian. 





RAIL PENSION DATA 


The Railroad Retirement Board has issued a publication 
entitled, “Joint Coverage of Railroad Retirement Act and Title 
II, Social Security Act.” The board said the tables in this 
volume were designed to show the amount of wages creditable 
under title II of the social security act earned by employes 
who were covered by the railroad retirement act. 


R. R. PENSIONS AND UNEMPLOYMENT 


Total benefits certified under the railroad retirement act 
in August amounted to $10,409,441, the Railroad Retirement 
Board announced. This brought total payments from the be- 
ginning of operations through the end of August to $450,946,944. 
In this time the board certified 147,717 employe annuities, 48,537 
pensions, 3,021 survivor annuities, 5,794 death benefit annuities, 
and 44,927 lump-sum death benefits. 

Employe annuities in force at the end of August totaled 
120,083 with a monthly amount payable of $7,892,240. The 
average monthly payment was $65.72. 

Assets of the railroad retirement account at the end of 
August consisted of a cash balance of $507,279 and Treasury 
notes amounting to $101,850,000. 

Unemployment insurance claims under the railroad unem- 
ployment insurance act totaled 29,996 in the four-week period 
August 2-29, averaging nearly 7,500 a week as compared with 
7,200 for the last two weeks of July when claims for the new 
benefit year were first received. Although the increase prob- 
ably reflects a small increase in the number of layoffs, the 
number of people added to the pay roll in August was so much 
larger that there was a net increase in employment. 

Unemployment insurance benefits certified in August 
amounted to about $520,000, with $507,815 being certified on 
claims for the current benefit year. The average benefit cer- 
tification (excluding waiting-period credit) was $23.24. A 
benefit certification covers a maximum of two weeks’ unem- 
ployment. 
LOANS TO RAILROADS 


The Reconstruction Finance Corporation has reported that, 
at the end of August, its total loan disbursements to railroads 
since it began operations amounted to $810,325,175.16 while 
repayments thereon totaled $353,698,921.25. 


Septe 
Em 


for Vv 
emer 
temb 
searc 
to hi 
721), 
socio 
vacat 
healt 
for t 
for \ 
witne 
pay 

rate. 


serve 


explé 
can 

work 
ways 
tione 


ploy 
stan 
wage 
state 
grou 
then 
tries 
incre 
ers § 
agen 
since 
indu 
with 
indu 
the 

railz 
rece 
a 4 
over 


witr 
the 

fore 
incr 
a 5- 
yeal 
that 
in i 


figu 


com 
was 
ser 
wit 
mer! 
had 
the 

pro’ 





ucks 
ston. 
cond 


ated 
ainst 
1 an 
n of 
ffort 
and 
n of 


-all- 
ffer- 
eged 
yater 
ition 
tious 
sSess 

The 
oned 


* the 
the 
pub- 


9724, 

the 
orld, 
d to 


ation 
Title 
- this 
table 
loyes 


t act 
‘ment 
e be- 
6,944. 
18,537 
lities, 


ytaled 
The 


nd of 
asury 


inem- 
yeriod 
with 
> new 
prob- 
s,. the 
much 


ugust 
ed on 
t cer- 
L A 
inem- 


| that, 
lroads 
while 





September 27, 1941 


Emergency Board Hearing 


The testimony of non-operating unions on their demand 
for vacations with pay came to an end before the President’s 
emergency fact finding board in Chicago, the afternoon of Sep- 
tember 19, with the cross-examination of W. M. Homer, re- 
search director, Order of Railroad Telegraphers. In addition 
to his earlier testimony (see Traffic World, September 20, p. 
721), Mr. Homer entered an exhibit containing quotations from 
sociologists and psychologists bearing on the necessity for 
vacations for workers as a matter of working efficiency and 
health preservation. Cross-examination by Joseph F. Johnston, 
for the railroads, brought out the fact that the British plan 
for vacations with pay for wage earners, referred to by the 
witness, was limited to one week each year with an arbitrary 
pay allowance not necessarily based on the individual’s wage 
rate. 

“But,” said the witness, “the British are notoriously con- 
servative.” 

Mr. Johnston wanted to know whether the witness could 
explain the meaning of a phrase he had quoted from the Ameri- 
can Journal of Sociology, that vacations were necessary for 
worker’s morale in order to “build a body of industrial folk- 
ways.” The witness said he “could not enlighten” his ques- 
tioner. 


Wage Testimony Begins 


Later in the day, B. M. Jewell, president, railway em- 
ployes’ department, American Federation of Labor, took the 
stand to begin the introduction of the non-operating worker’s 
wage case. His testimony was in the nature of a preliminary 
statement in which he asserted that the level of wages in his 
group was at about the 1920 level and that, although it was 
then generally higher than comparable wages in other indus- 
tries, it was now much lower. Other industrial wages had been 
increased “two or more times” since 1937, when the rail work- 
ers got their last increase, he said, and, although railroad man- 
agement was “getting its share” of the increase in business 
since then, the workers weren’t. Minimum wages in other 
industries were receiving $1.25 an hour as compared with 
with the railroads’ 36-cent minimum, and mechanics in other 
industries were reeciving $1.25 an hour as compared with 
the 85-cent scale of railroad mechanics. In addition, he said, 
railroad workers generally worked a 48-hour week before 
receiving overtime, while other workers generally worked only 
a 40-hour week and received time-and-a-half or double time 
over that maximum. 

Allen P. Matthew, railroad attorney, cross-examined the 
witness at length. He admitted that, in the 1937 wage case, 
the labor leaders placed much stress on improved business and 
forecasts of further improvement as reasons for the demanded 
increases and that a sharp business recession came right after 
a 5-cents-an-hour increase was put in effect in the fall of that 
year. He refused to answer a question as to whether he knew 
that the proposed 30-cents-an-hour present demand, if granted 
in its entirety, would cost the railroads $600,000,000 a year. 
He had seen such calculations, he said, but had forgotten the 
figures. 

Mr. Matthew read, from the report of the President’s 
committee of six, in 1939, a statement that rail management 
was forwardlooking in the improvements in equipment and 
service it had made in the depression years, and asked the 
witness whether, at that time, he had subscribed to that state- 
ment as a member of the committee. The witness said he 
had subscribed to it then and still did. He also agreed that 
the railroads could well spend $1,000,000,000 a year now in im- 
provements and betterments and that part of that expenditure 
ought to come out of earnings. 

James C. Bonbright, member of the board, wanted to know 
by what reasoning the non-operating unions had decided to 
ask for a 30-cents-an-hour increase, “instead of 25 cents or 35 
cents.” The witness said it was because men in other indus- 
tries doing the work of railroad mechanics now getting 85 cents 
an hour, were receiving a minimum of $1.15 an hour. Asked 
whether there was a considerable exodus of rail workers to 
other industries, the witness said there was some, but that 
it was retarded by the fact that, when a rail worker left his 
railroad job, except on leave of absence, he lost his seniority. 
He said there had been some relaxing of that rule since the 
OPM had asked the railroads and his organizations to assist 
in obtaining skilled workers for defense industries. 

L. E. Keller, research director, Brotherhood of Maintenance 
of Way Employes, put in the statistical evidence on wages for 
‘the non-operating unions. His presentation occupied the whole 
of the single session on Saturday, September 20. He said the 
number of railroad workers shrank from 2,022.832 in 1920 to 
1,026,927 in 1940, and the total railroad payroll from $3,681,- 
801,000 to $1,964,481,000 in the same period. There had been 
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a decrease in ton-miles, also, he said, but, comparing those of 
1920 with those of 1940, the shrinkage was only Y per cent 
as compared with a pay-roll shrinkage of 53 per cent. For 
each 1U0U ton-miles produced by a rail worker in 1920, he said, 
1/9 were produced in 1940. In 1920 the railroads got 111 ton- 
mules tor each wage dollar, he added, while, for the same 
doliar, they got 190 ton-miles in 1940. 

‘the average number of railroad employes in all classifi- 
cations in 1920 was 8.6 for each mile of railroad, he said, while 
in 1940 that average dropped to 4.4 employes. That proved, 
he said, “that the average employe is handing almost twice as 
much trafiic as he did zU years ago and tor practically no more 
pay.” ‘that was the chief cause for a drop trom $24,769 to 
$15,221 in operating expenses tor each mile of road between 
1yz0 and 1940, he asserted. 

He said the American public was now receiving much 
improved railroad service at ton-mile charges lower than those 
of 1918, and that the ton-mile charges today were lower for 
the finest service in the world than anywhere else, except Japan. 

He did not intend to say, he said, that the improvement 
was due entirely to “something that had happened to the rail- 
road worker between 1920 and 1940.” ‘I'he credit and the 
glory tor the periormance belonged to the added investment 
in equipment and iacilities, to the “progressive and intelligent 
leadersmp of rail management,” and to the workers. ‘There 
was no way to determine how to apportion that credit and 
glory, he said. All he wanted to show in his testimony was that 
“wages have been tor twenty years a steadily diminishing bur- 
den on the railroads”; that wages had declined for each unit 
ot railroad service rendered, and that a “smaller portion of the 
railroad dollar was now being paid out in wages than 20 years 
ago.” 

He said it was unfortunate that the admittedly intelligent 
and progressive railroad managers were “socially backward 
in the handling of wage matters.” 


Short Lines Protest 


C. A. Miller, vice-president and general counsel, Ameri- 
can Short Line Kailroad Association, appeared at the hearing, 
September 22, and protested against the inclusion in the pro- 
ceedings of 18 short-line members of his association. He said 
these Class 1f and ill railroads had had notices of the wage 
increase demands from their shop workers, but that the nego- 
tiauuons provided for in the law had not been held and that 
they had not been represented in mediation either by the rail- 
roads’ conierence committee or otherwise. Strike votes had been 
taken on some and not on others, but all had been included 
in the Fresident’s proclamation, he said. He did not see how, 
under the circumstances, the board could have jurisdiction. 
He added, however, that if it decided it had, the short-line case 
should be handled apart from that of the Class I railroads, be- 
cause generally they paid “substandard wages for substandard 
workers.” Many short-line workers, he said, had been re- 
leased by Class I railroads for minor physical disabilities or 
other reasons. Chairman Morse gave Mr. Miller until Septem- 
ber 29 to file a written statement and asked Mr. Mulholland 
for the non-operating unions meanwhile to investigate and 
report on strike votes on the short lines. 

R. D. Sprague made a similar plea for the Toledo, Peoria 
and Western and filed a written statement. The chairman 
indicated the board would rule on his plea for exclusion from 
the proceedings within a day or two. 

‘restimony for the day included a brief cross-examination 
of Mr. Keller and some questioning of him by Mr. Bonbright 
about the calculations by which the witness arrived at his 
figures. It was agreed that the witness should meet the board 
member in informal conference to explain these matters. In 
response to a question by Board Member Thomas R. Powell, 
the witness said that there were some 55,000 workers on the 
railroads receiving the minimum of 36 cents an hour for Class I 
roads and 33 cents for Class II and III roads. He pointed 
out that, although those minimums had been set by the wages 
and hours board and were being paid, the old rates of 21 and 
20 cents still remained in the agreements between the rail- 
roads and such classes of employes as track inspectors, car 
washers and junior clerks, and that the railroads had resisted 
pleas that the agreements be adjusted to the legal level. 

He referred to the testimony of Senator Wheeler, at hear- 
ings of the fact-finding board in the 1938 wage reduction 
dispute, in which the senator said that railroads were “wast- 
ing” $1,000,000 a day. He said he understood that what the 
senator meant was that they were wasting that money in finan- 
cial manipulations. Mr. Fort objected to that statement, point- 
ing out that one of the things specifically mentioned by Wheeler 
was the allegation that the railroads were paying too much 
for coal when, as a matter af fact, their coal prices were con- 
trolled by the coal commission. 

David Kaplan, now with the Brotherhood of Teamsters, 
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but until recently chief economist for the International Asso- 
ciation of Machinists, entered a long series of exhibits intended 
to show that current wages of non-operating railroad workers 
were far below those of comparable workers in other industries. 


irregularity of Employment 


L. E. Keller, research director, Brotherhood of Mainte- 
nance of Way Employes, returned to the stand September 23 to 
introduce a number of exhibits which he said showed there 
was considerable irregularity in rail employment. Earlier in 
the day, Board Member Bonbright had asked Mr. Kaplan 
whether or not superior regularity of rail employment over 
that in other industry justified a somewhat lower scale of 
wages for rail workers. Mr. Keller said his studies showed 
that the vaunted regularity of rail employment simply did not 
exist. He said the illusion of regularity came from the fact 
that the month-to-month count of the total of railroad work- 
ers, issued by the Commission and based on a count taken on 
the mid-day of the month, fluctuated relatively little. That 
count, however, he said, did not show the great fluctuations in 
the employment of men in the separate classifications of rail 
workers. 

The witness’s exhibits showed that, for the 71 work clas- 
sifications covered, there were variations from month to month 
and that some of the classifications reached their yearly h‘gh 
count and others their yearly low count in each of the twelve 
months. He also challenged the mid-month count practice as 
“barnyard economics.” In discussing average wages, he said, 
the only reasonable way to figure was to divide all the money 
earned by all the men working, even though many of the latter 
might not have been on the job on the fifteenth of the month. 
Using section men as an example, he said the use of the m:ddle- 
of-the-month count of 114,880 men resulted in annual wages in 
1939 of $784 for each man. That, he said, contrasted with 
$484 for the year for each man arrived at by the railroad re- 
tirement board by using as a base figure the 188,161 section 
men who were on the payroll sometime in the year. 

George M. Cucich, research director, railway employes’ de- 
partment, American Federation of Labor, also made a second 
appearance as a witness, this time to enter exhibits showing 
rises in costs of living. They showed that the cost of “essen- 
tials,” such as food, clothing and shelter, had risen in July of 
this year by 18.1 per cent since August, 1939. He also en- 
tered exhibits showing that peak wartime living costs usually 
were not reached until a year or two after the conflict was 
over. This, he said, proved that the apprehension of rail man- 
agement, that the present high tide of business would roll back 
immediately should the war cease, had no basis in economic 
history. 

Members of the board held a conference at noon with I. L. 
Sharfman, chief, department of economics, University of Michi- 
gan, and T. W. Van Metre, professor of transportation, Co- 
lumbia University. The chairman announced afterwards that 
the board had discussed the advisability of adding one or two 
experts to its staff for consultation and advice, but had de- 
cided none such would be retained. The board, he said, would 
make its report solely on the record developed at the hearing. 

The board had, however, he said, retained Robert B. Gray, 
supervisor of engineering courses for defense, California Insti- 
tute of Technology, and H. G. Lewis, instructor in econom‘cs, 
University of Chicago, to do tabulating and other “more or 
less mechanical work” to assist the members in judging and di- 
gesting the evidence entered. It had also retained a secretarial 
and stenographic staff, he said. 


Lowest Paid Workers 


On the morning of September 24, Mr. Keller put in testi- 
mony in behalf of the lowest paid class of railroad workers, 
the members of his organization, the Brotherhood of Mainte- 
nance of Way Employes. Their average wages at present, he 
said, were 24.4 cents an hour below unskilled workers in other 
industries, although that differential in 1921 had been but 2.7 
cents an hour. 

He said the fair labor standards order for minimum rail 
wages of 36 cents an hour had been evaded on a number of 
railroads. The Atlantic Coast Lines, he said, had “to be 
dragged into court three times” before it finally raised the 
wages of its track workers from 20 cents to 36 cents. It and 
other railroads, he insisted, had and were using a number of 
“penny-pinching schemes” for cutting down the pay of main- 
tenance men, such as charging against them all of the retire- 
ment and dismissal compensation taxes instead of assuming 
part of them themselves, as required by law; by prorating 
premium overtime payments over the whole of the time worked 
so that the average pay merely equalled the legal minimum, 
and by cutting down the hours of work so that the fortnightly 
pay checks were no higher than they had before the hourly 
minimum was made mandatory. 
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Asserting that he had been born in a box car on a siding 
and had begun to walk tracks at the age of ten, the witness 
spoke bitterly about the practice he said had been instituted 
by the southeastern lines since the minimum wage order, of 
charging rent for such cars and other “shanties and shacks” 
in which the more-or-less migratory track workers lived. Never 
before had such rent been deducted from the pay checks, he 
said. 

“Maybe the railroads have a legal right to make such pay- 
roll deductions,” he said, ‘‘but there certainly is nothing kindly 
or humane about it.” 

On cross-examination, Mr. Fort sought to show that, if 
there had been no increase in operating efficiency since 1921, 
and the railroads had had to keep on the payroll the 600,000 
added men Mr. Keller said would have been necessary to 
handle the 1940 traffic, the entire operating income of the rail- 
roads would not have been sufficient, by 15 per cent, to cover 
the payroll. He attacked Mr. Keller’s figures for average 
annual income of railroad workers by attempting to show that 
his total count of workers included casual workers many of 
whom drew as little as $10 a year from the railroads. 

One of his questions indicated that there were 129,927 rail- 
road workers in 1939 each of whom drew $50 or less in railroad 
pay in the year and who, obviously, had their major employ- 
ment in other industries. If such factors were taken into account 
his questions indicated, the average pay of all railroad workers 
in 1939 would have been $1,844 instead of the $1,324 asserted 
by the witness. 

Cross-examining Mr. Cucich as to his figures on the cost 
of living, Mr. Fort drew admissions from him that, although it 
was 18.1 per cent in July of this year above the 1939 average, it 
was still considerably below the 1920 and 1929 averages. 

Horace A. Bacus, research director for the clerks’ brother- 
hood, put in figures on railroad gross and net revenues. He 
said he had become a bit confused in attempting to forecast 
1941 revenues by variations in estimates of the year’s carload- 
ings. ‘The Association of American Railroads had predicted 
an increase of 8 per cent over 1940, he said, the Western Rail- 
roads’ Committee on Public Relations, 10 per cent, and the ad- 
visory commission to the Council for National Defense, 15 per 
cent. He said he felt that none of them was high enough but, 
in order to be fair, he would project the increases in the first 
five months of the year over the rest of the year. Thus he 
arrived at a percentage of about 14 over 1940, and total carload- 
ings for the year of 42,418,670. These, he calculated, would 
yield gross revenue of $5,321,036,000, and net operating in- 
come of $1,210,483. On the basis of A. A. R. estimates for 1942 
and 1943, he said, the gross and net would be even higher. 
There would, he said, be plenty of money to pay the increases 
in wages demanded by his group of non-operating unions. As 
to the operating unions, he said he had no opinion. 


The Record Loaded 


At the close of the September 24 sessions, Frank Mulhol- 
land, attorney for the non-operating unions, put in the record 
the report of the emergency fact finding board in the wage- 
reduction proceedings of 1938, and the five-volume report of the 
Senate committee in the investigation of railroad holding com- 
panies, the so-called Wheeler investigation. These were to give 
the board an accurate account of what Senator Wheeler had 
said about the wastage by the railroads of $1,000,000 daily, as 
asserted by an earlier witness. The package of documents was 
numbered employes’ exhibit No. 57. 


The chairman announced that the board had decided to fix 
October 15 as the date for the filing of concurrent briefs and 
October 19 for the beginning of arguments. There were pro- 
tests from both sides, first, because the brief date was three 
days earlier than the date set for the completion of testimony, 
and second, because the argument date was Sunday. The chair- 
man said the board would reconsider both matters. 


Arguments October 20 


At the close of the session on the following day, September 
24, the chairman announced that, on reconsideration, the board 
had decided to fix 5:00 p. m. October 19 as the closing hour 
for the receipt of briefs and that arguments would begin the 
morning of October 20. Allotment of time to the contending 
parties for argument would be made the end of the following 
week, he said, adding that they would be permitted to file 
statements supplementary to briefs within 24 hours after the 
conclusion of the arguments. 


Mr. Bacus remained on the stand the whole of that day, 
amplifying in detail the testimony entered the day before. He 
introduced two supplemental exhibits amending his earlier 
testimony covering estimates as to railroad income for 1941. 
His earlier figures as to carloadings for the year, he said, had 
been based only on estimated additions to traffic because of 
the defense program. His new exhibits showed estimated in- 
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creases in carloadings, 1941 over 1940, of 21.7 per cent, by 
Donald E. Church, economic analyst of the Bureau of Foreign 
and Domestic Commerce, resulting in carloadings for the year 
1941 of 44,000,000; of 13.4 per cent, made by the Association 
of American Railroads on May 7, 1941, resulting in carloadings 
of 41,000,000; of 14.6 per cent by the Western Railroads’ Com- 
mittee on Public Relations, resulting in carloadings of 41,437,- 
000; of 19.8 per cent by the advisory commission to the Council 
for National Defense, resulting in carloadings of 43,321,000, 
and by himself, on the percentage adjusted basis, of 17.3 per 
cent, resulting in carloadings of 42,418,670. 

The latter estimate, he said, would result in freight rev- 
enues of $4,357,088,000 for the year and total operating revenues 
of $5,485,000,000. On that basis, he calculated net railway 
operating income at $1,222,000,000 for the year, a figure he ad- 
justed by modifications in such fixed charges as contingent 
interest and the accumulated interest of roads in receivership— 
which he said would never be paid—up to $1,500,000,000. This 
he termed “profit.” 


After subtracting $600,000,000 for fixed charges, he said 
there would be $900,000,000 available for returns to investors 
and pay increases. He said the railroad estimate as to the 
annual cost of the proposed increases—which was $900,000,000 
—was too high. For one thing, he said, the matter of added 
men on diesel locomotives was not involved and had no place 
in the proceedings. The rest—the 30-cents-an-hour increase and 
vacation demands of the non-operating unions, and the 30 per 
cent demand of the operating unions—would amount to about 
$775,000,000 a year, he said. If these demands were all granted 
in full, as of July 10, 1941, they would certainly cost no more 
than $400,000,000 in 1941, he said, leaving plenty for dividends 
and additions to surplus. 


Colloquy on “Reasonable Returns” 


His remarks about the status of railroads in receivership 
resulted in an interesting discussion in which the chairman 
and Board Member Powell joined. The witness said that his 
calculations showed that the railroads in receivership, as a 
group, had much higher percentage increases in earnings this 
year over last than railroads not in receivership. The chairman 
remarked that it might be well, on that basis, to recommend 
that all the railroads go into receivership. 

Mr. Powell wanted to know how there could be any mean- 
ing in the higher revenue percentage increases of railroads in 
receivership than those not in receivership unless there was 
some yardstick by which to measure reasonable returns. He 
asked the witness to define what he thought was the “norm” 
in that respect. The witness said that the railroads generally 
figured a fair return on the basis of investment but said he 
had no faith in such a formula because it was well known that 
the railroads deliberately added to investment so as to be able 
to keep freight rates high. Besides, he said, the railroads 
seemed to feel that they were still entitled to about 7 per cent 
on their investment when, as everyone Knew, business gen- 
erally in these days was glad to make a much lower return. 
His own idea was, he said, that, if the railroads could take in 
enough money to maintain their present fine service to the 
public and continue to improve on it, plus enough to “take 
care of their stockholders,” and plus enough to support wage 
increases “justified on social and economic grounds,” then, it 
might be said, they were making a fair return. 

Only when he had got thus far did Mr. Fort rise to object. 
His objection was sustained. 

The witness said that the railroad plea about the loss of 
business to competitive means of transportation was overem- 
phasized. He said they were still “the transportation backbone 
of the nation.” He said that, in 1939, the railroads carried 78.5 
per cent of their “potential tonnage,” meaning by that the 
tonnage they would have carried had they still been the only 
long-distance land carriers in existence. As to the total freight 
handled by all transportation agencies in 1939, he said the 
railroads got 61.85 per cent; the trucks, 8.47 per cent; the 
waterways 17.71 per cent; the pipe lines 11.97 per cent, and 
the airways less than .01 per cent. For the railroads, that was 
a drop of only 1.64 per cent under 1938, he said. 


_ At the conclusion of his direct testimony he entered a 
Single exhibit on which the non-operating unions rested their 
case against the western railroads’ proposal for a 10 per cent 
wage reduction. He said it was apparent that that was merely 
a counter-proposal to the vacation demand of his unions but 
that his exhibit showed, first, that the upturn in business on 
the western railroads was more acute than on the railroads 
generally and, second, that the cost of the vacations would be 
only about 3 per cent of the annual payroll of the western 
railroad as compared with the 10 per cent reduction proposed. 
_ In the course of his testimony, he endeavored several 
times to put in the record exhibits consisting of reproductions 
of newspaper and magazine articles telling of the rise in rail- 
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road prosperity. The chairman made a general ruling that 
such evidence was not admissible as being too remote, but 
later, when the witness said that several pages of such repro- 
ductions in one of his exhibits had been inserted “merely for 
decoration,” Mr. Fort said he had no objections to the decora- 
tions and the material went in the record. 


Wages and Rates 


The railroads could meet the demands of the unions for 
increases and vacations without an increase in rates, said Mr. 
Bacus, in response to questions by Board Member Bonbright, 
the morning of September 26. He said his figures showed that 
was possible, but that, even if it weren’t, his conception of the 
interstate commerce act was that it provided for reasonable 
pay for workers regardless of whether or not they would result 
in higher rates than now obtained. 

“Your position, then, is twofold,” said Mr. Bonbright. “You 
hold that your demands can be met, on the basis of your fig- 
ures, without railroad rate increases, but that, if your figures 
should be proved erroneous, you still hold that the increases 
should be granted and the added cost be met by corresponding 
increases in rates.” 

The witness said that was true, but that he still insisted 
on the first premise. In response to another question, he said 
he held so firmly to that opinion shat he had not thought it 
necessary to make any study as to what effect a general rail 
rate increase might have on the business of the country as a 
whole. He added that it was the position of the unions he 
represented that there were now many transportation rates, on 
the railroads and on the trucks, that were too low to be com- 
pensatory and that “some government body” should see to it 
that they were raised. As an example, he cited the general re- 
ductions in southern less-carload classifications of September, 
1940, which had been followed by a parallel reduction in truck 
rates. : 

Mr. Fort interrogated the witness on his estimates of rail- 
road net earnings in 1941 and the coming two years. He said 
he had not taken investment, capitalization and valuations in 
consideration in making those figures and that, in general, he 
considered those factors of “no consequence” in deciding 
whether or not the railroads could afford to meet pay increases. 
He admitted, however, that the Commission’s valuation figures 
were “not entirely worthless.” 

Following that line, Mr. Fort quoted from the decision in 
Ex Parte 115 (223 I. C. C. 730), the Commission’s thought that 
railroads ought to be permitted to earn more than a normal 
return in times of prosperity so as to make up for low earnings 
in times of depression, and that the continued need of railroads 
for selling stock and securities ought to be taken in considera- 
tion in fixing returns. The witness said that philosophy took 
no account of “human values.” 

“One of the troubles with this country,” he said, “is that the 
President has not succeeded in reorganizing the Interstate Com- 
merce Commission like the Supreme Court.” 

In the course of the cross-examination on the total cost 
of the proposed increases, the witness said it would cost the 
railroads only $5.800,000 a year to put in effect a 40-cent-an- 
hour minimum wage. 


Morse on Time Extension 


Commenting on the editorial in the September 20 Traffic 
World, criticising the President, the board, and the parties to 
the case for extending the time for filing the board’s report 
in the rail-labor wage, vacations, and rules dispute, Wayne L. 
Morse, chairman of the President’s emergency fact-finding 
board, now holding hearings at Chicago, said the criticism 
was based on a misapprehension. 

He said the courts had held, many times, that the word 
“shall” in statutes calling for the performing of stated tasks, 
was to be interpreted in the light of physical ability to per- 
form such tasks, and that, in such instances. its sense was held 
to be “directive rather than mandatory.” That was the inter- 
pretation put on the statute by the White House in 1938 when 
President Roosevelt granted a two-day extension of the statu- 
tory 30 days in the then existing wage reduction controversy, 
he pointed out (see Traffic World. October 29, 1938, p. 879). 
Where courts had ruled on the matter, he said, they had taken 
cognizance of the willingness of the interested parties to accept 
the extension. 

As to the facts in the present case, he said, it was the 
opinion of opposing counsel that it would have been physically 
impossible to nut before the board all the facts it ought to have 
for a full and fair report within 30 days of September 10, the 
date of the creation and appointment of the board. He said 
the idea for an extension had originated among counsel and 
that they had asked the board to ask the President for the 
extension. 

He said the board had set up a secretarial staff at the 
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Stevens Hotel, Chicago, but that, with five hours a day in hear- 
ing, daily executive sessions, and the necessity for handling 
considerable correspondence, the board members were working 
“about fourteen hours a day.” 


The Pablic and Working Rules 


Eldon Martin, general solicitor, Chicago, Burlington and 
Quincy, spoke on “Nice Work If You Can Get It,” at a luncheon 
of the Kiwanis Club of Council Bluffs, Iowa, as part of a recent 
“back to the rails” observance in that city. He said that bur- 
densome rules of railroad workers, under which payment was 
made “for unnecessary work or for work not done at all,” were 
working a hardship not only on the railroads but on the public 
and on the men themselves. The public was involved, he said, 
from two angles, “the payment of transportation charges and 
the continued maintenance of railway services.” The latter was 
important to the public from the secondary angle of the possi- 
bility of removal of branch lines from tax rolls, he said. 

It was a “simple mathematical fact,” said he, “that if the 
railroads pay for work not done and for work not needed” the 
result will be “transportation charges which are higher than 
they ought to be, or higher than they are today.” 

He said it was a mystery that only a psychologist might 
unravel why railroad workers, individually “among the finest, 
fairest and most reasonable men in the world” lose those quali- 
ties when “the initiative is taken out of their hands and they 
act in the mass through a large organization.” The workers 
ought to know that railroads no longer enjoyed a transporta- 
tion monopoly. Railroads have tried to adjust services and 
rates to meet new competition, he said, but “there has been a 
noticeable absence of the cooperation they should have from 
their partners.” As a consequence, burdensome rules have 
added costs to railroad operations that “set up artificial impedi- 
ments in the competitive struggle for traffic.” Shippers, with 
highway transport to choose if they wished, were learning to 
send their shipments over the cheapest routes, and railroad 
labor was “killing the goose that lays the golden eggs” through 
the insistence, chiefly by a small groun of “the aristocrats of 
labor,” on maintaining “artificial benefits for themselves,” he 
said. 

He cited a number of cases where rule application by ad- 
justment boards had resulted in payment for work not done, 
for heavy awards of back pay for minor starting time varia- 
tions, and where a worker received half-pay for time lost be- 
cause his had been only a “mild” case of intoxication. 

He asked his hearers to help by “passing the word along to 
others” about the unreasonableness of these rules and their 
interpretations, esnecially among those of their friends who 
happened to be railroad employes. He said he had never met 
an individual, railroad employe or not, who attempted to con- 
done or excuse such cases as he had cited once they were thor- 
oughly explained. 


Rail Wage Controversy 
Editor The Traffic World: 


At the risk of further imposing on your kindness I 
should like to comment briefly on the current railroad wage 
controversy. Working conditions, rules and working agree- 
ments were and still are a matter for consideration even though 
the question of wages annears to have stolen the show. Since 
wages are the feature attraction the issue may reasonably be 
billed as such. 

With some carriers reporting substantial net incomes, 
with other carriers sometimes known as weak lines, showing 
modest net incomes, one can readily appreciate labor’s desire 
for a share in the gains. There is some question, however, as 
to whether an upward move in wage rates would of itself prove 
to be as beneficial as anticipated. 

For employees, other than those in train service, the eight- 
hour day six-day week is standard. For a number of years the 
six-hour day has been advocated. To persons not familiar with 
the service, the request may appear unwarranted. As a com- 
mon standard for all classes of service it might be needless. 
As a standard for the personnel in the operating department, 
however, the six-hour day has much in its favor. Management 
has not looked with favor on the six-hour day and probably 
has the bulk of the argument in its favor. 

The fundamental premises remain despite the logic against 
it. Rest, opportunity for training in other departments or 
places of service, maintenance of interest and enthusiasm for 
the job, are somewhat restricted by the present 48-hour week. 
Not only that but vacations with pay are not to be had and 
confining sickness is costly to an employee and his family. 

As a general solution to the wage and working conditions 
controversy, the 48-hour week with one day off with pay has 
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much in favor of it, particularly with some adaptations. (Ac- 
tually it would amount to a 40-hour week and an increase in 
wage rates of 20 percent.) The day off with pay, however, 
should not be regared as just another day off. For the perma- 
nent employees it would mean 52 days off a year. It does not 
seem unreasonable to suggest that part of this could be cumu- 
lative for vacation and sick leave up to combined maximum for 
28 days; or two weeks for sick leave and two for vacation with 
pay. The balance should be taken during the year in order 
to provide necessary current rest and opportunity for qualify- 
ing on other jobs. 

Although railroad labor is individualistic and the standards 
common to labor in other industries are generally not applic- 
able, the 48-hour work week with one day off with pay would 
give it the 40-hour week which is the “normal” standard for in- 
dustry today. 

Nor should management be so greatly opposed to this 
solution. It offers better opportunities for keeping costs in line 
when traffic declines with adjustments which will follow the 
settlement of international differences than a general wage 
increase of and by itself. The rising wage bill at the moment 
consists of two parts of which one is the gain in employment 
and the second the probable gain in wage rates. If the rate 
increase is held in abeyance, the reduction in traffic will auto- 
matically bring in its wake a reduction in the wage bill. So 
far as the employees are concerned in meeting the higher costs 
of living at the present, they could, during rush periods, work 
the day-off at time and a half and thereby gain a weekly 
increase of about 25 percent. The overtime argument is not 
inconsistent with the need for time off. On some lines, I under- 
stand, the employees are occasionally working the seventh day 
at time and a half now. 

Alfred A. Brown, 
Assistant Research Professor, Massachusetts State College. 
Amherst, Mass., Sept. 23, 1941. 


PULLMAN SERVICE FOR NEGROES 


Representative Mitchell, Negro congressman from Illinois, 
in extension of remarks in the appendix of the Congressional 
Record, has reviewed the case in which he was sustained by 
the Supreme Court of the United States as to allegations that 
he was discriminated against by not being accorded Pullman 
service while traveling in Arkansas. He included in his re- 
marks the decision of the Supreme Court which directed the 
Commission to conduct further proceedings on Mitchell's com- 
plaint, which it had dismissed, in conformity with the decision 
of the court. The Commission has reinstated the complaint. 


RED CAP HEARING AT CHICAGO 


Thomas Holland, director of the research and statistics 
branch of the wage and hour division, U. S. Department of 
Labor, will preside at a hearing on the 10 cents a bag system 
for red cans to be held in Chicago October 7, according to 
Baird Snvder. acting administrator of the division. 

The hearing, which will begin at 10:00 a. m. in Room 325 
of the New Post Office Bu‘lding. Canal and Van Buren Streets, 
is a continuation of a session in Chicago July 15. It would 
prohablv cover all ra‘lroad terminals in Chicago, all the rail- 
road terminals of the Illinois Central Railroad, and the rail- 
road terminals in Minneanolis. Minn.; Milwaukee and Madison, 
Wis.: Omaha. Neh.; Cincinnati and Columbus, O.; Indianap- 
olis, Ind.: T.onisville. Ky., and the Pere Marquette station in 
Detrn'‘t, said Mr. Snvder. 

Hearings have also heen held in New York and St. Louis. 
Dates for hearings in Dallas, Tex., and Washington, D. C., will 
be announced later. 


PLANES AND SHIPS IN DEFENSE COSTS 


“Analvsis of appropriations for national defense and of 
Rritich war orders in the United States shows a total of $60,- 
016.090 000 bv the end of August,” says the Office of Produc- 
tion Manarement. 

“Of this fieure United States anpronpriations, contract and 
tonnage authorization and Reconstruction Finance Corpora- 
tion commitments amounted to $56 357.000,000 and foreign or- 
ders in the Ti»iteqd States, most of which were British, came 
to $3 659.000.000. 

“The lareest sincle category was airnlanes, amounting to 
$12.518 000 ONO. or 20.8 per cent of the total. Ordnance. with 
$11.937.000.0N0 allotted. called for 19.9 per cent. Third largest 
item was $11.512000.000, or 19.2 ner cent of the total, for 
marine construction. of which $8.154.000,000 was for naval 
vessels and $3 358.000000 for merchant vessels. Industrial 
facilities, including machinery and real estate, are costing 
$5,954,000,000, or 9.9 per cent of the authorized program.” 
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Air Transportation 





American Air Commission 


President Roosevelt has appointed the members of the 
United States National Commission of the Permanent American 
Aeronautical Commission. 

In a statement announcing this action, the Department of 
State said the Inter-American Technical Aviation Conference, 
which was held at Lima, Peru, in September, 1937, adopted a 
resolution providing for the creation of the permanent com- 
mission. 

“The purpose of the commission,” said the department, 
“is to advance the work toward the unification and codification 
of international public and private air law and to develop 
and coordinate technical activities of mutual concern in the 
field of aeronautics among American republics. The resolution 
also provided for the organization in each of the American 
republics of a national commission for the purpose of prevrar- 
ing projects and proposals for the consideration of the Per- 
manent American Aeronautical Commission.” 

The memhers of the American commission are: Thomas 
Burke, chief. division of international communications, Denart- 
ment of State. chairman: Reed M. Chambers. Un'ted States 
Aviation Insurance Underwriters, New York. N. Y.: John C. 
Cooper, Jr., vice-president and assistant to the pres‘dent. Pan 
American Airways Corporation, New York. N. Y.: Richard 
E. Elwell, chief counsel and director of compliance, Civ'] Aero- 
nautics Administration, Washington. D. C.: Samuel E. Gates, 
international counselor, Civil Aeronautics Board, Department 
of Commerce; Harold R. Harris. vice-pres‘dent, Pan American- 
Grace Airways. Inc., New York, N. Y.: Dr. J. C. Huncaker, 
Massachusetts Institute of Technolozy, Boston. Mass.: Colonel 
John H. Jouett, U. S. army reserve, president, Aeronautical 
Chamber of Commerce of America, Inc.. Washington. D. C.; 
Dr. George Lew’‘s. director of aeronaut*cal research. National 
Advisory Committee for Aeronautics: Dr. Ross A. McFarlond, 
Harvard University, Cambr‘dve. Mass.: Cantain Denis Mul- 
ligan. U. S. army air corps, Wrieht Field. Dayton, O.. and 
Theodore P. Wrivht. assistant chief, aircraft branch, Office of 
Production Management. 

The State Denartment said it had heen deemed advisable 
to desienate a small executive committee to fac‘litate the 
work of the larger national commiss‘on. It said that. w'th the 
approval of the President. the Secretary of State had asked 
the following members of the commission to serve on th's ex- 
ecutive committee: Thomas Burke, chairman; Richard E. 

Elwell and Samuel E. Gates. 


PAN AMERICAN AIRWAYS MERGER 


The Civil Aeronautics Board has announced anproval of the 
merger of Pan American Airways Comnvany (Nevada), which 
has operated across the Pacific. with Pan American Airways 
Company, Inc., and has reissued the certificates of convenience 
and necessity of the Nevada comnany to the continuing com- 
pany. In issuing its approval order on December 31, 1940, the 
board concluded that a merger of the companies would result 
in greater efficiency and economy, and would not expand any 
operating riehts. Pacific Alaska Airwavs, Ine., Panama Air- 
ways, Inc., Pan American Airwavs Comnany (Nevada) and Pan 
American Airways Comnanvy (Delaw?re). are a1l inclvded in the 
merger with Pan American Airwavs Comnany, Inc. Final action 
in the transfer of the Delaware comnany is still rending. 

The certificates reissued wrder the present order cover the 
Pacific operations over the following routes: transrortation of 
persons, prorerty and mail hetween the terminal roints, San 
Francisco, Calif., and Hone Kone. British Crown Colony. with 
intermediate stops at Honolulu. Hawaii, Midway Island, Wake 
Island, the Island of Guam, Manila, P. I., and the Portuguese 
Colony of Macau. and for a period of five years. between the 
terminal points, Manila, P. I., and Singavore. Straits Settle- 
ments; and between the terminal points, San Francisco, Calif., 
and Auckland, New Zealand, with intermediate stops at Los 
Angeles, Calif., Honolulu, Hawaii, Canton Island, and Noumea, 
New Caledonia. 


AERONAUTICAL EXPORTS 
Exports of aeronautical products in July totaled $42,944,- 
527, about 36 per cent of the total estimated production, an 
increase of $3,695,885, or about 9% per cent over June ship- 
ments, according to the Department of Commerce. 
For the seven months’ period January through July total 
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aeronautical exports approximated 44 per cent of the estimated 
production, it was said. 

Total aircraft exports, including land and seaplanes, num- 
bered 360 for a total value of $33,529,905, an increase in value 
of 40.8 per cent from June and 101.8 per cent higher than July, 
1940. June shipments numbered 352 planes valued at $23,- 
815,020. 

Engine exports declined from 478 units valued at $6,520,048 
in June to 298 units valued at $3,837,514 in July. The total 
number of units exported represents the lowest figure reached 
since March, 1940, indicating a considerable increase in engine 
horsepower ‘“‘per” unit. 

Engine parts and accessories declined from $1,955,766 in 
June to $1,371,958 in July, the lowest value reached in this 
group since June, 1940. 

Shipments of parachutes and parts totaled $1,329 as com- 
pared with $100,235 during the previous month and represented 
the lowest total since the defense program became active. In- 
struments and parts totaled $849,517, a decrease of $359,415 
from the previous month. Propellers and parts exports totaled 
$764,419, a decrease of $403,524 from June and the lowest 
monthly figure reached since December, 1940. The drop in pro- 
peller exports was closely aligned to the lag in airplane produc- 
tion in the month attributed largely to the shortage of pro- 
pellers. 

Aircraft parts and accessories totaled $2,589,885 as com- 
pared with $4,480,698 in June. Total shipments of aeronautical 
products in the first seven months of 1941 were valued at $326,- 
pir ges oo as compared with $161,006,691 during the same period 
o 3 


AIRCRAFT PRIORITY ORDER 


_ Preference rating order P-52 to extend priority aid to cer- 
tain manufacturers of aircraft instruments and accessories has 
been issued by Donald M. Nelson, OPM director of priorities. 


AIR EXPRESS RECORDS 


Air express set new records, both in gross revenue and in 
total weight of shipments in July, according to the air express 
division of the Railway Express Agency. The total weight of 
shipments carried in the month was 1,073,644, the first time 
the figure had gone over a million. It was 68 per cent above 
July. 1940. The number of shipments in July this year was 
103,467, an increase of 25.7 per cent over July last year. Gross 
revenues were up 50 per cent. 


ALASKA C. A. A. REGION 


Alaska has been created an independent region (Region 
VIII) within the Civil Aeronautics Administration, and Mar- 
shall C. Honnin of Takoma Park, Md., has been appointed man- 
ager, according to the administrator of civil aeronautics, Donald 
H. Connolly. Heretofore Alaska has been operated under the 
jurisdiction of the seventh C. A. A. Region and administered 
from Seattle, Wash. 

“For the past several years, the C. A. A. has been con- 
cerned with the development of aviation in Alaska,” said Gen- 
eral Connolly. ‘Now the present world situation has thrown 
the limelight on the necessity for increased construction up 
there if we are to take proper advantage of the territory’s stra- 
tegic importance to our national defense effort.” 

Mr. Hoppin, whose headquarters will be at Anchorage, has 
been superintendent of airways in Alaska since 1939. In his 
new capacity he will supervise the $20,000,000 construction pro- 
gram now under way in the eighth region and coordinate the 
work of setting up a service to furnish meterological and air- 
craft movement information. 

_ Mr. Hoppin has had exnerience in the various branches of 
aviation, dating back to 1917 when he served with the army 
air corps. He has been associated with civil aviation since 
1928, when he entered the government service as airways ex- 
tension superintendent. 


MONTREAL-NEW YORK AIR SERVICE 


The Civil Aeronautics Board has issued an order denying 
the application of Canadian Colonial Airways, Ltd., a Canadian 
registered company, for a foreign air carrier permit to operate 
between Montreal, Canada, and New York. This order was 
gig by the President of the United States on September 

The basis of the board’s decision was that the public in- 
terest could be adequately served by Canadian Colonial Air- 
ways, Inc., an American comnany, which operates between 
New York and Montreal via Albany and Glens Falls, N. Y., 
and until January 1, 1940, owned all of the stock of the Canadian 
company. This company is operating this route under a cer- 
tificate issued by the board. 

Operation of service over this route by the American com- 
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pany was confirmed in an air navigation arrangement between 
the United States and Canada, which included no provision for 
the continued operation of the service of the Canadian regis- 
tered company. Operation of the service by the Canadian reg- 
istered company has been pursuant to a joint operating arrange- 
ment with the American company under which aircraft and 
personnel have been used interchangeably. 

The order of the board will not become effective until 
ninety days after the date it was signed by the President. 


ALUMINUM FOR PLANES 


The nation’s housewives donated to the government enough 
aluminum to make more than 1,900 fighter planes or 350 four- 
motored bombers in the period July 21-29, it was announced 
Sept. 24 by the Office of Production Management and the 
Office of Civilian Defense. 

With returns from the nation nearly all in, the estimated 
gross collection total of ‘nots and pans” amounted to 11,835,139 
pounds, or about one-third of a pound per occupied dwelling. 
said they. Office of Production Management experts estimated 
this would yield about 7,000,000 pounds of aluminum for de- 
fense production. The balance between these two figures rep- 
resents other materials, primarily iron and steel, which were 
attached to the aluminum articles. 


Revenue Freight Loading 


Loading of revenue freight the week ended September 20 
totaled 907,969 cars, according to the Association of American 
Railroads. The increase above the corresponding week in 
1940 was 94.640 cars or 11.6 ner cent, and above the same week 
in 1939 was 98.217 cars or 12.1 per cent. 

Loading of revenue freight for the week of September 20 
decreased 5.983 cars or seven-tenths of one per cent below the 
preceding week. Car service officials attributed the decrease 
to strikes in the coal fields. 

All districts renorted increases compared with the corre- 
sponding week in 1940 and all except the Pocahontas for 1939. 


1941 1940 1939 

4 weeks of January................. 2.740.095 2.557.735 2.288.730 
4 weeks of February............... 2.824.188 2.488.879 2.282.866 
> WRERS OE BERPOR.... .. 0. cacccccssc Beles 3,123.916 2.976.655 
4 weeks of April.. rere 2,495.212 2,225,188 
emer 3.351.840 2,926,408 
eT ee > 2.896.953 2,563,953 
SS), ee oe. | 2,822.450 2.532.236 
5 weeks of August.................. 4,464.458 3,717.933 3,387.672 
Week of September 6. S<cnecas: / 695.094 662.357 
Week of September 13.............. 913.952 804.265 800.431 
Week of September 20.............. 907,969 813,329 809,752 

| 25,767,606 23,456,248 


Revenue freight loading by districts the week ended Sep- 
tember 20 and for the corresponding period last year was 
reported as follows: 


Eastern district: Grain and grain products, 6.823 and 6,885; live 
stock, 1,024 and 1.284; coal, 31.800 and 29.688; coke. 3,703 and 3,211; 
forest products. 2.243 and 1,640: ore. 5.812 and 6,220; merchandise, 
L. C. L., 43.817 and 41.251: miscellaneous, 88,888 and 75,658; total, 
1941, 184.110; 1940, 165,837: 1939, 170.172. 

Allegheny district: Grain and grain products, 4,154 and 3,773; live 
stock, 848 and 1,076: coal, 42.961 and 37.463; coke, 5.473 and 4,760; 
forest products. 1,602 and 1,253: ore, 13.756 and 13,209; merchandise, 
L. C. L., 31,492 and 28.380: miscellaneous, 96,285 and 80,469; total, 
1941. 196.571: 1940. 170.383: 1939. 162,723. 

Pocahontas district: Grain and grain products, 216 and 245; live 
stock, 229 and 245: coal, 39.346 and 38.229; coke, 615 and 533; forest 
products. 803 and 759; ore, 133 and 483; merchandise, L. C. L., 5.257 
and 5,912: miscellaneous, 8,674 and 8,132; total, 1941, 55,273; 1940, 
54,538; 1939, 55.557. 

Southern district: Grain and grain products, 2,476 and 2,604; live 
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stock, 1,076 and 1,175; coal, 21,438 and 18,738; coke, 473 and 417; forest 
products, 14,406 and 13,254; ore, 1,568 and 1,391; merchandise, L. C. L., 
25.821 and 28,058; miscellaneous, 60,319 and 45,722; total, 1941, 127,577; 
1940, 111,359; 1939, 113,564. 

Northwestern district: Grain and grain products, 17,297 and 14,539; 
live stock, 3,700 and 4,046; coal, 6,783 and 6,466; coke, 2,193 and 1,622; 
forest products, 11,571 and 11,644; ore, 42,815 and 42,481; merchandise, 
L. C. L., 18,799 and 18,781; miscellaneous, 43,563 and 37,444; total. 
1941, 146,721; 1940, 137,023; 1939, 125,267. 

Central Western district: Grain and grain products, 10,569 and 
8,875; live stock, 6,876 and 8,738; coal, 11,323 and 9,616; coke, 310 
and 424; forest products, 9,427 and 7,576; ore, 5,131 and 4,188; mer- 
chandise, L. C. L., 24,844 and 24,568; miscellaneous, 65,159 and 54,521; 
total, 1941, 133,639; 1940, 118,506; 1939, 122,598. 

Southwestern district: Grain and grain products, 3,304 and 4,022: 
live stock, 1,729 and 2,028; coal, 5,338 and 4,283; coke, 109 and 135; 
forest products, 5,312 and 4,896; ore, 506 and 425; merchandise, L. C. 
L., 10,194 and 10,251; miscellaneous, 37,586 and 29,643; total, 1941. 
64,078; 1940, 55,683; 1939, 59,871. 


CONTAMINATING COMMODITIES 


Chairman Kendall, of the car service division, Association 
of American Railroads, has directed attention of railroads to 
transportation division circular T-56, issued May 1, 1939, re- 
lating to the use of box, automobile and refrigerator cars for 
loading contaminating commodities. 

“Several thousands of new box and auto cars have been 
built by the railroads during recent months and deliveries of 
new cars now on order, will continue at a high rate for months 
to come,” said he. “The necessity for maintaining these new 
cars and all other high class box cars in condition for handling 
high class commodities can not be over-emphasized. There has 
been a considerable increase lately in the number of reports 
received covering cars loaded with contaminating commodities 
in violation of transportation division circular T-56.” 

Every high class car used for such commodities, said he, 
offset one of the new cars received and decreased by one unit 
the equipment available to handle high class commodities in 
the coming peak months. Provisions of circular T-56 should 
be rebroadcast, he said. Industries known to load contaminat- 
ing commodities should be contacted to prevent loading of 
any high class cars with such commodities, said he. 


“NO-BILLS” COUNTED AS EMPTIES 


Chairman Kendall, of the car service division of the Asso- 
ciation of American Railroads, has advised chief operating offi- 
cers of coal loading railroads, that in view of the tightening 
car supply unbilled coal loads on mine tracks, referred to as 
“no-bills,” will be counted as empties in filling orders for coal 
cars at mines. 

“Under this order if a mine rated at 50 cars orders 50 
empties for loading on anv dav and the mine is holding 13 no- 
bills, the order will be reduced to 37 cars,” said he. 


UNFILLED LOCOMOTIVE ORDERS 


Unfilled orders with manufacturers for all types of rail- 
road locomotives at the end of Auvrust, 1941, amounted to 969. 
the hichest fieure since October, 1923, when 997 were reported, 
according to the Census Bureau, Department of Commerce. 

Unfilled orders with manufacturers for Diesel-electric loco- 
motives were 588 at the close of August, 1941, the highest num- 
ber on record. The next highest number was 579 at the close 
of July, 1941. 


CAR SURPLUS REPORT 
The average daily surplus of freight cars in the week ended 
September 20 was 41,641 cars as compared with 43.697 cars the 
preceding week, according to the car service division of the 
Association of American Railroads. It was made un as follows: 
Plain box, 13.019: auto. 3.195; flat, 1,851; gondola, 5,566; hopper, 
3,895; and all others, 14,185. 





Revenue Freight Car Loading—Week Ended Saturday, Sept. 20 


Grain and Live 
Grain Prod. Stock Coal 
{ 1941 44,839 15,482 158,989 
NE RED IE oc oo vikh wncsc wwe 4 1940 40 943 18,592 144.483 
| 1939 46.791 19,551 154,046 
Preceding week Sept. 13.......... 1941 45,045 14,453 171,730 
Per cent increase over............ 1940 9.5 10.0 
Per cent decrease under.......... 1940 16.7 
Per cent increase over............ 1939 3.2 
Per cent decrease under.......... 1939 4.2 20.8 
(1941 1,483.858 416.803 5,380,301 
Cumulative 38 weeks to Sept. 204 1940 1,356.521 445,730 4,901,180 
{1939 1,410,562 459,348 4,017,812 
Per cent increase over. . .....1940 9.4 9.8 
Per cent decrease under..........1940 6.5 
Per cent increase over............ 1939 5.2 33.9 


Per cent decrease under.......... 1939 9.3 


Per cent to 15 year average, 106.0. 


Forest Mdse. 
Coke Preducts Ore L.C.L. Miscellaneous Total 
12,876 45,364 69,721 160,224 400,474 907,969 
11,102 41,022 68.397 157.201 331,589 813,329 

9.399 35,755 58,269 162,098 323,843 

12,968 45,655 74,448 158,787 390,866 913,952 
16.0 10.6 1.9 1.9 20.8 11.6 
37.0 26.9 19.7 23.7 12.1 

13 
492.539 1,587,825 1,985,465 5,889.374 13,107,809 30.343,974 
378,862 1,257.956 1,542,922 5.555.267 10,329,168 25,767,606 
250.208 1,097,809 1,064,515 5,695,842 9,460,152 23,456,248 
30.0 26.2 28.7 6.0 26.9 17.8 
96.9 44.6 86.5 3.4 38.6 29.4 
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Car Supply Situation 


September 27, 1941 


“T have never known such cooperation as there is in the 
handling of freight cars,” said Commissioner Johnson, who has 
direct supervision over the Bureau of Service, the Commission 
agency that is the point of contact between the Commission 
and the railroads. 

“There has not been one instance in which the Commis- 
sion has had to exercise its power over car supply, nor is there 
likely to be. Everybody has realized the necessity for the exer- 
cise of care and acted accordingly. The railroads are able to 
handle 1,100,000 cars a week which is a good many more than 
they have been called on to handle this year. 

“With a fair break in priorities for new cars the railroads 
will be able to handle whatever volume of traffic there will be 
next June when the load may be expected to be heavy. In all 
talks with the inspectors the Commission employs to watch the 
use of cars I have emphasized that in any talk about a possible 
car shortage there is the danger of scaring those desiring to 
ship and that the result of fright will be the very thing we are 
determined to avoid. There have, of course, been instances 
where we have found it desirable to warn the railroads about 
lack of efficient use of cars but even so there have been few 
embargoes. Everybody realizes the necessity for care and, as 
I said, there has been such cooperation as I have never known, 
not even in a church, to avoid doing things that tend to bring 
about a situation that everybody is agreed is to be avoided.” 

Chairman Eastman, in talking about the matter also said 
there had been no trouble requiring the Commission to exercise 
any of its power. 

Commissioner Johnson’s reference to a fair break in priori- 
ties was a recognition of the probability that, if the priorities 
authorities did not act so as to assure the production of new 
cars between now and next June in accordance with the pro- 
gram of the car builders, there might be a shortage in car sup- 
ply in next year’s heavy loading season. 


132,000 Car Shortage? 


Harry Magdoff, acting chief, Civilian Requirements Branch, 
Bureau of Research and Statistics, Office of Production Man- 
agement, said September 22 that he was the author of the 
memorandum, which has received some publicity, but which 
was intended for confidential use within the OPM, in which 
it was said there was an indicated shortage of a hundred and 
thirty-two thousand freight cars by the fall of this year. He 
said he made the estimate last June and that now he prob- 
ably would make a different one. He said he wished it made 
clear that the OPM had not approved the statement and had 
not made it public. It simply represented his opinion at the 
time, he said. 

Mr. Magdoff pointed out that he had estimated a shortage 
of 81,000 cars this fall on an estimated supply of 1,567,000 cars 
and a shortage of 132,000 cars on an estimated supply of 
1,516,000 cars. In a summary of his statement, he said: 


This survey indicates an imminent serious shortage of transporta- 
tion facilities. By the fall of this year, there will be available 1,516,000 
active serviceable freight cars to handle an anticipated peak load, re- 
quiring, with the most efficient utilization of equipment, 1,648,000 active 
freight cars. The indicated shortage of 132,000 cars may become one 
of the most serious ‘‘bottlenecks’’ of the defense program. 

Moreover, to meet peak requirements in the fall of 1942, an un- 
precedented car building program of a minimum 370,000 freight cars 
will be required. This program exceeds the most optimistic estimates 
of existing car building capacity in the United States. During the past 
twenty years the highest car construction attained in carbuilding shops 
was 175,748 in 1923. Sixteen million net tons of steel ingots will be 
needed to build 370,000 freight cars. 

These estimates of anticipated shortages do not take into account 
special burdens put on the railroads due to such factors as restrictions 
in shipping, geographical dislocations, and large scale army maneuvers 
accompanying the defense program. Thus a complete withdrawal of 
ail ships from coastwise and intercoastal traffic would require more 
than 50,000 additional freight cars to move this freight on the basis 
of the anticipated 1941 water traffic and approximately 57,000 freight 
cars on the basis of the 1942 water traffic. 


“Our estimates show,” said Mr. Magdoff in his report, 
“that 46,200,000 carloads will be required in 1941 and 50,400,000 
carloads in 1942 as compared with 36,354,000 carloads in 1940 
to handle the freight transportation arising from the defense 
program as now scheduled, and the increased industrial activity 
accompanying the defense program.” 

Mr. Magdoff said these estimates were based on a study 
made by the OPM Bureau of Research and Statistics (memo- 
randum of May 28, 1941, from Stacy May, chief of the bureau, 
to Ralph Budd, defense transportation commissioner). Mr. 
Budd, in discussing traffic estimates before the Senate com- 
mittee investigating the petroleum situation, referred to Mr. 
May’s estimates (see Traffic World, Sept. 6, p. 584). 

Mr. Magdoff estimated that carloading requirements “dur- 
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ing the peak period in the late summer or early fall will be 
about 1,030,000 per week and during a similar period in 1942 
will be about 1,140,000 carloads per week.” These estimates 
were exclusive of any increases in rail traffic due to diversions 
from water lines. 

“The most satisfactory over-all measure of car utilization 
is the ratio of the railroad owned active cars to weekly car- 
loadings,” said he. ‘This ratio represents the average number 
of active freight cars necessary to move one carload of freight 
in a given week. A study of this ratio indicates that the 
degree to which active cars are utilized is largely a function 
of the traffic volume. The best utilization ratio thus far at- 
tained has been 1.64 in October, 1939. 

“Taking into account the anticipated loadings during the 
peak in this year and the increasing efficiency shown by the 
railroads during recent months, it is estimated that the best 
utilization ratio that may be attained in the peak of this year 
will be 1.6. If this utilization ratio should be attained, then 
1,648,000 active freight cars will be required to handle the 
anticipated need of 1,030,000 carloads per week during the 
peak period this coming fall. Similarly, during the peak period 
of 1942, 1,824,000 active freight cars will be required to handle 
the 1,140,000 weekly carloads requirements.” 

The available serviceable freight cars as of September 
1, according to the car service division of the Association of 
American Railroads, totaled 1,592,792. Revenue freight loading 
the week ended September 13 totaled 913,952 cars—the largest 
weekly loading since the week of November 2, 1930. An av- 
erage daily surplus of serviceable cars of 43,697 was reported 
for the week ended September 13. 

In correcting a statement it had made that Ralph Budd, 
defense transportation commissioner, had said the railroads 
would be 200,000 cars short of their goal for the approaching 
peak season (the figure should have been 20,000), “Defense,” 
the bulletin of the defense agencies in the Office for Emergency 
Management, said Mr. Budd had stated that the supply of cars 
would be 20,000 short on October 1 of the ownership planned 
at the time orders were placed for car construction. 

“The transportation division points out,” it continued, “that 
it does not follow necessarily that there will be in October a 
reported failure to meet shippers’ orders to the extent of 20,000 
cars. Some of the lag can be made up through increased re- 
pair of unserviceable cars and more through increased effi- 
ciency in car handling which Commissioner Budd is urging 
upon shippers, receivers, and railroads.” 


Materials Needed 


Chairman Lea, of the House committee on interstate and 
foreign commerce, speaking in the House September 25, called 
attention to the fact that materials for new freight cars were 
needed and that an estimated need of one million eight hundred 
thousand cars by October 1, 1942, would fall short by one hun- 
dred thousand cars if the materials were not provided in the 
near future. He said every effort possible should be made to 
supply the deficiency in materials for which priorities had not 
been granted. 

“I believe the nation can allay any undue apprehension and 
look with confidence to the performance of our railroads even 
though their task may become very great,” said he. 

He reviewed railroad facilities and commended manage- 
ment and shippers’ advisory boards and others for cooperation 
in the transportation field. 


Petroleum Transportation 


(Continued from page 773) 


Coordinator Ickes issued a statement, September 26, in 
which he said an inventory of tank cars made by the petroleum 
industry tank car subcommittee of district No. 1 showed that, 
on September 7, the net surplus of tank cars available for haul- 
ing petroleum and its products to the east coast was 5,192. He 
contrasted this figure with that of 20,000 surplus tank cars given 
four days before September 7 by President Pelley, of the Asso- 
ciation of American Railroads. He asserted that he had been 
unable to obtain information as to where the 20,000 cars re- 
ferred to by Mr. Pelley existed. He said the inventory of tank 
cars made by the industry committee was the result of mes- 
sages sent to 188 owners of 147,838 tank cars. 





SOUTHWEST CARLOADINGS 


Commodity comm(‘ttees reporting at the fall meeting of the 
Southwest Shippers Advisory Board at Dallas, Tex., September 
25, estimated that carloadings for the area would total 450,048 
cars for the fourth quarter of 1941, an increase of 18.7 per cent 
over the same quarter of 1940. Heaviest increases were pre- 
dicted in loadings of gravel, sand and stone, 137 per cent; ores 
and concentrates, 100 per cent; coal and coke, 15 per cent; 
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grain, 15 per cent; iron and steel, 16 per cent, and petroleum, 
10 per cent. Decreases of 23.4 per cent in loadings of auto- 
mobiles, trucks and parts and of 15 per cent in cotton were 
predicted. 

Wallace Green, traffic manager, Huey and Philp Hardware 
Company, Dallas, spoke on the need for cooperation among users 
of railroad transportation to the end that adequate car supplies 
be maintained in the fall. C. R. Megee, assistant to chairman, 
car service division, Association of American Railroads, dis- 
cussed general transportation conditions and urged shippers to 
speed up their handling of shipments. Car efficiency was the 
theme of the meeting. J. C. Murray, traffic manager, Little Rock, 
Ark., Chamber of Commerce, general chairman, presided. J. P. 
Gudger, traffic manager, Gulf Companies, Houston, Tex., pre- 
sided at a meeting of the joint loss and damage prevention com- 
mittee. 

At a luncheon, sponsored by the Transportation Club of 
Dallas, A. J. Langford, district manager, defense contract service, 
Office of Production Management, Dallas, spoke on “Defense 
Contracts.” 


MID-WEST BOARD CARLOADING ESTIMATES 


Carloadings of 26 commodities, covered by reports of 
commod.ty committees of the Mid-West Shippers’ Advisory 
Board, will be 13.3 per cent higher in the territory covered by 
the board in the fourth quarter of 1941 than they were in the 
fourth quarter of 1940. ‘The estimated total for this year is 
1,033,172, as compared with 911,837 actually loaded last year. 
Increases are predicted in the loadings of 25 out of the 26 
commodities, the only one in which a decline is expected being 
automobiles, trucks and parts, where a 10 per cent drop is 
expected. 

In terms of percentages, heaviest increases are predicted 
in salt, 50 per cent; fresh fruits, 44.5 per cent; brick and clay 
products, 30 per cent; machinery and boilers, 30 per cent; grain, 
20 per cent; lumber and forest products, 20 per cent; sugar, 
syrup and molasses, 20 per cent; and canned foods, 20 per cent. 

The fall meeting of the board will be held at the Palmer 


~~ Chicago, October 2 (see Traffic World, September 20, 
p. 728). 


ATLANTIC STATES SHIPPERS’ BOARD 


The fall meeting of the Atlantic States Shippers’ Advisory 
Board will be held at the Onondaga Hotel, Syracuse, N. Y., 
October 8. C. J. Goodyear, traffic manager, Philadelphia and 
Reading Coal and Iron Company, Philadelphia, general chair- 
man, will preside. R. C. Huntington, secretary, Casey Jones, 
Inc., Baltimore, Md., will present a summary of the carloading 
forecasts of the commodity committees. W. C. Kendall, chair- 
man, car service division, Association of American Railroads, 
will report on national transportation conditions, and A. P. 
Stevens will report as district manager of the car service 
division. 

The speaker at a luncheon session will be R. W. Brown, 
president, Lehigh Valley Railroad. The luncheon will be spon- 
sored jointly by the Traffic Club of Syracuse and the Syracuse 
Chamber of Commerce. 

At the business session there will be reports from Mr. 
Brown as chairman of the railroad contact committee; J. K. 
Hiltner, traffic manager, United States Pipe and Foundry 
Company, Burlington, N. J., chairman of the legislative com- 
mittee; H. M. Frazer, traffic manager, F. W. Woolworth Com- 
pany, New York, chairman of the freight loss and damage 
prevention committee, and C. J. Fagg, manager, commerce 
and trade bureau, Newark, N. J., Chamber of Commerce, chair- 
man of the emergency port transportation committee. 

There will be an open meeting of the freight loss and 
damage committee at the Onondago Hotel the evening, of Octo- 
ber 7, at which Mr. Frazer will preside. C. A. Arentzen, as- 
sistant freight traffic manager, Delaware, Lackawanna and 
Western Railroad, will speak on “The Time Element in Claim 
Prevention,” and W. R. Dallow, assistant general freight agent, 
New York Central, on “The Relation between Claim Preven- 
tion and Freight Solicitation.” E. J. Michel, United States 
secret service, will show a film, “Know Your Money.” 


SOUTHEAST SHIPPERS BOARD 


An increase in carloadings of 11.4 percent for the fourth 
quarter over the same quarter last year, was predicted for 
southeastern states at the fall meeting of the Southeast Ship- 
pers Advisory Board at Atlanta, Ga., last week. Commodity 
committees making reports on carloadings said the car supply 
in the area was equal to demands up to the present, and the 
railroad transportation committee reported that, granted ship- 
per cooperation in prompt loading and unloading, an adequate 
car supply would be available in the fourth quarter. A similar 
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statement was made by Warren C. Kendall, chairman, car 
service division, Association of American Railroads. 

The board adopted a resolution expressing confidence in 
the railroads to operate adequately and efficiently under private 
management and ownership. The board also adopted a resolu- 
tion, directed to Donald M. Nelson, executive director, Supply 
Priorities and Allocations Board, urging expedited handling of 
railroad applications for material needed for repairs and con- 
struction. : 

A. W. Vogtle, president, National Association of Shippers’ 
Advisory Boards, d.scussed the association’s activities, saying 
the government, railroads, and shippers had abandoned self- 
interest in uniting to solve the transportation problem. 

Lt.-Col. George W. Wannamaker, chemical warfare officer, 
United States Army, said the railroads were cooperating fully 
with the Army in the defense effort. 

O. H. Weaver, Griffin, Ga., general chairman of the board, 
presided. 


TRANS-MISSOURI-KANSAS CARLOADINGS 


Commodity carloading committees, reporting at the fall 
meeting of the Trans-Missouri-Kansas Shippers’ Board, at the 
Hotel De Soto, St. Louis, September 16, estimated the car- 
loadings for the area tor the tourth quarter of 1941 at 8.5 per 
cent over those of the fourth quarter of 1940. Heaviest in- 
creases were pred.cted in the load.ngs of cement, clay products, 
coal, poultry, fresh fruits and vegetables, grain products, iron, 
steel, bo.lers and machinery, lime, plaster and gypsum, po- 
tatoes, sugar, syrup and molasses. 

‘he board adopted a resolution renewing its opposition 
to the St. Lawrence seaway and power project and adopted a 
motion recommending an investigation by the National As- 
sociation of Sh.ppers’ Advisory Board into delays to transpor- 
tation equipment caused by state laws. 

Carl Giessow, d:rector of traffic, St. Louis Chamber of 
Commerce, secretary of the national association, reported on 
its annual meeting at Ch-cago. L. M. Betts, manager, closed 
car section, car service division, Association of American Rail- 
roads, reported on national transportation conditions. He re- 
ferred to the success of the railroads, in cooperation with the 
shippers, in handling the western grain crop and said that 
similar effort and cooperation would be needed in handling 
increased national emergency traffic. R. M. Nielson, general 
traffic manager, William Volker and Company, Kansas City, 
Mo., chairman of the board, presided. 

At a luncheon session, Holcombe Parkes, associate direc- 
tor of public relations, A. A. R., spoke on “Peaks and Per- 
formance” (see Traffic World, September 20, p. 726). 


RAIL AID IN PLANT SURVEY ASKED 


Representative Dewey, of Illinois, has asked the principal 
executive officers of railroads operating in Illinois to have sur- 
veys made by the industrial engineering staff and traffic de- 
velopment division of each railroad of the industrial enter- 
prises in the territory served by the road with a view to estab- 
lishing ‘a system of pooling of plant facilities” for defense con- 
tracts and subcontracts. 

The pooling of local plant facilities would produce an or- 
ganization which could more readily obtain defense contracts 
and priorities than could a number of small individual manu- 
facturing units and which could make a better fight for allot- 
ments of raw materials to local factories confined to civilian 
supply work, said he. 

Mr. Dewey said he was asking the railroads to initiate the 
plan because they were naturally interested in obtaining traffic 
and, moreover, the work of surveying factories would be made 
by experts most familiar with the situation and thereby ex- 
pedited. He said the purpose of the proposed survey was to 
determine what defense item each factory might produce and 
then to pool their facilities for obtaining a single contract 
farmed out in proper proportion among the various manufac- 
turing units. 


RAIL FUEL COSTS 
Cost of fuel and power charged to yard and train service 
of Class I steam railways, including Class I switching and ter- 
minal companies, in the seven months ended with July, was 
$179,958,050, as against $153,404,693 in the same period last 
year, according to reports made to the Commission. For July, 
the cost was $26,692,580, as against $20,446,046 in July last year. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Transportation Board Reports 
The Traffic World Washington Bureau 


With customary official formality the Board of Investiga- 
tion and Research, created by the transportation act of 1940, 
has reported to the President and Congress that it has organ- 
ized itself and has begun carrying out the mandate of the law 
of its creation, the members having taken the oath of office 
Aug. 22 with Nelson Lee Smith, of New Hampshire, as chair- 
man in accordance with the President’s executive order, Robert 
E. Webb of Kentucky, as vice-chairman, and C. E. Childe as 
the third member. 

In addition to making a report, in accordance with the 
terms of the law, as to what it had done, the board issued a 
statement for the benefit of the press, in which it outlined the 
creation statute, the duties imposed, and observed that because 
of the short time that had elapsed since it began its work, its 
activities necessarily had been of a preliminary nature, con- 
ferences with a view to obtaining information being a large 

rt of it. 

The board also announced the appointment by it of Lewis 
H. Guenther as administrative officer of the board. Mr. Guen- 
ther is a classified civil service employe who has spent approxi- 
mately 24 years in government service in Washington, having 
served in various capacities in the Public Debt Service of the 
Treasury Department, Federal Farm Board, and recently with 
the Federal Home Loan Bank Board and the Home Owners 
Loan Corporation. 

Calling attention to the fact that $100,000 had been pro- 
vided for its work, the board said that as soon as necessary 
preliminary explorations of available materials, facilities and 
personnel had progressed far enough to permit the develop- 
ment of detailed plans of a more specific nature, the board 
would submit an estimate of the funds necessary to enable it 
to function effectively and to conduct the studies which it had 
been directed to make. 

The members are devoting much of their time to seeing 
representatives of agencies in Washington from which the board 
expects to obtain data for use in its work. In its statement it 
said it had emphasized its determination to “avoid unneces- 
sary and wasteful duplication of effort and to utilize to the 
fullest possible extent materials and personnel which may al- 
ready be available.” 


“The task confronting us is a huge one,” said Chairman 
Smith in commenting on the report. “The nation’s transporta- 
tion systems are far-flung and complicated. It is the intention 
and determination of the board to make a study and report 
which will benefit the general public as well as the various 
types of carriers.” 


The board’s report, addressed ‘“‘to the President and to the 
Congress,” follows: 


The transportation act of 1940, approved September 18, 1940, estab- 
lishes a Board of Investigation and Research, which is directed and 
authorized to make certain investigations in the field of transportation 
(54 Stat. L. 952). 

Particularly with respect to carriers by railroad, motor carriers, 
and carriers by water, the board is directed to investigate: (1) the 
relative economy and fitness of such carriers, and the methods by 
which each type can and should be developed so that there may be 
provided a national transportation system adequate to meet the needs 
of the commerce of the United States, of the postal service, and of the 
national defense; (2) the extent of public aid to such carriers; and 
(3) the extent to which taxes are imposed upon such carriers. The 
Board is further authorized to investigate or consider any other matter 
relating to rail carriers, motor carriers, or water carriers, which it 
may deem important to investigate for the improvement of transpor- 
tation conditions and to effectuate the national transportation policy 
declared in the interstate commerce act, as amended. 

The act directs the Board to transmit to the President and to the 
Congress, on or before May 1, 1941, preliminary reports of its studies 
and investigations. together with its findings and recommendations. 
In addition, it is the duty of the board to submit to the President and 
to the Congress an annual report, a final report, and such other reports, 
findings, and recommendations as it may deem necessary. The mem- 
bers of the board took the oath of office on August 22, 1941, and pro- 
ceeded immediately with the organization of the board. Nelson Lee 
Smith of New Hampshire was designated chairman by executive order, 
and Robert E. Webb of Kentucky was elected vice chairman. This 
report, filed one year after the approval of the Act, deals with the 
activities of the board from the date of its organization to September 
18, 1941. Necessarily it is limited to an account of the preliminary 
Steps thus far taken by the board. As the board’s studies progress, 
further reports will from time to time be submitted. 

During the short period covered by this report, the board has been 
engaged in the formulation of plans for the investigations and re- 
Searches which it is its duty under the statute to undertake. Confer- 
ences are being held with representatives of the various agencies—both 
governmental and private—which are known to be interested in the 
fields of economic activity with which the board is concerned. The 
board is inviting from all such sources full cooperation, suggestions as 
to the scope and nature of its work, and advice concerning the pro- 
cedures best adapted to the effective development of the essential facts. 
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It is expected that in this way the studies of the board may be so de- 
signed as to be of maximum usefulness in the public interest. 

It is the purpose of the board to avoid unnecessary and wasteful 
duplication of effort and to utilize to the fullest possible extent mate- 
rials and personnel which may already be available. The board is 
endeavoring to gather comprehensive and authoritative information as 
to existing data, research projects which are now in progress within 
the field of its activities under the congressional mandate, and per- 
sonnel which may be able to assist in its work. The general frame- 
work of the board's organization and procedure has been determined 
upon, and detailed plans for its research projects are being formulated. 

The statute specifically authorizes the utilization by the board of 
the services, information, facilities, and personnel of other departments 
and agencies of the government to the extent that this will not inter- 
fere unduly with their regular work and duties. The board has re- 
ceived valuable assistance from other departments in connection with 
its initial problems of organization. It expects to continue to seek 
and utilize such help wherever feasible, but it is already clear that 
changed conditions since the enactment of the legislation creating the 
bi :ia nave imposed unforeseen burdens upon many of the agencies 
from which assistance might otherwise have been expected. It there- 
fore appears that less can now be accomplished through the staffs 
and facilities of other governmental agencies than was originally 
anticipated when the statute was enacted. 

The first supplemental national defense appropriation act, 1942 
(77th Congress, Public No. 247) carried $100,000 for the work of the 
Board of Investigation and Research during the remainder of the cur- 
rent fiscal year. As the testimony regarding the appropriation indi- 
cates, this amount was provided simply to permit the board to begin 
its work; it was expected that additional funds would be required to 
permit the board to perform its duties under the act. As soon, there- 
fore, as the necessary preliminary explorations of available materials, 
facilities, and personnel have progressed far enough to permit the 
development of detailed plans of a more specific nature, the board will 
submit an estimate of the funds necessary to enable it to function 
effectively and to conduct the studies which it has been directed by 
the Congress to make. 


Fletcher on Transport Board 


R. V. Fletcher, vice-president and general counsel, Associa- 
tion of American Railroads, speaking at the annual meeting of 
the telegraph and telephone section of the association, at Cin- 
cinnati, O., September 24, called attention to some factors in 
the present upturn of railroad business that modified the good 
they might receive from it. In the first place, he said, “revenues 
have not kept pace with the increase in freight traffic.” That, 
he said, was due “largely to the intensity of highway and 
waterway competition” which has brought about “a steady 
decline in the average of freight rates.” Secondly, he said, in 
spite of everything the railroads have done, “it has been im- 
possible to arrest the decline in passenger traffic and the conse- 
quent decrease in passenger revenue.” 


These things, he said, left railroad credit “still but a 
trembling shadow of its former robustness.” The reason for 
that, he said, lay in the uncertainty of the effect of the war 
on our economic and political system. On this point, he said: 


It is possible that we will emerge from the present struggle with 
our transportation agencies permanently in the hands of the govern- 
ment, or with government control so greatly increased in extent that 
the future of the industry will no longer depend upon the skill and 
intelligence of those who are responsible for its present condition. 
Personally, I am very hopeful that by the time we reach the supreme 
crisis, the commerce of the country, both civilian and military, will 
be moving, as now, with such regularity and so greatly to the satisfac- 
tion of the public, that there will be no occasion for serious interfer- 
ence by public authority. Assuming, then, that the dawn of peace 
finds the railroads still in private hands, subject only to such govern- 
ment control as the public welfare demands, what say the harbingers 
of the future? 

It may be taken for granted that if we preserve our ancient 
privileges of making our own choice as to how we will order our 
business policies, the American people will use whatever instrumentality 
of transportation is found to be most convenient and most economical. 
Presumably, they will be permitted to choose as among carriers on 
the raiis, on the highways, on the water and through the air. Senti- 
ment or novelty may temporarily affect the selection, but ultimately 
the matter will shake down to a question of cost and convenience. 

No one doubts that there is a place in the transportation picture 
for each of the existing agencies; the problem is to determine what 
field each should logically and economically occupy. One way by which 
this critical matter can be determined is to leave the decision to the 
law of survival of the fittest. If all restrictions by law are removed, 
and all subsidies withdrawn, in the course of time, the problem will 
be solved by the operation of inexorable economic forces that will 
permit only the fittest to survive. This method we long since aban. 
doned and it is unlikely that the law of the jungle, as some romantic 
has described such a situation, will ever again recur. 

Obviously, the alternative method is to set about to ascertain the 
real cost of moving the different classes of traffic and to find out 
further whether superior convenience justifies, in certain cases, the 
selection of the high-cost method. At the present time, we are not 
entirely without some standards for our guidance, although they are 
admittedly far from satisfactory. Comparisons are difficult, since only 
the railroads are in a position to handle all the traffic of the country, 
of whatsoever kind and description, from and to every point in the 
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United States, every day in the year. Necessarily, highway traffic is 
more or less of the selected type and waterway traffic moves only in 
a limited section and in northern latitudes, only at certain seasons of 
the year. Furthermore, from the public purse probably $40,000,000,000 
have been expended in building our highway system, over which the 
highway carriers operate. It has been stated on good authority that 
more than $2,000,000,000 of public funds have been expended for water- 
way improvement. Admittedly, in arriving at a comparative estimate 
of costs, these huge subsidies must be taken into consideration, although 
it would obviously be unfair to allocate the total expenditure to com- 
mercial transport. 

It is recognized, however, that complicating factors enter into the 
problem. We have mentioned subsidies inuring to the benefit of rail- 
way competitors. Another feature to be considered is inequality in 
the matter of taxation. The railroads have been long established and 
their property lies stretched out in open view of the tax assessor. 
Their employes are for the most members of long established and 
ably officered labor unions, with tremendous economic and _ political 
influence. They are in a position to demand and secure wages sub- 
stantially above those paid at present by competitors of the rails. 

The rails labor under the handicap of owning and maintaining 
their own rights-of-way, with no contributions from the Government 
toward original or maintenance costs. In 1939, out of every dollar 
collected, 34% cents were expended for the cost of owning and main- 
taining railroad tracks, for crossing protection and taxes on the rail- 
way structure. This figure may well be contrasted with the figure of 
6.8 cents in taxes out of every dollar collected by motor carriers of 
property and the figure of 2.7 cents out of every dollar paid in taxes 


by the water carriers. These are things to be considered in taking stock 
of the future. 


All this sounds like a familiar story. What can be done about it? 
How may the public get reliable, official information as to what trans- 
portation is really costing and what types may be suited to subserve 
the principles of real economy? Should not a government interested 
in planned economy make provision for an impartial study of this 
vexing problem? 


Congress had made provision for that kind of a study in 
that part of the transportation act of 1940 providing for a board 
of investigation and research, he said, quoting the pertinent 
parts of the act, and continuing: 


Such a board has been appointed and organized and has entered 
upon the herculean task committed to it. In the course of time and 
presumably by the time the present emergency is over, this board 
will make its report—a report that may be fraught with momentous 
consequences to the transportation industry and to the commercial 
welfare of the country. The language of the act creating the board 
has been carefully drawn to indicate the scope of the task—as great 
a task as has ever been committed to a public body. The labor 
required involves an examination of the traffic of the country as a 
whole and a determination of what traffic can most economically be 
transported by each form of transportation. There is involved a study 
of terminal costs in relation to line haul costs, to determine whether 
limitations of haul are economically desirable. By express direction 
of the statute, consideration must be given to subsidies, if any, and 
to taxes to ascertain if they are fairly and impartially imposed. 

It is hoped, too, that the board will give attention to the problem 
of coordinating the several agencies of transport, to the end that they 
may work cooperatively, where cooperation is manifestly in the public 
interest. It is hard to see how they can escape some examination of 
the wages paid in the several lines of transportation, or how the 
board can avoid making findings as to whether these wages are ade- 
quate or more than adequate, taking into consideration the work per- 
formed and the rules under which the employes operate. 

When this report comes in Congress, the Interstate Commerce Com- 
mission, the shippers and the carriers should know much more than 
is known now as to how the traffic should move and what rates it 
should bear. In making this statement, I am assuming, as I have the 
right to assume, that the report of the board will carry such evidences 
of merit that it will readily command the respect and confidence of 
the country. 

Of course, no one can predict as to how long the present stimulated 
demand for transportation will continue. It would seem to be clear 
that 1942 and 1943 should be years of comparatively heavy traffic. For 
even if the German and Italian despots are overthrown in 1942, obvi- 
ously sound statesmanship dictates that we should complete our de- 
fense program, though possibly at a less accelerated rate. Even if 
peace comes under conditions that are promising for a long period of 
quiet, we cannot leave our ships on the ways half constructed, nor 
can we neglect the training and arming of a force sufficient to enable 
us to bear our share of the policing which will be necessary while 
swords are being beaten into plowshares and spears into pruning 
hooks. It would seem, therefore, that there will be time for the Investi- 
gation and Research Board to complete its labors, herculean though 
they be. 

But certainly, those of us concerned with transportation cannot 
complacently fold our hands and look to this board for salvation and 
healing. We have never had so great an opportunity as the present 
affords to entrench ourselves in the confidence of the country. We are 
faced with a great responsibility, which has come to us after years of 
depressing poverty. We are expected to function efficiently with a plant 
somewhat attenuated for lack of business during the lean years since 
1930. We have met all demands upon us with a vigor, a resolution and 
a demonstrated competency that is the wonder and admiration of the 
country. We expect to go on to even greater achievements. 

But we must not be so busy in handling the present load as to 
neglect the long look ahead. Such a policy would be short-sighted 
indeed. Here and now, we must set to work upon the problems which 
will confront us in the post-war period. These problems call for re- 
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search, for broad constructive study, for sacrifice of ease and com- 
placency, for enlisting the services of the best brains in the industry, 
We should begin now to plan for the day when we are no longer 
servants of the God of War, but rather servants of industry, carried 
on by peoples who again walk in the paths of peace. 


Other Speakers 


Speaking at the opening session, September 23, Holcombe 
Parkes, associate director of public relations, A. A. R., urged 
those in railroad communication work to detect and correct 
every attempt to misuse any line of communication, whether 
wire, radio, or publication, particularly when the good of the 
railroad industry was concerned. Those present, he said, should 
do their best to understand the railroad industry as a whole 
and to explain its importance to the public. 

A. N. Williams, president, Western Union Telegraph Com- 
pany, Baltimore, spoke at the same session. The telegraph and 
railroad industries had grown up together, he said, and today 
the two industries presented the best example of industrial 
harmony. Under the general business expansion in the national 
defense period, he said, the railroads and the telegraph in- 
dustry would both expand their services as required by the 
nation. 

On September 25, Col. Carl R. Gray, Jr., manager, military 
railway service, United States Army, and executive vice- 
president, Omaha Railway, St. Paul, Minn., spoke on the 
army’s preparations for maintaining rail service near the zone 
of front-line activities in case of war. The private railroads 
of the country had agreed to furnish the major part of the 
military railway service in time of war, he said. 

Dr. Shaw Livermore, consultant, Office of Production Man- 
agement, addressed the section on the subject of priority ar- 
rangements. He said that in the future priority ratings prob- 
ably would apply to allocation of specific materials rather than 
to industries in need of materials. 

G. R. Stewart, telegraph and telephone engineer, Illinois 
Central, Chicago, chairman of the section, presided. 





RAILROAD MECHANICS’ MEETING 


Four associations of railroad men held their annual meet- 
ings at the Sherman Hotel, Chicago, September 23 and 24. 
They were the Car Department Officers’ Association, the Loco- 
motive Maintenance Officers’ Association, the Master Boiler- 
makers’ Association, and the Railway Fuel and Traveling En- 
gineers’ Association. Approximately 1,200 persons attended 
the meetings. 

The tour groups held a joint opening meeting the morning 
of September 23 at which V. R. Hawthorne, executive vice- 
chairman, mechanical division, Association of American Rail- 
roads, discussed the importance of putting railroad equipment 
in condition as rapidly as possible in the period of the defense 
effort. 

Speakers at sessions of the car department association in- 
cluded E. B. Hall, chief mechanical officer, Chicago and North 
Western, on “Cooperation Between Railroads and Departments 
of Railroads”; W. D. Beck, district manager, car service divi- 
sion, A. A. R., on “Conservation of Equipment,” and D. S. 
Ellis, chief mechanical officer, Chesapeake and Ohio, on “Bet- 
ter Freight Car Maintenance.” Frank Cheshire, superintendent, 
car department, Northern Pacific, was elected president for 
the coming year. 

At the locomotive maintenance group meeting the fol- 
lowing were speakers: J. P. Stewart, Missouri Pacific, on 
“Maintenance of Air Brake Equipment,” and N. M. Trapnell, 
Chesapeake and Ohio, on “Improved Locomotive Repair Prac- 
tices.” J. E. Goodwin, master mechanic, International-Great 
Northern, San Antonio, Tex., was elected president. 

At the boilermakers’ meeting there was a discussion of 
“Application and Maintenance of Flues” by Frank A. Longo, 
Southern Pacific, and J. M. Stoner, New York Central, and a 
number of committee reports. Myron C. France, Omaha Rail- 
way, St. Paul, Minn., was elected president. 

Speakers at the fuel and traveling engineers meeting in- 
cluded A. G. Hoppe, Milwaukee Road, Milwaukee, Wis., who 
spoke on ‘‘New Locomotive Economy Devices”; S. A. Dickson, 
Alton Railroad, Springfield, Ill., who spoke on “Coal—Utiliza- 
tion of Various Sizes,” and R. R. Sugg, Missouri Pacific, St. 
Louis, who discussed “Lubrication.” L. E. Dix, fuel supervisor, 
Texas and Pacific, Dallas, Tex., was elected president. 


FREIGHT TRAFFIC OFFICERS’ MEETING 


The annual meeting of the American Association of Freight 
Traffic Officers will be held at the Hotel La Salle, Chicago, 
the evening of October 1. Col. Robert Isham Randolph, chief 
engineer, Zone 6, construction division, Office of the Quarter- 
master General, United States Army, will be the speaker. 
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September 27, 1941 





Finanee Division, A. A. R. 


If the American system of private enterprise is to be saved, 
plans must be made now for what is to be done when the 
present emergency is over, and among the industries that 
should be making those plans are the railroads, said Donald D. 
Conn, executive vice-president, Transportation Association of 
America, in an address entitled “While There Is Yet Time” at 
the annual meeting of the finance division, Association of 
American Railroads, at Colorado Springs, Colo., September 24. 

The railroads, he said, could no longer be considered apart 
from the general economic forces that affected all industry. 
If government ownership came to the railroads and other forms 
of transportation, he said, it would “not come because of any 
public philosophy in its favor, but rather because of the in- 
ability of the railroad industry to attract private credit after 
this war is over. It will come because of financial collapse when 
the defense traffic ceases.” 

So far as the war was concerned, he said, this country 
was already in it and the die was cast. The problem was to 
keep an “unobstructed road’ back to the economic and social 
principles that were “the keystones in the arch of our form of 
government.” He said we were already becoming “engulfed 
in a vast network of bureaucratic centralization before the 
threat of war” and that it had then been looked on by many 
as a “cure-all” for our economic ills. Since the war started, 
however, he said, the politicians had “capitalized on mass 
apprehension,” with the result that what had been initiated 
as a reform program has been remade in “a pattern designed 
to destroy those principles of government which have held 
steadfast through every adversity in the life of this country.” 
Government had now “invaded 226 lines of enterprise,” he said. 
The “most adroit and indefensible proposal” of them all, he 
said, was the pending rivers and harbors bill with its “Florida 
ship canal, a ditch from Cleveland to Pittsburgh, and the St. 
Lawrence seaway, all put forth in the name of defense but 
actually conceived as part of a pattern of planned economy” 
to destroy private credit through taxation, to stifle individual 
enterprise and “to transfer more and more people from the 
ranks of business to the payrolls of government.” 


The railroads, he said, should “put their house in order” 
for the day when the present stream of traffic slowed up. He 
advocated the adoption of the Transportation Association’s 
program of coordination of all types of transportation as the 
proper move. Continuing, he said: 

The Association has not as yet undertaken to say how many 
transportation systems are really necessary, but it will submit various 
suggestions and recommendations within the next year. We are con- 
vinced that it is not in the public interest to maintain 144 Class I 
Railroads, 500 short lines, 41,000 truck lines, 3,900 bus lines, 2,600 
water lines, and 24 air lines. This must be apparent to everyone of 
you. It must also be crystal clear that when you find yourselves 
without the defense traffic and in a peak cost position, particularly as 
to labor, part of your railroads may weather the storm, but history 
will again repeat itself. We will be confronted with the same cycle 
of receiverships and federal borrowings which have affected 37 per 
cent of the railway mileage during the past decade. Unless we arrest 
this trend toward ‘‘planned economy,’’ government may propose to take 
over part of the railroads at least, and the history of Canada shows 
that part cannot live and prosper in private enterprise and part in 
government ownership. 

Obviously, the association’s proposal contemplates savings, for such 
would be the only plausible excuse for consolidations or integration. 
These might be brought about without actually disturbing the financial 
structure of any one railroad at the outset; or, in fact, the competitive 
position of that road. The end might best be served by the organiza- 
tion of a limited number of operating companies, say 11 or 14; if 
you wanted to go further at the outset, serious consideration could be 
given to a modified Prince plan. 

To all of the objections raised to consolidations, integration, pool- 
ing, ete., I have one answer—The American Telephone and Telegraph 
Company. Review its record. During the depression ’'30’s, the com- 
pany paid dividends, treated fairly with labor, improved its services, 
and reduced its rates. I am not advocating one holding company or a 


“pool.’”’ I merely stress that you, who are responsible for the in- 
dustry, must take time by the forelock. We are entering a ‘‘spree’’ 
period of inflation—abnormal tonnage and high earnings. This is the 


time to lay the groundwork for a solid front against government own- 
ership in the future. 

While money is available, mechanize in every possible direction, 
constantly reducing your unit cost of operation to meet the blow of 
a post-war depression. 

Establish some ceniral agency for the permanent study of the 
capital-labor relationship of the railroads; initiate a continuing educa- 
tional campaign with the public to apprise them of the facts relative 
to wage scales, working rules, and other complicated factors involved 
in that phase of your business. By and large, the public, including 
executives of industry, knows little, if anything, about this subject. 
We have always waited until an emergency was upon us and then 
have attempted to tell the story—and it is one of your most impor- 
tant stories because upon the answer to your labor problems may 
depend the future of private ownership. 


Hopkins Speaks on Investment Returns 


The great benefits of private ownership and management 
of the railroads accrued to the public, not to the owners, said 
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Z. G. Hopkins, Western Railways’ Committee on Public Rela- 
tions, at the September 25 session. While dividends had been 
low or non-existent, the public, in the last 20 years, had bene- 
fited to the extent of at least $1,500,000,000, he said; those 
benefits came to shippers in the form of reductions in rates; 
to employes in increased wages, and to the public in the huge 
tax payments of the railroads. 

Apparently, he added, the principle that railroad invested 
capital was entitled to a fair return, enunciated in the trans- 
portation act of 1920, had been lost sight of. 

“In the last ten years, at least, little respect has been 
shown for that principle,” he said. The business depression 
and the rise of competitive transportation may have been the 
chief causes, he added, but whatever the reason, the fact was 
that “the greater proportion of railroad investment has not 
enjoyed any return at all in this period.” 

He said the railroads could not survive under private own- 
ership if they were to be compelled to continue to compete with 
“tax-supported rivals not under equal obligation of self-support, 
and if the necessary opportunity of private investment to earn 
reasonable return is increasingly impaired by policies through 
which competing transportation is promoted by public invest- 
ment and largely supported from tax funds rather than from 
revenues drawn from rates and fares.” 





TELEPHONE AND TRAIN OPERATIONS 


Train operations on 148,676 miles of road, or more than 
66 per cent of the total railway mileage of the United States, 
are being directed by telephone, according to the telegraph and 
telephone section of the Association of American Railroads. 
This, it was said, is an increase of 428 miles since January 1, 
1940. 

While the use of the telephone in rail traffic control was 
rising, the role of the telegraph for that purpose was decreas- 
ing, it was pointed out. Train orders were now being handled 
by telegraph on 83,116 miles of road as compared with 85,107 
miles on January 1, 1940. 

There are a number of reasons why the telephone is sup- 
planting the telegraph in train dispatching, according to William 
A. Fairbanks, secretary of the section. For instance, he ex- 
plained, the information was transmitted with greater ease and 
in less time. Before 1908, Mr. Fairbanks added, the telegraph 
was employed almost exclusively in handling train orders. 


INTERCHANGEABLE BILL OF LADING 


Another conference with a view to having the railroads 
and motor industry agree with the National Industrial Traffic 
League on an interchangeable bill of lading was held at the 
Hotel Washington, Washington, D. C., September 25. The or- 
ganizations represented were the Association of American Rail- 
roads, the American Trucking Associations, Inc., and the Ameri- 
can Short Line Railroad Association. 

The negotiations among those interests mentioned were 
with a view to having a proposal submitted to the Commission 
without the holding of a formal hearing in No. 4844, the bill 
of lading case. The National Industrial Traffic League some 
time ago filed a petition asking for the reopening of that pro- 
ceeding with a view to having such an interchangeable bill 
formulated. Commissioner Porter, in charge of the b‘ll of 
lading proceeding suggested, however, that the Commission 
should not be asked to reonen the matter unless those in- 
terested had made all possible efforts to come to an agree- 
ment as to the form of a bill that could be used either by the 
railroads or by motor carriers. 

; No agreement was reached. Railroad representatives 
raised obiections to a number of suggestions which they said 
thev would accord further consideration in the light of answers 
to them. Further conferences are expected to be held. 


MOTOR ORDERS EFFECTIVE 


The following recommended orders have become effective 
as shown: 

MC 75713, Sub. No. 1. Fdward C. Linski, contract carrier 
application, as of Sept. 5; MC 83874. Sub. No. 1, H. E. Zeeveld, 
dba Quick Way Truck Line, extension, El Paso, as of Sept. 2; 
MC 86529, Sub. No. 1, Nick Tameling, extension, Indiana and 
Michigan, as of Aug. 29: MC 95004, Suh. No. 1, Vurl Cloyd, 
extension, Illinois, as of Sent. 5; MC 95713, Sub. No. 1, James 
Svlvia, extension of operation, solid fuel, as of Sent. 4; MC 
96302. Peter Radcliff, dba Radcliff’s Dav and Night Garage, 
common carrier application, as of Sent 5: MC 45603, Sub. No. 1. 
Fred H. Murphy, extension of operations, Connecticut and 
Massachusetts, as of Sept. 4; MC 45919, Sub. No. 1, Freight 
Brokerage & Transit Co., extension, Twin Cities area. as of 
Sept. 2; MC 47142, Sub. No. 2, C. I. Whitten Transfer Co.. ex- 
tension of operations, as of Sept. 2; MC 49412, Sub. No. 1, F. R. 
Clark, extension, Twin Cities area, as of Sept. 4; MC 50022, 
Sub. No. 5, L. S. Jackson and C. R. Givens, dba J. & J. Refrig- 
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erator Service, extension—Tucumcary, as of Sept. 4; MC 49504, 
Sub. No. 3, Bernard L. McCue, dba McCue Transfer, extension, 
Missouri, as of Sept. 2; MC 50199, Sub. No. 1, Leonard D. Dick- 
inson, common carrier application, as of Sept. 3; MC 50242, 
Sub. No. 3, Folse Drayage Co., Inc., extension, boots and trees, 
as of Sept. 2; MC 52650, Sub. No. 1, Aaron Vigerano, dba At- 
lantic Moving & Warehouse, extension of operations, household 
goods and new furniture, as of Sept. 5; MC 59496, Sub. No. 2, 
Mercury Motors, Inc., Camp Robinson extension, as of Sept. 3; 
MC 59613, Sub. No. 4, Inter City Trucking Co., extension, alter- 
nate route between Memphis, Tenn., and junction U. S. high- 
ways 45 and 72 near Corinth, Miss., as of Sept. 2; MC 62219, 
Sub. No. 3, William Vale, common carrier application, as of 
Sept. 5; MC 66562, Sub. No. 243, Railway Express Agency, Inc., 
extension, Kirkwood, Mo., as of Sept. 5; MC 66562, Sub. No. 
266, Railway Express Agency, Inc., Harvard-Hebron, IIl., as of 
Sept. 2; MC 66808, Sub. No. 9, Powell Bros. Truck Lines, Inc., 
Camp Robinson extension, as of Sept. 5; MC 68167, Sub. No. 6, 
Washington, Virginia and Maryland Coach Co., Inc., extension, 
Arlington Memorial Bridge, as of Sept. 3; MC 71223, Sub. No. 
3, C. I. Gaines, dba C. I. Gaines Transfer & Storage, extension, 
Utah, as of Sept. 2; MC 72124, Sub. No. 2, John F. Helders, dba 
Helders Motor Service, extension, heavy machinery, etc., as of 
Sept. 5; MC 75406, Sub. No. 2, Superior Forwarding Co., Inc., 
extension of operation, Camp Robinson, as of Sept. 5; MC 75817, 
Sub. No. 1, Elmer J. Leewery, contract carrier application, as 
of Sept. 4; MC 86457, Harry E. Scurlock, dba Scurlock Trans- 
fer & Storage Co., common carrier application, as of Sept. 5; 
MC 86779, Sub. No. 3, Illinois Central Railroad Co., extension 
of operations, Illinois, as of Sept. 2; MC 87909, Sub. No. 3, 
William Weighley, extension, South St. Paul-Newport, Minn., 
as of Aug. 29; MC 90035, Stewart T. Allen and Lawrence C. 
Carr, dba Stewart T. Allen Co., common carrier application, as 
of Sept. 2; MC 93947, Sub. No. 2, Bernard L. Johnson, dba Ben 
Johnson Coal & Transfer, extension, Kansas City, as of Sept. 3; 
MC 100348, Sub. No. 6, R. L. Smith, Attalia extension, as of 
Sept. 2; MC 101932, Sidney Hubscher, dba Hub Express, con- 
tract carrier application, as of Sept. 2; MC 102065, C. H. An- 
drews & Son, common carrier application, as of Sept. 2; MC 
102081, Anthony Piccolo, common carrier application, as of 
Sept. 5; MC 102097, Awalt Rodasky, common carrier anplica- 
tion, as of Sept. 2; MC 102262, Loyd Lee Mauney, dba Mauney 
Trucking Co., contract carrier application, as of Aug. 29; MC 
102287, C. A. Smith, common carrier application, as of Sept. 
2; MC 102382, American Trucking Service Co., common carrier 
application, as of Sept. 2; MC 102392, Elmer W. Murray, dba 
Murray Auto Parts, common carrier application, as of Sept. 3; 
MC 102394, Arthur H. Anderegg, dba Art’s Transfer & Storage 
Co., common carrier application, as of Sept. 2; MC 102399, Gen- 
eral Freight Lines, common carrier application, as of Aug. 30; 
MC 102401, Jess F. Brown and M. K. Smith, dba Jess F. Brown 
Trucking Co., common carrier application, as of Sept. 2; MC 
102420. Joseph William Poe, contract carrier application, as of 
Sept. 2; MC 102491, Roy Canterbury, common carrier anplica- 
tion, as of Aug. 29; MC 102496, L. J. Blank and N. G. Car- 
penter, dba L. J. Blank & Son, common carrier application, as 
of Sept. 4; MC 102508, Joseph Perlman, common carrier appli- 
cation, as of Sept. 4; MC 102512, Sub. No. 1, Jesse Johnson 
and Anthon Black, contract carrier application, as of Sept. 3; 
MC 102541, George W. Roberts and C. W. Roberts, dba Roberts 
& Roberts, contract carrier application, as of Sept. 4; MC 
102578, Leslie Sanders. common carrier application, as of Sept. 
3; MC 102586, Roland Arthur Berard, dba Berard’s Petroleum 
Transportation, contract carrier application, as of Sept. 2; MC 
102595, R. L. Wilkinson, dba Wilkinson Transfer, common car- 
rier application, as of Aug. 29; MC 102626, William J. Kane 
and Edna M. Kane, dba Mathis Distributing Co., extension, New 
Jersey, as of Aug. 29; MC 102669, Gem Stages, Inc., common 
carrier application, as of Sept. 4; MC 102731. Webb’s Transfer 
Line, Inc., common carrier application, as of Sept. 8; MC 78786, 
Sub. No. 63, Pacific Motor Trucking Co., extension, Lerdo Air- 
port, Calif., as of Sept. 5. 


BUS SCRIP BOOKS 


Representatives of the National Bus Traffic Association and 
of motor driveaway companies testified in support of a plan 
for reducing one-way bus fares at a hearing before Examiner 
T. M. Hanrahan at Chicago, Sentember 25, in I. and S. M-1791, 
interchangeable scrip coupon tickets. 


As described by R. G. Walker, secretary-treasurer of the 
association. Chicago, the suspended tariff, L. G. Markel’s MP- 
I. C. C. 557, would permit the association to sell scrip books 
for $90 and $450 which would contain coupons redeemable in 
regular bus tickets worth $100 and $500, respectively. The bus 
companies would receive 90 per cent of the regular fares on 
presenting the coupons to the association, Mr. Walker said. 
The scrip books, he said, could be purchased by any individual 
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or company representative; the books would be limited to the 
purchaser’s family or to the employes of a single company, 

There were no present reduced rates which could be obtained 

by individuals making many one-way trips, and the bus com. 
+A gain additional traffic under the arrangement, 
e said. 

Representatives of the driveaway companies, which employ 
drivers to transport new automobiles from factory to distribu. 
tion points and pay the drivers’ return trip fares, testified that 
their companies were entitled to a fare reduction in view of the 
large amount of business their companies gave to bus lines, 
They said their companies in 1940 had accounted for the major 
part of $600,000 of business done by bus lines on a scrip ar- 
rangement similar to the arrangement proposed. The previous 
plan had been declared unlawful by the Commission’s decision 
last April in MC C-148 and I. and S. M-822, it was said (see 
Traffic World, April 19, p. 973). The witnesses said that the 
new plan differed from the old in that the books would not be 
sold on credit, would be transferable only within certain re- 
strictions, and would be sold for as little as $90, compared with 
. Snore book sale of $450 provided for in the disapproved 
plan. 

The traffic association, at its annual meeting at Chicago, 
September 15 and 16, decided that if the Commission disap- 
proved of the present proposal the case would be taken to the 
courts (see Traffic World, Sept. 20, p. 735). 


TRUCK DRIVERS’ WAGES AND RULES 


Negotiations for wage increases and “layover” allowances 
for truck drivers were scheduled for consideration by officers 
of International Brotherhood of Teamsters and Chauffeurs of 
the American Federation of Labor and the Eleven States Area 
Committee, the motor operators’ organization, meeting at the 
Sherman Hotel, Chicago, beginning September 22. It was 
expected that the conferences would continue for two or three 
weeks, with the wage matters to come up for consideration 
after preliminary contractual terms were ironed out. The 
present two-year contract will expire November 15. 

John O’Brien, chairman of the drivers’ committee on 
negotiations, estimated that approximately 200000 drivers will 
be affected by the contract, but John L. Keeshin, chairman 
of the operators’ committee, has put the figure at 300,000. 
States covered by the negotiations are Michigan, Ohio, Indiana, 
Wisconsin, North Dakota, South Dakota, Minnesota, Nebraska, 
Illinois, Iowa, Missouri and Kansas, although the drivers’ 
union has indicated it will ask that the agreement. when 
reached, be made to include Oklahoma, Texas and Arkansas. 

The principal union demands are for a pay raise of from 
three to five cents a mile and for a layover allowance for driv- 
ers not supplied with a truck for a return trip home after 
eight hours at a terminal point. The opening meeting, Sep- 
tember 22, was chiefly in the nature of an informal get- 
together. 

The union representatives presented a demand to the op- 
erators, September 23, for a wage increase to five cents from 
the present three cents a mile and to $1.05 an hour for pick-up 
and delivery from a present short-trip rate of 80 cents. The 
operators’ committee refused to meet the request, taking the 
position that the truckers’ rates were restricted by the Com- 
mission and could not be raised to provide additional revenues 
which were said to be needed if a pay raise was to be granted. 

The negotiations were ended on that deadlock for the time 
being. The drivers’ representatives and the operators’ com- 
mittee agreed to meet again beginning October 7. Spokesmen 
for both groups said that an agreement on wages might be 
reached and that the drivers might not be called out on strike. 

Other contract terms were agreed on earlier in the meet- 
ing, including the following: Senioritv rights for the drivers; 
recognition of the A. F. L., and closed shop conditions; dis- 
missal of drunken drivers: refusal of drivers to accept pas- 
sengers, and rehiring of drivers released from duty in the na- 
tion’s armed forces. 


43 PER CENT OF ALL CARS STILL IN USE 


Forty-three per cent of all the motor vehicles ever sold in 
the United States are still in operation. and in 1940 they gen- 
erated an estimated one and one-half billion dollars in tax 
revenue, reports the American Petroleum Industries Commit- 
tee. 

“A total of 81 million cars have been produced in this 
country up to the end of 1940, of which approximately 7 mil- 
lion were exported and 74 million sold in the domestic market,” 
it said. “At the end of 1940 total motor vehicle registrations. 
as renorted by the U. S. Public Roads Administration, stood at 
32 million, which means that 43 per cent of all motor vehicles 
produced and sold in the United States are still alive and ger- 
erating taxes.” 
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Motor Sales Tax Study 


Motor Vehicle Owner Seen Paying More and More in 
Taxes—Scrutiny of Motor Tax Structure Urged 


Motor vehicle owners and operators contributed approx- 

imately $57,443,000 from 1932 to 1939 in the form of 
sales taxes affecting motor vehicle operation, according to a 
study made by the division of control, Public Roads Adminis- 
tration, and reported by William L. Haas, assistant transpor- 
tation economist, of the administration. 

All but a small part of this money was directed to the 
general support of state governments and was not used for 
highway purposes, said Mr. Haas. The amount was in addi- 
tion to the regular highway user tax contributions by motor 
vehicle owners. Summarizing the results of the study, Mr. 
Haas said: 


Collections from the various types of sales or excise taxes levied 
by the several states were very small in 1932, but increased rapidly 
in succeeding years. Although only 2 states levied sales taxes in 1932, 
22 states were levying such taxes in 1939. In addition Kentucky and 
Maryland levied excise taxes specifically on motor vehicles. 

Sales or excise taxes on new or used vehicles accounted for 64.5 
per cent of the total sales taxes levied on motor vehicles and allied 
automotive sales from 1932 to 1939. The next largest item was accounted 
for by the operations of filling service stations, parking lots, and auto 
hotels, whose contribution was 17.7 per cent of the total. Garages and 
repair shops contributed 6.2 per cent of the total while the sales of 
accessories, tires, batteries, and parts accounted for 5.7 per cent. 

Contributions of sales and excise taxes in 1938 averaged $4.40 per 
vehicle in the 24 states in which such taxes were levied. In the same 
24 states the average highway-user taxes per vehicle were $35.22. 

Sales taxes have not been initiated in recent years by any addi- 
tional states but the increase in receipts from these taxes on motor- 
vehicle owners has been occasioned by the increase in motor-vehicle 
ownership, the increase in general price levels, and improved economic 
conditions. 


Mr. Haas pointed out that a special study of highway user 
taxes—taxes on motor fuel and tees and licenses levied an- 
nuaily on motor vehicles—was published in October, 1934, by 
the Kureau of Public Koads, now the Public Roads Admunistra- 
tion of the Federal Works Agency. More than a billion dollars 
in such taxes was collected in 1932, according to that study. 
The ngure included user fees and taxes, personal property taxes, 
federal excise taxes and public bridge and ferry tolls. 

Data collected annually by the Public Roads Administra- 
tion indicated, said Mr. Haas, that the receipts from such taxes 
had increased so that the state motor vehicle and motor fuel 
taxes alone yielded approximately $1,250,000,000 in 1940. 

“The general sales tax, evidently a product of the depres- 
sion, has grown rapidly in importance since 1932, so that its 
relation to motor vehicle operation can no longer be ignored 
in any analysis of the total extent of taxes affecting motor 
vehicle ownership and operation,” said he. 


The contribution of $357,443,000 in sales taxes affecting 
motor vehicle operations was 17.2 per cent of the total of ap- 
proximately $2,077,836,000 which was collected in general 
sales taxes, use or compensating taxes, and motor vehicle ex- 
cises.in the states that levied such taxes in the period 1932- 
1939, according to the report. 


Kinds of Motor Taxation 


“Since the beginning of motor vehicle transportation,” 
says Mr. Haas, ‘‘almost every year had witnessed the imposi- 
tion of a higher aggregate of specific taxes on the highway 
user. 

“While the extent of direct taxation in the form of gasoline 
taxes and registration fees is largely a matter of general infor- 
mation, the public is not generally aware of the contributions, 
particularly in recent years, by the highway user in the form 
of other indirect but inescapable charges. Legislators—federal, 
State, and local—seeking new sources of revenue for various 
purposes, and undoubtedly impressed by the apparently in- 
exhaustible source of funds which the highway user appeared 
to provide, soon cast covetous eyes in that direction for addi- 
tional funds. The multiplicity of taxes now levied on the 
highway user is such as to make it almost impossible to deter- 
mine the full extent of his contribution toward the support of 
government in the form of taxes resulting from his ownership 
and use of a motor vehicle. 

“The following summary of the principal taxes on motor- 
vehicle owners by the various governmental agencies outlines 
ve types of taxes levied at the various levels of government. 
- Federal— 


Excise taxes on gasoline, lubricating oil, automobiles and motor- 
ee trucks, tires and tubes, and parts and accessories. 
. ate— 


a. Special.—Taxes on gasoline and lubricating oil; 


registration, 
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title and operators’ and chauffeurs’ permit fees; gross receipts and 
ton-mile taxes; occupational and privilege taxes; road and bridge tolls. 

b. General.—Personal property and sales taxes. 

3. County— 

a. Special.—Taxes on gasoline; registration fees and wheel taxes; 
operators’ license fees; road and bridge tolls. 

b. General.—Personal property taxes. 

4. Municipal— 

a. Special.—Taxes on gasoline; registration fees and wheel taxes, 
operators’ license fees, operating and franchise taxes; road and bridge 
tolis and parking meter charges. 

b. General.—Personal property and sales taxes. 

5. Other units— 


a. Township, special 
special franchise taxes. 
b. Special road and bridge authorities.—Tolls. 


road districts, etc.—Personal property and 


These are by no means all of the taxes eventually paid 
by the motor user, but they illustrate the complexity of the 
problem. Partial figures on the various kinds and amounts of 
motor vehicle taxation prepared by various governuiental 
agencies, industrial organizations, and other interested parties 
are available, but these have been confined largely to state 
and federal taxes... 

“From the time of the imposition of the first general sales 
tax in 1952 through 1939, the total contributions in state sales 
taxes by the automotive groups were $357,443,000, or 17.2 per 
cent of the total sales tax collections. ‘lhe taxes levied on the 
motor vehicle and allied businesses have increased trom less 
than $200,000 in 1932 to an annual total in 1939 of more than 
$13,000,000. The highest contribution in a single year was in 
1937 when the motor vehicle group paid $75,/03,U00 in sales 
taxes, or 18.8 per cent of the total collections. . . 


“In addition to the millions of dollars paid annually by 
motor vehicle owners in the form of direct highway-user taxes, 
these same motor vehicle owners paid more than 350 million 
dollars during the period 1932-39 in general sales and use taxes 
and motor vehicle excises occasioned directly by their owner- 
ship and operation of motor vehicles. 


“Collections from sales taxes on automotive goods were 
exceeded in 1939 only by collections from taxes on food and 
general merchandise. Since many states have come to rely 
so greatly on sales tax collections, attention should be given 
to the extent to which these sales taxes constitute an additional 
tax burden on a specific group of the population. 


Used for Non-Highway Purposes 


“The revenue obtained by the state governments from 
such sales taxes are almost entirely used for non-highway pur- 
poses. The highway user, theretore, is contributing to the 
support of general government not only through the ordinary 
taxes which he pays such as property and income taxes, but 
also through taxes which result directly from his operation of 
a motor vehicle. Such contributions are derived from those 
portions of the direct highway-user taxes, such as motor vehicle 
fees and motor fuel taxes, which are used for other than high- 
way purposes and from those portions of the sales taxes, sub- 
stantially all of which go to the support of general government, 
which result from motor vehicle operation. 


“Any taxation program that affects the motor vehicle 
operator primarily or solely because of his operation of a motor 
vehicle must be carefully analyzed with reference to the motor 
vehicle operator’s ability or willingness to pay. While there is 
no indication that the present tax schedules have reached a 
point where increased rates will reduce motor vehicle use and 
possibly reduce the total revenues, this possibility must always 
be considered. 


“It is evident that an analysis of the effect of any tax 
schedule or governmental policy on the motor vehicle owner 
must give full consideration to all taxes to which the motor 
vehicle owner is already subject. Similarly, the effect of any 
changes In tax rates must be carefully watched in order to 
determine the motor vehicle owner’s willingness and ability to 
pay at increased rates and the effect which his reaction may 
be expected to have on total governmental revenues. 


“The data obtained in this study indicate the relative im- 
portance of sales taxes in the governmental economy of almost 
half of the states, and the portion of these sales taxes that con- 
stitute additional levies on the highway user as an immediate 
result of his ownership and use of a motor vehicle. 

“Present trends indicate the possibility of the increased use 
of and dependence on the sales tax as a source of revenue. 
Sales tax officials anticipate the possible decrease in the im- 
portance of the property tax as a revenue source and the sub- 
stitution therefor of such taxes as the sales tax. This possibility 
further emphasizes the need for careful examination of the 
tax structure as it affects the highway user.” 
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Truck Freight Leading 


Two hundred and eighteen for-hire motor carriers operat- 
ing in thirty-nine states reported to the American Trucking 
Associations, Inc., that they carried 1,720,262 tons of freight 
in August as compared with 1,727,708 tons in July. The load- 
ing represented an increase of 28.1 per cent over that for 
August last year, when the same carriers transported 1,342,709 
tons. The ATA monthly index for August, based on a three- 
year monthly average as 100, was 157.70. 


Track Safety Contest 


Winners in its seventh national truck safety contest—seventy 
truck lines which averaged only one accident each 67,650 miles— 
have been announced by American Trucking Association, Inc. 

The winners ranged from local operators of one to three 
trucks, to long distance operators with hundreds of vehicles in 
their fleets. 

Each year the trucking association, which has member or- 
ganizations in every state and Hawaii, chooses the winning fleets 
in various classes. The classes are based on number of trucks 
operated and the type of operation—local or long distance. The 
1941 contest period ended July 31. 

Winners in the various classes of the fleet safety contest 
follow: 

Local division: 1 to 3 trucks—Winner, George Adams, East 
Chicago, Inc.; 4 to 10 trucks—Winner, Clayton R. Exner, Exton, 
Pa.; 11 to 25 trucks—Winner, Wheeling-Steubenville Truck Serv- 
ice, Wheeling, W. Va.; Second, George B. Holman & Co., Inc., 
Rutherford, N. J.; 26 to 50 trucks—Winner, Philadelphia Coke 
Company, Philadelphia; Second, American Transportation Co., 
Inc., Chicago; 51 to 100 units—Winner, Union Transfer Affiliated 
Co., Philadelphia; over 100 trucks—Winner, Exhibitors Service 
Co., Pittsburgh; Second, Pennsylvania Truck Lines, Inc., Phil- 
adelphia. 

Long Distance Division: 1 to 3 trucks—Winner, Harry E. 
Grimes, Arkansas City, Kan.; Second, Gordon Nichols, Fairmont, 
Neb.; 4 to 10 trucks—Winner, C. Warren Falwell, Jr., Lynch- 
burg, Va.; Second, Frank T. Geroulo, Allentown, Pa.; 11 to 25 
trucks—Winner, Hershey Chocolate Corp., Hershey, Pa.; Second, 
Peninsula Auto Express Co., Philadelphia; 26 to 50 trucks— 
Winner, Pierce Auto Freight Lines, Portland, Ore.; Second, 
Dealers Transport Co., Kansas City, Mo.; 51 to 100 trucks— 
Winner, S & C Transport Co., Pontiac, Mich.; Second (tie), Com- 
plete Auto Transit, Inc., St. Louis, Mo., and Fred Olson & Son, 
Chicago; more than 100 trucks—Winner, Huber & Huber Motor 
Express, Inc., Louisville; Second, Consolidated Freightways, 
Portland, Ore. 

In addition to the first and second place winners, six trucking 
companies in the local division and 42 in the long distance division 
were chosen to receive awards of merit. 

In the long distance division of the fleet contest, the 55 win- 
ning carriers traveled a total of 155,960,803 miles in the year 
with 1,838 accidents. Every accident in which the trucks were 
involved, no matter who was at fault, was recorded. The accident 
frequency of this class was 1.17 accidents a 100,000 miles, and 
miles traveled an accident totaled 84,853. 

In the local division, there were 15 carriers who accumulated 
19,998,741 miles with 763 accidents ranging from dented fenders 
to more serious mishaps. Accident frequency of local carriers 
was ~~. a 100,000 miles, and miles traveled an accident totaled 
26,210. 

The accumulated mileage of the seventy winners in both 
divisions totaled 175,959,544. Accidents totaled 2,601, or one each 
67,650 miles. 

On the assumption that the average passenger car runs about 
8,000 miles a year, ATA pointed out, a passenger car driver would 
have to drive 8% years to equal the record of one accident a 
67,650 miles. 

The association also announced that the Texas Motor Trans- 
portation Association had been selected as the trucking associa- 
tion which had accomplished most in the field of highway safety 
in the year, and that Consolidated Freightways, Inc., of Portland, 
Ore., had been named winner of the Trailmobile Trophy in a 
special contest to determine the trucking company which had 
made the most outstanding contribution to progress in highway 
safety methods and service to other users of the highway. 

Runner-up to Consolidated Freightways in the special Trail- 
mobile contest for safety progress was Horton Motor Lines, 
Charlotte, N. C., while the Hale-Halsell Co., McAlester, Okla., 

placed third. 

In its winning exhibit, Freightways disclosed that it is 
equipping all trucks and trailers with illuminated signs to enable 
motorists to pass its trucks without danger. One of the signs, 
which can be blinked on and off, says, ““Danger—Do Not Pass,” 
while the other reads, “Slowing Up to Let You Pass.” 


TRAFFIC WORLD 


Exhibits entered in this contest showed that the trucks of the 
three winning companies stopped hundreds of times to render 
assistance to motorists in trouble on the highways. 

Winners in the regular fleet safety contest will receive 
plaques or trophies; the Texas association will take possession 
for one year of the association safety cup, and Freightways wil] 
be awarded a special trophy. In addition, the safety directors 
of winners in eight of the fleet contest classifications will reczive 
special gifts. 

The awards are given by American Trucking Associations, 
the Trailer Company of America, and the Electric Auto-Lite 
Company. 





AUTOMOTIVE EXPORTS 

United States exports of automotive products declined 16 
per cent to $20,137,189 in July, from $24,115,341 in June al- 
though the trade was 30.5 per cent above the $15,425,218 ex. 
ported in July last year, according to the Department of 
Commerce. 

The July valuation is the highest on record for that month 
since 1937. The decrease in July was accounted for in ship- 
ments of trucks and miscellaneous automotive items as exports 
of passenger cars increased to 6,833 units valued at $4,569,996 
from 3,885 units valued at $3,409,562 in June, 1941. The largest 
increase in passenger car exports occurred in the classification 
not over $850, these units increasing to 5,934 units from 3,047 
units in the previous month. 

Truck shipments represented a low for the year, decreasing 
to 5,954 units valued at $5,161,654 from 9,394 units valued at 
$9,078,319 in June and 7,511 units valued at $4,521,956 in July 
of last year. Exports declined in all capacity classifications. 

Exports of miscellaneous automotive items decreased to 
$10,405,539 from $11,627,460 in June although showing an in- 
crease over the $8,656,713 shipped in July, 1940. However, in- 
creases over June were recorded in exports of clutch facing, 
pistons, valves, spark plugs, springs, parts for replacement 
n.e.s., accessories, second-hand trucks, motorcycles and parts, 
gasoline marine engines and Diesel and semi-Diesel marine 
engines not over 200 horsepower. 

July shipments in miscellaneous automotive products with 
comparative statistics for June, 1941 and July, 1940, included 
the following: parts for assembly, $4,067,549, $4,903,109 and 
$3,489,621; automobile engines, $174,001, $675,821 and $283,092; 
parts for replacement, $3,150,015, $2,986,145 and $3,044,099; auto- 
mobile accessories, $430,876, $381,144 and $354,948; second-hand 
motor vehicles, $73,760, $86,820 and $90,995; trailers, $79,359, 
$98,142 and $49,998; garage equipment, $370,397, $507,374 and 
$362,744; motorcycles and parts, $102,040, $59,830 and $138,546; 
motorboats, $228,937, $816,579 and $130,405; and marine 
engines, $1,728,605, $1,112,496 and $712,265. 

In the first 7 months of 1941, exports of automotive prod- 
ucts were valued at $199,008,183, an increase of about 25 per 
cent over the $159,531,433 shipped in the same period of last 
year. 


1941 HIGHWAY LEGISLATION 


“Three important developments in highway legislation en- 
acted by the 1941 state legislatures were laws providing for toll 
super-highways, freeways and liberalization of highway offi- 
cials’ authority to acquire rights of way,” says the National 
Highway Users Conference. 

“Following much the same pattern as that for the Pennsyl- 
vania turnpike, five states, Florida, Illinois, Maine, Maryland 
and New York, enacted legislation authorizing toll super-high- 
ways. These laws follow a general pattern of creating an inde- 
pendent authority (except in the state of Maryland where the 
State Roads Commission is designated) with broad powers, 1n- 
cluding eminent domain, for the construction and operation of 
turnpikes to be ultimately financed through the imposition of 
tolls upon the users.” 

The Pennsylvania legislature provided for the extension of 
the present turnpike, extending from Harrisburg to Pittsburgh, 
to the western boundary of the state, touching Ohio or West 
Virginia. In view of these extensions, said the conference, the 
Ohio legislature directed the Department of Highways of that 
state to study the economic feasibility and location of a con- 
tinuation across Ohio of the Pennsylvania turnpike. 

Bills for toll road projects were defeated in Missouri, New 
Jersey, Oklahoma and Wisconsin. 


A. T. A. CONVENTION 


Commissioner Rogers will be one of the speakers at the 
annual meeting of the American Trucking Associations, Inc. 
to be held in New York, N. Y., October 27-30. The program 
for the convention, according to John V. Lawrence, general 
manager, is now in course of preparation. 
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September 27, 1941 


Central Motor Committee Work 


The Central Motor Transportation Committee, at its meet- 
ing September 25, recommended to Ralph Budd, transporta- 
tion commissioner of the Advisory Commission to the Council 
of National Defense, that he request the State Department to 
continue efforts for an arrangement under which American 
motor carriers may use highways through the province of On- 
tario between Detroit, Mich., and Buffalo, N. Y. The subject 
has been under consideration but the committee indicated that 
it wished Mr. Budd to remind the State Department of the 
great interest motor carriers have in the matter. Hitherto 
the committee and the State Department have been working 
on the subject without having given it any publicity. 

Under the laws of Canada loaded railroad freight cars are 
permitted to pass through Canadian territory in bond. The 
motor carrier industry desires a similar arrangement for traffic 
moving in motor carriers. The saving of mileage by use of the 
Ontario highways would be great. Via them the distance from 
Detroit, Mich., to Buffalo, N. Y., is only 261 miles, while via 
American highways the distance via Cleveland, O., is 365 miles. 

Mr. Budd attended the meeting of the committee through-: 
out its session, and indicated a great interest in its work. Ad- 
dressing the committee, he said that in his work in Washington 
he based his efforts on two cardinal points, “first, to see that 
all governmental agencies participating in the defense program 
were alive to the needs of all phases of transportation and to 
_— = the simplification of administrative procedure wherever 
possible.” 

In a report from a subcommittee presented by Thomas H. 
MacDonald, commissioner of Public Roads Administration, the 
question of the classification of traffic in terms of defense needs 
was brought up. The classification of traffic would be made, 
if possible, so as to regulate the priorities in the furnishing 
of materials and supplies for motor vehicles according to the 
nature of the traffic hauled by them. For instance, in the 
event there should be a contest between truck owners for spare 
parts and repairs a proper classification of the traffic would 
provide for the furnishing of such supplies and parts for trucks 
hauling munitions ahead of all others. Under the same rules 
trucks serving florists, for instance, would probably not obtain 
materials and supplies until all others had been taken care of. 

D. L. Sutherland, president, Middle Atlantic Transporta- 
tion Co. of New York, made a report on efficiency of truck use. 
He made a series of recommendations for publicity releases via 
the Office of Production Management. One of the recommenda- 
tions was that there should be some form of a clearing house 
where those needing additional trucks could find the men having 
trucks that needed additional employment. The suggestion was 
sent to the regional committees for comments. 

__ T. L. Preble, superintendent of automotive transportation, 
Tidewater Associated Oil Co. of New York, submitted two press 
releases as to mechanical efficiency of trucks, which, if adopted, 
— be released through the Office of Production Manage- 
ment. 

The committee meeting was attended not only by Mr. Budd 
but also Wilfred Owen of the National Resources Planning 
Board, Dr. E. O. Malott, of the Department of Agriculture, Capt. 
Walter W. McCoubrey and Lieut. John R. Brown, of the War 
Department; Max Kimball, Office of Civilian Defense, G. M. 
Dougherty, Office of Civilian Supply, and A. S. McEvoy, the 
committee staff assistant. 


INTERSTATE TRADE BARRIERS 


_ A review of the interstate trade barrier situation is con- 
tained in Chapter VI of the final report of Dewey Anderson, 
executive secretary of the Temporary National Economic Com- 
mittee which investigated the concentration of economic power 
in the United States. Senator O’Mahoney, of Wyoming, chair- 
man of the committee, said the report was intended as a 
partial summary of materials found primarily in the hearings 
and monographs of the committee. 

The American domestic economy was built largely on a 
foundation of free trade throughout the country, it is pointed 
out, but in the last twenty-five years hundreds of laws, regula- 
Uons, ordinances and administrative orders had been passed 
Which impede the free flow of commerce between the states 
and even localities. 

“Trade barriers affect prices, the movement of goods and 
Services between states and lesser political jurisdictions, the 
Consumption rate of the American public, and in general the 
level of domestic trade,” says the report. 

_Nonuniformity in state legislation prescribing motor-truck 
Weight, length, load and safety requirements seriously impedes 
highway-borne commerce, it says. 

_, ,he chapter on trade barriers was written by Paul T. 
T rultt, chairman, Interdepartmental Committee on Interstate 
Track Barriers, Department of Commerce. It was reviewed 
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and criticized, said the report, by Dr. Theodore Kreps, pro- 
fessor of business economics, Graduate School of Business, 
Stanford University; Haskell Donoho, solicitor’s office, U. S. 
Department of Agriculture; Frank Bane, executive director, 
and Hubert R. Gallagher, assistant executive director, Council 
of State Governments, W. Y. Elliott, School of Government, 
Harvard university, and Dr. F. Eugene Melder, economist, 
Clark university. 


Pick-Up Practices 


Shippers and motor carriers of Central Territory, at a 
hearing held by the standing rate committee of the Central 
States Motor Freight Bureau at the Stevens Hotel, Chicago, 
September 22, discussed truck pick-up and delivery services at 
points not directly accessible to trucks. The meeting was 
called to provide interested persons an opportunity to express 
views which the bureau’s rules committee could consider when 
it would meet later in the week to work out changes in the 
tariff rules possibly necessary to meet criticisms of the Com- 
mission. Frank Purse, district director, Commission bureau of 
motor carriers, repeated those criticisms at the meeting, saying 
that present tariff rules prohibited pick-up and delivery at 
points not directly accessible to trucks and that many carriers 
and shippers were conspiring to violate the rule, particularly in 
the Chicago area (see Traffic World, Sept. 20, p. 729). The 
bureau would postpone “cracking down” on the practices until 
the motor carriers had opportunity to take steps, by changing 
rules or otherwise, to bring an end to the violations, he said. 

Charles L. Lawson, chairman of the rate committee, pre- 
siding, said the only problems involved were whether or not 
present rules permitted service to basement and upper floors; 
whether or not rules should be broadened to permit that service, 
and, if broadened, what charges should be made. Those present 
agreed that present rules did not provide for service to upper 
floors or to basements. There seemed to be considerable re- 
luctance on the part of the carriers to take a stand in support 
of rules that would provide for special pick-up and delivery 
at additional charges. The truckers expressed the fear, which 
Mr. Purse admitted was “justified,” that many shippers now 
consolidating their shipments at their own expense would de- 
mand that the truckers pay for consolidations at accessible 
points. William Noorlag, Jr., assistant traffic director, Chicago 
Association of Commerce, suggested that a rule should be made 
that, where more than one shipper was located in one building, 
all shippers should be considered to have free access on the 
street. To that the truckers objected that only a few very 
large warehouses would receive satisfactory service under 
such a rule. Any such rule, they said, might encourage ship- 
pers to demand that the truckers pay consolidation costs, 
whereas at present the difficulties involved were present at com- 
paratively few points. 

Harry Chaddick, president, American Transportation Com- 
pany, said that, if special charges were provided for by rule 
changes, the truckers would have to set up consolidation agen- 
cies at the various terminals over which the industry as a 
whole would have little control and which as a consequence 
might lead to unfair solicitation practices. The warehouses 
could, he said, give preference to trucker agencies offering the 
more extensive consolidating services. 

At the annual meeting of the directors of the Central States 
Motor Freight Bureau at the Stevens Hotel, September 23, the 
rules committee presented its views on the subject of acces- 
sorial charges for pick-up and delivery at points not accessible 
to trucks. The views were substantially those presented by 
truckers at the meeting held by the standing rate committee 
the day before. It was pointed out that, under present tariff 
rules, it was not legal to pick up or deliver freight at base- 
ments or upper floors; that the maintenance of consolidating 
agencies at large buildings, like the North Pier Terminal, Chi- 
cago, would “constitute a direct invitation to other concerns 

in Chicago and elsewhere to insist on the employment of a 
consolidating agent on their premises, and possibly the creation 
of numerous separate consolidating corporations where the ship- 
per’s plant is a large one”; that “such a practice has evil ten- 
dencies,” and that at present carriers were not in a position 
to agree on any one charge for such accessorial services when 
performed by themselves because “almost every building or 
industrial plant presents a separate problem.” The problem 
was one which building management and tenants might solve 
by making arrangements to provide accessible loading and 
unloading platforms at the buildings, it was reported. 

The board, with Chester G. Moore, chairman, presiding, 
then adopted the following motion: 


After due consideration and considerable investigation, it appears 
advisable at this time, because of rapidly changing conditions in the 
industry, not to provide accessorial services. However, if it appears 
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that further investigation will be necessary, any carrier having new 
thoughts on the subject is invited to present these views to the stand- 
ing rate committee of the Central States Motor Freight Bureau, which 
in turn will refer the thoughts in writing to the rules committee for in- 
vestigation and report. 


Mr. Moore was reelected chairman. Others elected in- 
cluded: First vice-chairman, Morgan J. Parlin, Huber and 
Huber Motor Express; second vice-chairman, Walter Mullady, 
Decatur Cartage Company; treasurer, Earl N. Cannon, Yellow 
Truck Lines; secretary, F. H. Thompson, Jr., Liberty High- 
way Company; directors-at-large, F. W. Eiselstein, Benedict 
Lines, Inc., representing Ohio territory; Harry Growcock, Day’s 
Transfer, Indiana territory; Charles Dorhn, Dorhn Transfer 
Company, Illinois territory; C. Weilbacher, Viking Freight Com- 
pany, Mississippi Valley territory, and John Bridge, Inter-State 
System, Wisconsin territory. 

The directors adopted a motion to have the chairman ap- 
point a committee of five members to collaborate with the 
standing rate committee on the possibility of simplifying tariff 
publications and increasing revenues. 


EXCEPTIONS TO MOTOR REPORTS 


MC 29743, Sub. No. 3, Fred W. Stoddard, dba Fred’s Motor 
Transportation, contract carrier application. Time for filing 
exceptions to recommended order extended to October 11. 


MOTOR ORDERS STAYED 


The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: 

MC 102004, Hubert Gage, common carrier application. 


MC 61265, Sub. No. 5, Southeastern Motor Truck Lines, 
Inc. 


Cc. M. F. A. ELECTION 


The Central Motor Freight Association, at a meeting at 
the Stevens Hotel, Chicago, September 22, elected the follow- 
ing members to the board of directors of the Central States 
Motor Freight Bureau, tariff publishing agency: Carl Ozee, 
president, Hays Freight Lines, for three years; Walter Mullady, 
president, Decatur Cartage Company, for two years; Charles 
Dorhn, president, Dohrn Transfer Co.; Alex Scherer, president, 
Scherer Freight Lines; Ernest Warskow, traffic manager, Lake 
Shore Transit Company, and Elmer Heisterberg, president, 
Crown Point Transfer Company, Crown Point, Ind., all for one 
year, and J. L. Keeshin, president, Keeshin Motor Express Com- 
pany, who will fill a two-year term left open by the resignation 
of Walter Bockstahler. Harry Chaddick, president, American 
Transportation Company, and Barney Cushman, president, 
ag oe Motor Delivery Company, are holdover members on 
the board. 


The association also elected Mr. Chaddick to the bureau’s 
executive committee as representative of Illinois members of 
the association. 


MOTOR PRODUCTION AND DEFENSE 


Donald M. Nelson, director of priorities, OPM, has issued 
two additional orders affecting automobile manufacturers, cov- 
ering the production of repair parts for passenger cars and 
light trucks. They are limitation order L-4 and preference 
rating order P-57. They are designed, it was announced, to 
assure the continued operation of passenger cars and light 
trucks now on the roads, by providing for the adequate produc- 
tion of replacement parts, as defined in the orders. 

A yardstick to be used by manufacturers of automotive 
replacement parts in estimating the proportion of materials 
used in interchangeable parts to which an A-3 preference rating 
may be applied and that to which an A-10 rating may be 
—" has been adopted by the Division of Civilian Supply, 

A rating of A-3 has been assigned to replacement parts 
for heavy and medium trucks and passenger carriers with a 
seating capacity of 15 or more. An A-10 rating has been 
— to replacement parts for passenger cars and light 
trucks. 

The manufacturers were requested, in a letter from Reavis 
Cox, supervisor of industry branches of the division, to use the 
figure of 20 per cent in estimating the proportion of materials 
used in interchangeable parts to which an A-3 rating may be 
applied, and 80 per cent in the case of materials for interchange- 
able parts to which an A-10 rating may be applied. 

The yardstick for interchangeable parts is to be used only 
in cases where the manufacturer has been unable to ascertain 
whether the parts are intended for use in vehicles in the A-3 
or in the A-10 category. 
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Questions and Answers 


e In this column will be answered questions of both legal and 

practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work, 


The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Trafic Service Corporation, Earle Building, Washington, D. C. 


LA TRE I NN TRAST RR 


Sales—Passage of Title Where Freight Is Prepaid 


Delaware.—Question: We will appreciate your opinion on 
the following problem. Supporting court decisions, if any, will 
be further appreciated. 


Goods are shipped in pool cars from our factory located as 
point “A” under the terms “F. O. B. Shipping Point” to point 
“B”, consigned to a local trucker, who is to unload the pool 
cars and distribute the goods to numerous customers located 
in and about point “B”. We consider the local trucker at point 
“B” as our agent in the distribution of these goods. 


The shipment is made on the uniform straight rail bill of 
lading which is made out consigned to (not in care of) the 
local trucker at point “B”. The names and addresses of the 
customers located in and about point “B” are not shown on 
the bill of lading in any manner although the cases are marked 
in such a way that the local trucker at point “B” will readily 
know to whom they are to be delivered. 


The shipments are interstate in character and are made on 
a prepaid basis. You will bear in mind that the shipments 
from our factory at point “A” are made “F. O. B. Shipping 
Point,” the title passing from our hands when the goods are 
loaded into the freight car. 


Under these circumstances if loss or damage occurred to 
these goods while in transit between Point “A” and Point “B” 
upon whom would the responsibility rest for filing loss or dam- 
age claims with the carrier? 


Answer: As regards the sale of specific personal property 
the rule which seems to be generally taken for granted is that 
the place where delivery is to be made when nothing is said 
about it in the bargain is the place where the property is at 
the time of the sale or the seller’s usual place of business. 
Perlman vs. Sartorius, (Pa.) 29 Atl. 852. ' 

The general rule that where goods are sold to be shipped 
to the buyer by a carrier a delivery to the carrier is a delivery 
to the buyer so as to pass title to him is, it would seem, neces- 
sarily based on the foundation that nothing having been said 
as to the place of delivery, such place is that from which the 
goods are to be shipped. A. J. Neimeyer Lumber Co. vs. Bur- 
lington, etc. R. Co., 74 N. W. 670. 

Where sale is of specific identified chattels or articles ap- 
propriated by the seller to fulfillment of the contract, the ques- 
tion as to when the title passes is primarily one of the intention 
of the parties, to be derived from the terms of the contract 
and the circumstances of the case. 

A general usage or custom of the trade of business in ques- 
tion may be controlling to show the intention of the parties as 
to when the title passes and effect will be given thereto if the 
intention of the parties is otherwise left indefinite. 

Where the provision is F. O. B. at point of shipment the 
title will pass, as a general rule, when the property is placed 
on the cars for shipment, on the other hand, where the pro 
vision is for delivery F. O. B. point of destination the title 1s 
not, as a rule, considered to pass until the subject matter has 
reached such point, as the delivery to the carrier is not a de 
livery to the buyer. 

If the place of shipment is the place where, under the 
terms of the contract, delivery is to be made to the buyer, the 
fact that on delivery to the carrier the seller pays or guaran- 
tees the freight will not prevent the delivery from constituting 
a delivery to the buyer. The payment of freight by the seller 
is, however, evidence to show that the seller assumed the duty 
of delivering at the point of destination, and will prevent, if such 
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is the case, the delivery to the carrier from being considered 
a delivery to the buyer. 

If, under the contract of sale, the payment of the freight 
charges is assumed by the seller, and the freight charges are 
not charged against the purchaser, this fact, in the absence 
of provisions in the contract of sale to show a contrary inten- 
tion, would be evidence going to show that the seller assumed 
the duty of delivering the goods at the point of destination 
and will prevent the delivery to the carrier from being con- 
sidered a delivery to the buyer. That is, it will be considered 
that the goods were sold F. O. B. point of destination and not 
F. O. B. point of origin. See the decisions in Neimeyer Lumber 
Co. vs. Burlington, etc. R. Co., 74 N. W. 670; McLaughlin vs. 
Marston, 47 N. W. 1058; Dannemiller vs. Kirkpatrick, (Pa.) 
50 Atl. 928. 

If title to the goods passes to the buyer at point of origin, 
and, therefore, if responsibility for the shortage rests with 
the carrier, the buyer and not the seller is the party who must 
proceed against the carrier for recovery of the value of the 
injured goods. 


Routing and Misrouting—Conflict Between Rate and Route 
Where Rate Shown Does Not Include Switch Delivery by 
Delivering Carrier Shown in Bill of Lading 


Tennessee.—Question: We enclose herewith copies of lad- 
ing covering three cars of feed shipped by us in the months 
of February and March. 

You will note that each lading carries routing C. R. R.- 
C. & W. C.-C. N. & L.-A. C. L. c/o A. & E. C. and for your 
information transit to Kinston, N. C., is authorized in Supple- 
ment 9 to Clinchfield’s I. C. C. 82, and the routing is restricted 
to the above route with the A. C. L. as delivering carrier. 

You are advised that the rates carried in Miller’s I. C. C. 
588, are not applicable via the A. & E. C., of which we were 
fully aware when the shipments were made. This matter was 
thoroughly discussed and understood by the billing clerk, but 
in view of all this the waybills covering the three cars carried 
identically the same routing as indicated in our lading. 

In stating that the rates and transit would not apply in 
connection with the A. & E. C., it was understood that the cars 
would be billed in care of the A. & E. C., to be delivered to 
that line at Kinston for switch movement only. 


We applied Ohio River billing, and each lading carried the 
through rate applicable via the C. R. R.-C. & W. C.-C. N. & L.- 
A. C. L., and this fact alone should have caused the Coast 
Line to challenge the routing; but instead nothing was said by 
the Clinchfield’s connections. The cars were turned over to the 
A. & E. C. at Goldsboro, N. C., and we have now been assessed 
local rate from Goldsboro to Kinston, in addition to the bal- 
ance rate up to Goldsboro. 


We contend that the billing office was fully aware of the 
fact that the rates and transit would not apply in connection 
with the A. & E. C., and they should have seen to it that 
billing was prepared in line with their understanding that 
would insure routing all the way into Kinston via lines via 
which the rates were applicable. 

We will be very glad to have you give us the benefit of such 
laws that govern cases of this kind. 

Answer: If, as we understand, the bills of lading contained 
a rate inserted by the shipper, which was not apnlicable via 
the route specified in the bill of lading by the shipper, there 
was a conflict in the bill of lading, between the rate and route. 
It then became the duty of the carrier to ascertain from the 
shipper whether the rate or the route should be observed. 
Failing to do so, the carrier is liable for misrouting. 


Liability of Carrier for Loss from Tank Car Furnished 
by Shipper 


\llinois.—Question: A manufacturer placed order F. O. B. 
destination for a car of fuel oil with a refinery located in 
Texas. Upon arrival at destination car was held over Sunday 
by delivering carrier and was to be switched to consignee’s sid- 
ing the following (Monday) A. M. 

An employee of consignee driving by on Sunday noticed 
this particular car was leaking oil freely from bottom outlet 
cap. He made every effort to stop leakage and was successful 
only after 4,000 gallons had escaped. It was noted outlet cap 
was missing and a large piece of ice had dropped from outlet 
valve after thawing, releasing the oil. 

The following day consignee accepted the remainder of 
the oil and filed claim against the delivering carrier for the 
loss. The carrier declined payment on the grounds this par- 
ticular car was a leased car, privately owned, and that same 
could not have been properly cleaned or inspected by con- 
Signor before its release to the carrier. They base their au- 
thority on Section 1 of the bill of lading (“or the act or default 
of the shipper or owner’). 

The shipper claims car was not cleaned by steam or any 
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other method, that car was properly inspected and they, there- 
fore, regardless of the fact car was shipped F. O. B. destina- 
tion and eventually arrived on consignee’s siding with half of 
oil missing declare they are not liable, that it is carrier’s re- 
sponsibility. 

In your opinion who holds the responsibility for this loss? 

Answer: In order to hold a carrier liable in damages for 
loss of goods from a tank car furnished by the shipper it must 
be shown that the carrier was negligent in its transportation 
of goods. Whether or not the carrier was negligent is a ques- 
tion of fact. 

If the carrier was not negligent in transporting the car 
in a leaky condition and the loss resulted from a defect in 
the car furnished by the shipper, which defect was not dis- 
cernible by ordinary observation or such inspection as can 
— be made, the carrier is not liable for the resulting 
Oss. 

It has been held, however, that to relieve a carrier, not 
owning, furnishing or supervising the loading of a car of oil, 
nor examining it for latent defects, from its common law lia- 
bility for safe delivery of the contents, the burden is on it to 
prove such defect and the reason therefor. See Central of Ga. 
Ry. vs. Chicago Varnish Co., 53 Sou. 832; A. & V. Ry. Co. vs. 
American Cotton Oil Co., 249 Fed. 311; A. G. S. vs. Morris 
& Co., 249 Fed. 312; also American Cotton Oil Co. vs. Davis, 
224 Pac. 23. 

In this connection, see the decision in American Cotton 
Oil Co. vs. Davis, 224 Pac. 23, particularly with respect to the 
statement on page 24 thereof regarding the function of the 
cap on the outlet valve, in so far as its absence affects the 
liability of a carrier for loss of oil from a tank car furnished 
by the shipper. 


Sales—Antedating of Commercial Invoices 


Connecticut.—Question: A shipment is forwarded freight 
prepaid on September 19th. Notwithstanding the fact that it 
is shipped on September 19th, the bill which is mailed the con- 
signee at the time of shipment carries a January 1, 1942, dating. 

Does the sale of these goods take place at the time the 
goods are shipped, the time the goods are delivered, or on the 
date of the invoice? 

Does title to the property pass from the seller to the buyer 
at the time goods are shipped, at the time goods are received, 
or at the date of the invoice? 


Answer: As regards the sale of specific personal property, 
the rule which seems to be generally taken for granted is that 
the place where delivery is to be made, where nothing is said 
about it in the bargain, is the place where the property is at 
the time of the sale or the seller’s usual place of business. 


Where the goods sold are to be shipped to the buyer by 
carrier, ordinarily a delivery to the carrier is deemed a de- 
livery to the buyer, unless the seller has agreed to deliver at 
the point of destination, and in such a case it seems that if 
nothing is said in‘regard to the time of payment, it becomes 
due on delivery by the carrier. 

If the date of shipment determines the date of delivery 
to the buyer, it would seem that the date of the bill of lading 
has no bearing on the passage of title. Furthermore, the date 
of the invoice would appear to be of no significance where the 
date of shipment fixes the time of passage of title to the buyer, 
pe psa it is specifically provided to the contrary in the contract 
of sale. 


Routing and Misrouting—Terminal Delivery—Shipper Must 
Designate Delivering Line or Location of Consignee’s Siding 


Pennsylvania.—Question: On a shipment of 44,900 pounds 
from point “A” to point “B” via railroad “xX”, it was found 
that the material was not to be used at point “B” and there- 
fore it was not unloaded from the car. Our representative (not 
a traffic man) ordered the consignee at point “B” to forward 
the material to point “C”’, without specifying routing. The 
shipment was consigned to our company in care of a company 
who would be the consignee at point “C’, no routing being 
specified. Railroad “X” did not enter point “C” and routed 
the shipment in connection with railroad “Y”. However, while 
railroad “Y” entered point “C”’, consignee was not located on 
their tracks and the shipment was turned over to railroad “Z” 
for delivery at an addtional switching charge over the regular 
charge from point “B” to “C” of $35.92. Railroad “Z’’ could 
have moved the shipment from point “B” to “C” on the regular 
rate if consignee at point “B” had shipped via that line. There 
would have been no charge for moving the car containing the 
shipment from railroad “X” to railroad “Z” at point “B”. 

The question: Who, in your opinion, should be responsible 
and pay the additional switching charge of $35.92 which, by 
the way, was not added to the regular freight charge, and 
which charge railroad “Z” is now attempting to collect. 

Answer: As your representative routed the shipment via 
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the “Y” railroad from “B” to “C”, your company is responsible 
for the additional charges, unless your representative was act- 
ing as the agent of the consignee of the shipment. 

In our opinion, the principle of the Commission’s decision 
in Lynchburg Chamber of Commerce vs. Southern Ry. Co., 115 
I. C. C. 625, governs the liability of the carrier in the instant 
case. In this case the Commission held that the mere designa- 
tion of the siding of the consignee at point of destination with- 
out specifying the name of the carrier on whose rails the siding 
was located, was not sufficient to insure delivery of the car 
at the cheapest rate. In this case the Commission cited its de- 
cision in Ohio Iron & Metal Co. vs. C. M. & St. P. Ry. Co., 28 
Lc ce. 

Under the facts in both of these cases the shipments were 
forwarded by the initial carrier via a route over which the 
lowest rate applied for delivery via the line as specified by 
the carrier in the bill of lading, but delivery could not be made 
at the siding of the consignee at this rate via the route over 
which the shipments moved. 

In other words, unless the shipper designated the location 
of the consignee’s siding, the initial carrier is justified in for- 
warding the shipment via the lines of any carrier over which 
the cheapest rate to that point of destination applies, irrespec- 
tive of delivery at the consignee’s siding. 


Liability of Shipper for Injury Caused by Trucking Company 


Pennsylvania.—Question: Will you please answer the fol- 
lowing question, giving any opinions of the Interstate Com- 
merce Commission or decisions of the Supreme Court of the 
United States in support of your opinion? 

What is the liability of the consignor on shipments moving 
via motor truck where the driver of the vehicle causes the 
death of an individual or individuals while en route to destina- 
tion ? 

In a conversation with a representative of a motor concern 
it was pointed out that in one particular instance three manu- 
facturers pooled their respective shipments together, routing 
same via motor. While the shipment was en route the driver 
injured or in another way caused the death of an individual 
and after the case had been reviewed by the court its decision 
was that the three manufacturers were held jointly with the 
motor company for any damages that might be awarded. 


It is the writer’s contention that if the facts as presented 
are correct, then the decision of that court is unconstitutional 
and not in accord with the principle as laid down governing 
cases of a like nature where either a railroad or a steamship 
company acted as agent in transmitting from point of origin 
to point of destination. 

Answer: The Interstate Commerce Commission has no 
jurisdiction over the liability of a carrier which is not the 
result of a violation of the Interstate Commerce Act. Its juris- 
diction is confined to violations of the Act. 


Motor carriers are either common carriers, or private or 
contract carriers. 


In the absence of statutory provisions to the contrary, the 
relations between a shipper and a private or contract carrier 
are either that of principal and independent contractor, or 
master and servant or principal and agent. 

If the relationship is that of principal and independent 
contractor, the shipper is not responsible for injury to third 
parties resulting from the negligence of the truck operator. 

On the other hand, if the relationship is that of master 
and servant or principal and agent, the shipper is responsible 
for the negligence of the truck operator. 


Presumably, the decision to which you refer was based 
upon a finding by the court that the relationship between the 
shipper and truck operator was that of master and servant 
or principal and agent and not that of principal and inde- 
pendent contractor. 

There are no decisions of the Supreme Court of the United 
States which relate specifically to the question of liability of a 
motor carrier, either contract or common carrier. 


Liability of Carrier for Loss Caused by Fire. 


Indiana.—Question: A shipment was forwarded from 
point A to point B. The shipment arrived at destination in 
good condition on Aug. 11, and was not removed from freight 
house of the carrier by the consignee. On the night of Aug. 12, 
during a severe storm, the freight house and entire shipment 
was destroyed by fire. It is the contention of the carrier that 
their freight depot was struck by lightning and, if so, they 
are exempted from liability by the provisions of paragraph 2 
of the bill of lading. It is the contention of the consignee that 
he did not receive notice of the arrival of this shipment at 
destination until the evening of Aug. 13, while it is the conten- 
tion of the carrier that the consignee was notified on Aug. 11, 
the date of the arrival at destination. 


TRAFFIC WORLD 


We will appreciate your advising the responsibility of the 
carrier in this instance. 

Answer: Under section A-1, rule 2, of the storage tariff, 
notice of arrival is to be given within twenty-four hours after 
arrival of the shipment and billing at destination, and under 
section C, rule 4, of the storage tariff on inbound freight held 
for removal, time will be computed from the first 7 a. m. after 
the day on which notice of arrival is sent or given the con- 
signee. 

. Under paragraph B, section 1, of the Bill of Lading Con- 
tract Terms and Conditions, the carrier is liable, as such, for 
loss or damage occurring prior to the expiration of free time, 
i. e., forty-eight hours or more, as provided for in section A-1, 
of rule 3, of the storage tariff, except that caused by an act 
of God. 

All the authorities seem to agree that loss by fire, unless 
it is caused by lightning, does not come within the exception of 
“act of God,” and accordingly is chargeable against the common 
carrier. Hale vs. New Jersey Steam Nav. Co. (Conn.), 39 Am. 
Dec. 398; C. & N. W. vs. Sawyer (Ill.), 18 Am. Rep. 613. This 
is on the theory that, no matter how free from blame or negli- 
gence the carrier may be, or how accidental or inevitable the 
conflagration, the fire must, save in the case of lightning, have 
originated by human means and cannot be said to be an act of 
Deity. This rule holding a carrier responsible as an insurer in 
the event of fire, is alike inflexible and certain, yielding to no 
hardship. But if some other factor, in itself of such a character 
as to come within the designation “act of God’’ can properly be 
deemed to be the proximate, direct and efficient cause of the 
loss, then it seems that the carrier may avoid responsibility 
although a fire may have participated in the actual destruction 
of the goods. Thus where a furious wind blows from the track 
a car containing goods which are destroyed by fire that imme- 
diately follows without negligence on the part of the carrier, 
as the result of the overturning of the cars in which are burning 
a lamp and a coal fire, it seems that the carrier will not be liable, 
as in such a case the violence of the wind may be deemed to be 
the cause of the loss, the fire following, if not instantaneously, 
immediately thereafter without negligence or any wrongful act 
of the carrier intervening to produce it, being regarded as 
merely resulting and incidental. Blythe vs. D. & R. G. (Colo.), 
25 Pac. 702. 


It has also been held that when a fire from burning woods 
was driven by a tornado into a town, and destroyed a lot of 
freight cars, the loss resulted from an “act of God.” Penna. R. 
Co. vs. Fries, 87 Pa. St. 234. 


In the instant case the determination of the carrier’s liabil- 
ity is dependent upon whether or not the storm or lightning was 
the proximate cause which set the immediate cause, i. e., the 
fire, in operation. If the starting of the fire cannot be traced to 
the storm or to lightning, the carrier is liable for the value of 
the goods which were destroyed. 


DIESELS ON HIAWATHA 


Officials of the Milwaukee Road expect to be able to make 
comparisons between the effectiveness of diesel-electric and 
streamlined steam locomotive performance in fast passenger 
service because of the placing in service on two of the rail- 
road’s four Hiawatha units of new diesel-electric locomotives. 
The operation of the remaining two will continue with stream- 
lined steam locomotives which have attained speeds as high 
as 120 miles an hour. The first of the diesel-electrics was 
pJaced in service September 20. It was christened, before it 
began its southbound journey from Minneapolis to Chicago, 
with water from Minnehaha Falls, by the Diesel Locomotive 
Fans’ Association. The train makes the trip between Chicago 
and the Twin Cities, a distance of 410 miles, in 375 minutes. 


D. & R. G. W. LECTURE SERIES 


The Denver and Rio Grande Western has set up a series 
of 43 lectures and round-table discussions for its employes, to 
be held at Denver. They began September 22 and will con- 
tinue every Monday evening, with two exceptions, to May 
25, 1942. At each of the meetings there will be a paper on 
some subject of especial interest to employes of the Rio Grande 
or of general railroad interest, by an official of the railroad 
or by a selected outsider. Afterwards there will be a question 
and answer ver‘od and an open discussion. Copies of the 
papers and discussions will be circulated among those attend- 
ing and among others unable to attend who express interest. 
Among the subjects scheduled are the economic importance of 
the D. & R. G. W.; its property, organization and operation; 
its freight traffic and service aspects; the resources and in- 
dustrial opportunities along its line; fundamentals of traffic 
salesmanship; freight rates, routes and divisions; public re- 
lations; railroad regulation, and employe relations, 
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Traffie Lesson No. 30 


Thirtieth of a Series of Fifty-Two Articles on the Fundamentals of Freight Traffic by G. Lloyd 
W ilson—Transcontinental Freight Rate Structure (Part 3) 


Rates between the northern portion of the western 

division of Transcontinental Territory and the rate groups 
of the eastern section of it are constructed in substantially the 
same manner as the rates to and from the southern section 
of the territory. 

The territory within the northern section of Transconti- 
nental Territory includes points in Washington, Oregon, Idaho, 
northern California, and western Montana, and in British 
Columbia and Alberta in Canada. 

The north Pacific coast terminals in this territory include 
among other less important points: Vancouver, British Colum- 
bia; Bellingham, Everett, Tacoma, Seattle and Olympia, Wash- 
ington; Astoria and Portland, Oregon. 

Spokane and Walla Walla, Washington; La Grande and 
Pendleton, Oregon; Coeur d’ Alene and Butte, Montana, and 
Boise, Idaho, are the centers of important interior rate groups. 
The rates for certain of the interior groups are on a lower basis 
than the rates to the north Pacific terminals. Intermediate 
points on the main lines are usually on the same basis as the 
rates to the terminals or to the important interior groups. The 
rates to other points are made differentially higher than the 
rates to the terminals or interior basing points. Several hun- 


Approximate Boundaries Eastern Transcontinental Rate Groups 
North Pacific Coast Traffic 





® any stations in Groups C and W take Group C-l rates via certain routes. 


dred scales of class rates are provided from eastern groups to 
destinations in North Pacific Territory. 

The location of north coast points, including the railroad 
location, the items in the north coast transcontinental class and 
commodity rate tariffs assigning the class rate scales and com- 
modity rate bases, and the gateways via which the rates are 
applicable are published in the North Coast Territorial Direc- 
tory Tariff, issued by the Transcontinental Freight Bureau, 
L. E. Kipp, Agent, Chicago, Illinois.’ 


Eastern Transcontinental Groups 


The accompanying map shows the approximate boundaries 
of the eastern groups for north coast transcontinental traffic. 
The territory embraced in the eastern groups for north coast 
and south coast transcontinental traffic was discussed in Article 
XXVIII, and the important differences in these groups for 
north and south coast transcontinental traffic were mentioned. 
The exact differences may be noted by comparing the descrip- 
tions of the points included in the groups in the north coast 
and south coast territorial directory tariffs. 


North Coast Terminal Class Rates 


Between the eastern transcontinental groups and the north 
Coast terminals the same scale of class rates, with only slight 
variations to or from certain groups, is applied to and from 
a number of north Pacific ports, railroad centers, and impor- 
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tant points adjacent to the ports, referred to as north coast 
terminals. These points include all the major rail and water 
transportation terminals, including such points as: Seattle, Ta- 
coma, Bellingham, Anacortes, Everett, Olympia, and Vancouver, 
Washington; Vancouver and Victoria, British Columbia; and 
Portland, Astoria, Salem, Springfield, Oregon. 


Rates to and from Interior Points in Washington 


Class rates between eastern transcontinental groups and 
points in eastern and central Washington are adjusted with 
reference to the basis of the north Pacific terminals. The basic 


Table No. 1 


NORTH COAST TRANSCONTINENTAL CLASS RATES 
BETWEEN EASTERN TRANSCONTINENTAL GROUPS 
AND NORTH COAST PACIFIC TERMINALS 


Rates in Cents Per 100 Pounds—Governed by the 
Western Classification 


Between a _—— Classes, 

and Groups 2 3 4 5 A B Cc D 

528 438 372 314 317 251 198 173 

512 429 363 305 309 244 194 166 

501 416 355 290 300 234 190 154 

487 404 342 284 293 229 182 151 

471 393 330 271 284 219 174 143 

429 363 303 260 264 204 157 138 

373 307 264 220 220 175 132 111 

380 314 270 224 224 178 134 112 

399 339 281 241 248 190 149 127 

349 294 248 217 217 166 129 121 

528 4388 372 314 317 251 198 190 

512 429 363 305 309 244 194 185 

501 416 355 297 300 240 190 182 

a alae ers . 526 457 397 321 271 274 217 171 151 
(1) Rates restricted as to origin or destination points or routes. 


Table No. 2 


FIRST CLASS TRANSCONTINENTAL RATES BETWEEN 
INTERIOR WASHINGTON GROUPS AND EASTERN 
TRANSCONTINENTAL GROUPS 


Rates in Cents Per 100 Pounds—Governed by the 
Western Classification 


Between Spokane Walla Walla Yakima 
and Groups Scale Scale Scale 


578 596 

528 563 

503 541 

479 523 

462 507 

413 458 

479 523 

462 507 

413 458 

371 §403 

1315 

578 596 

528 563 

503 541 

N (Eastbound) 479 523 
N (Westbound) 448 491 


(1) Rates restricted as to points of origin, destination or routes. 





class rates to Seattle, Bellingham, Everett, Olympia, Tacoma, 
and a large number of other terminals and points taking the 
same basis of class rates are shown in Table No. 1. 

Class rates to and from the terminals in Washington gen- 
erally are on substantially the same basis as the class rates to 
and from the south Pacific coast terminals from groups A, B, 
C, D, E, F, J, K, L and M, but the rates to and from the north 
Pacific terminals to and from groups G and H often are higher 
than those to south Pacific terminals on account of the rela- 
tively greater distances between points in these groups and 
north Pacific coast points as compared to the distances between 


800 


points in the same groups and south coast points. Main line 
points in the interior of Washington take the same rate bases 
as the north Pacific coast terminals, or lower. In eastern 
Washington class rates lower than the Pacific coast terminal 
scale are made to such points as Spokane, Walla Walla, and 
Yakima. The first class rates between eastern transcontinental 
groups and Snokane, Walla Walla, and Yakima serve to show 
the relationship of the class rates to or from these interior 
Washington groups to the north Pacific coast terminal class 


Table No. 3 
FIRST CLASS TRANSCONTINENTAL RATES TO OR FROM 
REPRESENTATIVE INTERIOR GROUPS IN OREGON 


Rates in Cents Per 100 Pounds—Governed by the 
Western Classification 


Between 


La Grande, 
Oregon 


Pendleton Elgin, 
Oregon Oregon 
578 594 
528 545 
503 520 
479 495 
462 479 
f413 ow 

1462 

413 et 

371 387 

315 315 

578 594 

528 545 

503 520 

Y (Eastbound) 479 495 

(Westbound) 448 464 
(1) Rates restricted as to points of origin, destination or routes. 





Table No. 4 


FIRST CLASS TRANSCONTINENTAL RATES HIGHER THAN 
NORTH PACIFIC TERMINAL SCALE APPLICABLE 
TO AND FROM THORNBERRY, OREGON 


Rates in Cents Per 100 Pounds—Governed by the 
Western Classification 


Between and Rates Between and 

26 
4g eres  E 
AE ree 76 
SL eee N (Eastbound) 


N (Westbound) 


(1) Rates restricted as to points of origin, destination or routes. 


Table No, 5 


TRANSCONTINENTAL FIRST CLASS RATES BETWEEN 
EASTERN AND TRANSCONTINENTAL GROUPS, 
COEUR D’ALENE, IDAHO, AND OTHER GROUPS 

TAKING THE SAME BASIS OF RATES 


First Class Rates in Cents Per 100 Pounds—Governed by the 
Western Classification 


Between 
and Groups Rates 
A, K or K-1 71 
= Sees 
lk ne 


Between 
and Groups 


(Eastbound) 
N (Westbound) 


(1) Rates restricted as to points of origin, destination or routes. 





rates. The first class rates to and from these points are shown 
in Table No. 2. 


Oregon Rates 


Class rates to and from points in Oregon take either the 
north Pacific terminal scale of rates or lower rate scales appli- 
cable to or from interior groups. Portland, Oregon, and a num- 
ber of other points in Oregon take the same rates as the rates to 
and from the north Pacific terminals in Washington, shown in 
Table No. 1. 
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Rates to and from La Grande, Pendleton, and Elgin, Oregon, 
and to other important interior basing points taking the same 
basis of class rates are shown in Table No. 3. These rates, it 
should be noted, are similar to the scales to Spokane, Walla 
Walla, and Yakima, shown in Table No. 2. 

Rates to and from points in Oregon on a higher baSis than 
the terminals or interior points are represented by the first class 
rates applicable to Thornberry, Oregon, on the Union Pacific 
Railroad, shown in Table No. 4. 


Rates To and From Points in Idaho 


Class rates between Coeur d’Alene and a number of points 
in Idaho and eastern transcontinental groups take the same 
basis of rates as Spokane, Wash. These class rates are shown 
in Table No. 2. The first class rates to and from Coeur d’Alene 
and other points taking the same rate basis are shown in Table 
No. 5. The rates to other less important points are made by 
adding arbitraries to the intermediate junction points. Thus, the 


Table No. 6 


FIRST CLASS RATES BETWEEN DOLOMITE, IDAHO, AND 
OTHER POINTS TAKING SAME BASIS AND EASTERN 
TRANSCONTINENTAL GROUPS 


Rates in Cents Per 100 Pounds—Governed by the 
Western Classification 


Groups 


Groups 


N (Eastbound) 
N (Westbound) 
(1) Rates restricted as to points of origin, destination or routes. 





Table No. 7 


TRANSCONTINENTAL FIRST CLASS RATES APPLICABLE 
BETWEEN BUTTE, MONTANA, AND OTHER POINTS 
TAKING THE SAME BASIS OF RATES AND 
EASTERN TRANSCONTINENTAL GROUPS 


First Class Rates in Cents Per 100 Pounds—Governed by the 
Western Classification 


Between and Rates 


Between and 


(1) Rates restricted as to points of origin, destination or routes. 





first class rates to Dolomite, Idaho, a local point on the Campas 
Prairie Railroad are shown in Table No. 6. 


Rates To and From Points in Montana 


Class rates between points in western Montana and points 
in the eastern transcontinental groups are generally lower than 
the rates prevailing between the same eastern points and points 
in Transcontinental Territory further west than Montana. Prin- 
cipal transcontinental rate basis points in Montana include: 
Great Falls, Chinook, Butte, Harlowton, Haugan, Billings, Hel- 
ena, Missoula, Kalispell, Heron, and Livingston. 

Most of these points and many others taking the same basis 
of class or commodity rates are placed on a scale of rates the 
first class rates of which are shown in Table No. 7. These rates 
are frequently restricted as to points of origin or destination or 
as to routes. The same basis of rates is given, as a rule, to 
Cody, Wyo., and to some points in western Colorado. Alterna- 
tive schedules of rates are provided which differ in minor re- 
spects and are restr:cted somewhat differently as to points of 
origin or destination or routes. 


Rates Between Points in British Columbia and Eastern 
Transcontinental Groups 


Rates between Vancouver, Prince Rupert, and Victoria, 
British Columbia, and a number of other points in the vicinity 
of the Pacific coast in Canada and points in eastern trans- 
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continental groups, in most instances, are on the same basis as 
the rates to Seattle, Wash., and Portland, Ore., shown in Table 
No. 1. In some cases, where extra steamship service on Puget 
Sound and its tributary waters are required, slightly higher 
class rates are in effect. Other points in British Columbia take 
rates differentially higher than the terminal rates. Scales of 
first class rates between the terminal points and different routes 
are shown in Table No. 8. 


Aggregate of Intermediate Rates Rule 


In constructing rates between points in North Coast Trans- 
continental Territory and points in the eastern transcontinental 
groups, the tariff provides that, if the aggregate of separately 
established joint, local, or proportional rates applicable on inter- 
state commerce published in tariffs lawfully on file with the 
Interstate Commerce Commission applicable via any routes over 
which the through rates published in the transcontinental north 
coast tariffs apply produce a lower charge on any shipment than 
the rate published in the north coast transcontinental tariffs, the 
aggregate or sum of the separately published rates apply via all 
routes over which the rates shown in the north coast trans- 
continental tariff apply. The through rates published in the 
north coast transcontinental tariffs in such cases have no appli- 
cation to such shipments. 

This aggregate of intermediates rule is qualified so that it 
does not apply via routes that are more than one-third longer 
than the short tariff route between the same points of origin 


Table No. 8 


TRANSCONTINENTAL FIRST CLASS RATES BETWEEN 
CANADIAN TERMINALS IN BRITISH COLUMBIA, _IN- 
CLUDING VANCOUVER AND VICTORIA, B. C., AND 
EASTERN TRANSCONTINENTAL GROUPS 


First Class Rates in Cents Per 100 Pounds—Governed by the 
Western Classification 
Between and 

Groups (*) (7) (f) 
/ 611 611 619 
594 594 602 
578 578 586 
561 561 570 
545 545 553 
495 495 
462 495 
— 570 


nad 619 
594 602 
578 586 
526 534 


*Via Canadian Pacific Railway. 
*Via Canadian National Railways. 
tVia British Columbia Coast Steamship Service, Westbound. 





and destination. It is also restricted so that the rates or rate 
factors applying over rail-and-lake or rail-lake-and-lake routes, 
via differential all-rail routes, via ocean-and-rail or rail-ocean- 
rail routes, or via rail-lake-rail routes, respectively, may be ap- 
plied only in constructing aggregate of intermediate rates via 
such routes and not in constructing rates over routes of other 
kinds, including all-rail routes.* 


North Coast Transcontinental Commodity Rates 


North Pacific Transcontinental Territory is divided, for the 
purpose of constructing commodity rates, into three groups tak- 
ing commodity rates bases 1, 2 and 3, respectively. Rate basis 
No. 1 includes the ports and terminals, No. 2 includes inter- 
mediate points, and No. 3 the east-end groups adjacent to the 
eastern boundary of Transcontinental Territory. 

There are slight variations in the general commodity rates 
to these groups. In general, where there are any variations, the 
rates to groups taking rate basis 3 are the lowest, those to rate 
basis 2 are next higher, and those to rate basis 1 are the highest. 
In many cases, the same commodity rates are applicable to or 
from two or all three of these rate bases and eastern trans- 
continental groups. Commodity rates between North Coast 
Transcontinental Territory and eastern groups are often blank- 
eted so that the same rates apply to and from several of a num- 
ber of eastern groups. In other cases, the commodity rates are 
graded from group to groups in much the same manner as class 
rates, though there is a tendency to spread the same rates over 
two or more eastern rate groups even in cases where the rates 
are graded. Perhaps it would be more accurate to say that, in 
some cases, the eastbound and westbound commodity rates are 
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blanketed over many eastern groups while, in other cases, the 
commodity rates are blanketed over a smaller number of east- 
ern rate groups. 

A representative list of commodities on which westbound 
transcontinental commodity rates are in effect from eastern 
groups to North Pacific Coast Territory are shown in Table 
No. 9. 

Table No. 10 contains a list of representative articles on 
which eastbound transcontinental commodity rates are in ef- 
fect from North Coast Transcontinental Territory to eastern 
groups. It is curious to note that both eastbound and west- 
bound rates are made on the same products, in some cases. 
This is sometimes accounted for by the fact that the rates are 
made on different varieties of the same general articles, in 
some cases and, in others, by the competition of different brands 
or products of the same general categories. Miscellaneous 
commodity rates are available between individual points of 
origin and destination or eastern transcontinental groups and 
individual points or groups in North Coast Transcontinental 
Territory. Basing rates or proportional rates are provided for 
use in constructing rates via designated basing points or gate- 
ways between eastern groups and points in North Coast Ter- 


Table No. 9 


REPRESENTATIVE COMMODITIES ON WHICH COMMODITY 
RATES ARE IN EFFECT FROM EASTERN GROUPS 
TO NORTH COAST TRANSCONTINENTAL 


Iron and steel products 
Agricultural machinery and Stoves 
implements Coke 
Motor vehicles and parts Ink 
Tires and tubes Asbestos and asbestos articles 
Alcohol Brass, bronze and copper goods 
Aluminum articles Cocoa 
Hardware Cotton 
Canned fruits and vegetables Glass and glassware 
Dry goods Electric appliances 
Dairy products Explosives, and 
Drugs Furniture 


Kaolin clay 


Table No. 10 


REPRESENTATIVE COMMODITIES ON WHICH COMMODITY 
RATES ARE IN EFFECT FROM NORTH COAST TRANS- 
CONTINENTAL TERRITORY TO EASTERN GROUPS 


Lumber, green and dry 
Millwork 

Box shooks 

Shingles 

Canned fish 

Alcohol Fish 


Dairy products 

Drugs 

Cocoanut and cocoanut 
products 

Explosives 


Furniture 

Honey 

Junk 

Machinery, and 
Magnesium products 


Agricultural implements 
Hardware 

Charcoal 

Dry goods 

Coffee 


ritory. The proportional gateways include such gateways as: 
The Missouri River crossings, the upper and lower Mississippi 
River crossings, the Chicago junction points, the Twin Cities, 
the Niagara Frontier, the western termini of the trunk lines, 
Birmingham, Alabama, Danville, Illinois, Duluth, Minnesota, 
Ohio River crossings, and Helena, Arkansas. 

The transcontinental tariffs provide that if the combination 
of proportional rates results in lower rates than the through 
rates, the lower proportionals may be used, alternatively with 
the through transcontinental rates. The through rates made 
by. ao use of basing rates apply only via the specified basing 
points. 

Basing rates from North Pacific Territory are made on 
the following points among others: Chicago and Chicago junc- 
tion points, Ill.; Jordan, Minn.; Buffalo, N. Y.; Seymour, Ind.; 
Cincinnati, Ohio; Loveland, Ohio; Ivorydale, Ohio; St. Bernard, 
Ohio; Minneapolis, Minn.; St. Paul, Minn.; Minnesota Trans- 
fer, Minn.; Lake Crystal, Minn.; Memphis, Tenn.; Cartersville, 
Ga.; Arion, Iowa; New Orleans, La.; Vicksburg, Miss.; Coun- 
cil Bluffs, Iowa; Danville, Ill.; Mendota, Ill.;) Lawrenceville, 
Tll.; Vermilion, Ill.; Farrington, Ill.;- Paris, Ill.; Pacific. Junc- 
tion, Iowa; Manilla, Iowa; Mankato, Minn.; Carmi, IIl.;. East 
St. Louis, Ill.; St. Louis, Mo.; Cairo, Il.; Seymour, Ind.; Shel- 
don, Ill.; Cherokee, Iowa; Ashland. Wis.; Atlanta, Ga.; Wimble- 
don, N. D.; Pittsburg, Kan.; Aberdeen, S. D.; Tipton Ford, Mo. 


3'Transcontinental Freight Bureau North Coast Tariffs. 
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M. C. Seizure of Ships 


After seizing three vessels at New York because of the 
strike of crews for war bonuses the Maritime Commission, 
which had made no announcements in Washington about the 
matter, issued a “statement regarding the situation.” 


The commission said it requisitioned, Sept. 18 (see Traffic 
World, Sept. 20), “three ships delayed by stoppage of work in 
sailing in national defense routes.” The ships, it said, were req- 
uisitioned for one voyage and it would pay the wage scale 
currently in effect by the former operators of the vessels. The 
officers and men would be employes of the government, it said. 
In its statement the commission said: 


On September 13, the unlicensed personnel of the Alcoa Banner, 
Alcoa Trader and the Alcoa Scout discontinued working on the ships 
of the Alcoa Steamship Company, Inc. There is a contract dated 
December 2, 1940, which is still in effect between the Seafarers’ Inter- 
national Union and the Alcoa Steamship Company which has a clause 
reading as follows: 

“There shal] be no strikes, lockouts, or stoppage of work during 
the life of this agreement.”’ 

Irrespective of this clause and further detailed provisions concern- 
ing arbitration in the collective bargaining agreement, the men stopped 
work and failed to return to their ships. 


Subsequently there have been discussions between the union and 
the company which have brought out the fact that the men are seek- 
ing war bonuses in addition to those agreed between the union and 
the line in April. The commission advised both the union and the 
line to reach an agreement to submit to arbitration the matters under 
dispute. The line agreed but the union leaders in New York refused. 


Officials of the American Federation of Labor and the Seafarers’ 
International Union have endeavored to prevail upon the New York 
leaders involved in this dispute to resume work in accordance with the 
contract with the line. These local leaders have refused. 


Two of the ships, the Alcoa Banner and the Alcoa Trader, are 
loaded with defense supplies urgently required at some of the United 
States defense bases in the Caribbean and the Alcoa Scout is ready 
to load a similar cargo but has not been able to commence loading 
since September 13 because there are no men on board the ship to 
supply steam for winches. These three vessels, in addition to trans- 
porting defense material to the bases, are required for the carriage 
of bauxite to the United States. Bauxite is the basic ore from which 
aluminum is made for airplanes and other important defense articles. 

In order that there would be no further delay the United States 
Maritime Commission have requisitioned the use of these vessels for 
one voyage and will man them with their present officers and such 
members of the crew who wish to rejoin their ships. All officers and 
men will be employes of the government. 

The wage scale adopted by the Commission for these vessels is 
the same as that currently in effect by the former operators and is 
as follows: 

Chief mate, $230; second mate, $195.50; third mate, $178.25; radio 
operator, $150; cadet, $74.75; boatswain, $102.50; able seaman, $90; 
ordinary seaman, $72.50; chief engineer, $345; first assistant engineer, 
$230; second assistant engineer, $195.50; third assistant engineer, 
$178.25; cadet, $74.25; deck engineer, $107.50; oiler, $100; fireman- 
watertender, $100; wiper, $77.50; chief steward, $142.50; chief conk, 
$127.50; second cook-baker, $107.50; messman, $77.50; utility, $77.50 
and messboy, $72.50. 

Overtime: Overtime work shall be performed only upon the au- 
thorization of the department head with the prior approval of the 
Master. His certification on the form provided therefor shall be the 
basis of overtime payments to the officers and crew. All work in ex- 
cess of eight (8) hours in twenty-four (24) required in docking and 
undocking the vessel shall be paid for at the overtime rate. 

When overtime work performed is less than one hour, overtime 
for one full hour shall be paid. Where overtime work exceeds one 
hour, the overtime work performed shall be paid for in units of one- 
half hour. 

Overtime compensation shall be paid in cash promptly upon com- 
pletion of the voyage and where practicable at the same time regular 
wages are paid. 

The overtime rate of pay for licensed personnel shall be $1.10 
per hour, and for unlicensed personnel, 80c per hour. 

Wer risk areas wherein war risk bonuses shall be paid are as 
follows: 

Area I—Trans-Atlantic voyages to Spain, Portugal, East, South 
or West coasts of Africa, Red Sea, Persian Gulf, India, Iceland and 
Greenland: 

Area II—Trans-Atlantic voyages to Russia (Archangel, etc.). 

Area III—Trans-Pacific voyages to Russia (Vladivostok, Petropav- 
losk). 

Area IV—Trans-Pacific voyages to Japan, Philippine Islands, China, 
Indo-China, East Indies, Malayan Peninsula. 

Area V—Trans-Pacific voyages to New Zealand or Australia. 

Area VI—Canada (Atlantic coast). 


The bonus areas indicated in the wage scale are those areas which 
have recently been included in an agreement reached on August 16, 
1941, between the American Merchant Marine Institute, Inc., Pacific 
American Shipowners’ Association, National Organization of Masters, 
Mates and Pilots of America, National Marine Engincers’ Beneficial 
Association, and the United Licensed Officers Association, which agree- 
ment was witnessed and signed by representatives of the Maritime 
Commissicn and the Department of Labor. 


With more than twenty shins idle because of the strike 
of seamen for war bonuses, the Maritime Commission late Sep- 
tember 22 in a telegram sent to representatives of ship op- 
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erators and all unlicensed personnel unions offered its facilities 
for conferences to end seamen’s strikes disrupting “shipping so 
vitally | needed for national defense and all-out aid to democ- 
racies.” The commission also advised the operators and unions 
that it they requested it, the commission would call a con- 
ference on September 25 in Washington in an effort to reach 
an agreement on war bonuses in various trade routes. Joseph 
P. Ryan, president of the AFL longshoremen’s union, had 
urged that such a conference be called. 

The commission sent the following message to Harry 
Lundeberg, president of the Seafarers’ International Union and 
secretary-treasurer of the Sailors’ Union of the Pacific: “Mari- 
time Commission requests immediate return to work and sail- 
ing of vessels.” The S. I. U. and the S. U. P. protested to 
President Roosevelt against what they termed “high-handed 
methods” of the Maritime Commission in taking over for op- 
eration the Alcoa vessels. The New York unit of S. I. U. asked 
the President to investigate anti-labor activities of the com- 
mission. 

President Roosevelt said at his press conference Septem- 
ber 23. in discussing the seamen’s strikes, that shins must run 
rerardless of submarine or lahor difficulties. He sa‘d the 
strikes had been referred to the Defense Mediation Board. 

Members of the Seafarers International Union, on strike 
for war bonuses, agreed to return to work late September 24 
after the disnute had been referred to the defense mediation 
board. The Sailors Union of the Pacific also voted to return to 
work. The mediation board, after taking charge, had asked the 
seamen to return to work pending the board’s consideration of 
the dispute. Reference of the dispute to the mediation board 
took it out of the hands of the Maritime Commission which had 
offered to call a conference but d’d not do so. The shins seized 
by the commission, it was pointed out at the commission, had 
been taken for one voyage only, and there would he no occa- 
sion for further action by it if the dispute were settled. 


Arming of Merchant Ships 


Referring to the sinking by the Germans of American- 
owned ships under foreign flags, the President said the sit- 
uation was headine toward the arming of merchant ships. 
When it was pointed out that arming of such ships was for- 
bidden by the neutrality act and question was raised about 
repealing that act, he said the question of how much of it should 
be repealed was under consideration and a decision might be 
made next week. 

Senator McKellar, of Tennessee, has introduced S. 1925, 
a bill to repeal the neutrality act of 1939. He said one of the 
reasons he favored repeal was that. “although the law is on 
the statute book, we are naying it virtually no attention. and no 
great government should pass a law and then disregard it.” 


CONTROL OF EXPORTS 


All exrort licenses issued by the Secretary of State and 
the Administrator of Export Control prior to the transfer of 
export control activ'ties to the Economic Defense Board by 
executive order of September 15. are continued in full force 
and effect, accordine to an administrative order issued by Milo 
Perkins, executive director of the Feonomic Defense Board. 

The order also nrovides thot all delegations of authority 
and duties in effect September 15. 1941. pursuant to the exnort 
control section of the act of July 2, 1940 (Public, No. 703. 76th 
Cong. 3rd sess.). as extended. or the so-called requisitioning act 
of October 10. 1940. are continued in effect. to be exercised on 
behalf of the Fconomic Defense Board, subject to further order. 
All action taken pursuant to such delegations of authority, 
whether purnortine to be on behalf of the Economic Defense 
Board or not. shall he deemed to have been exercised in its 
behalf, according to the board. 

A set of principles designed to prevent further dislocations 
in United States fore’en trede due to war conditions has been 
drawn up by the United States Chamber of Commerce. for 
cons‘deration by the federal government in oneration of its 
foreign trade controls. A summarv of those principles by the 
U. S. Chamber included the following statements: 


War-Peace Exnort Allocation. While recognizing the prior claim 
of military necessity unon available sunvplies, continuance of inter- 
national good-will is frequently denendent uvon uninterrunted, even 
though diminished, supnly of essential materials from the United States 
to overseas areas and vice versa. 

Government Export Control. Export control is essential but should 
continue to provide saferuards against the possibility of inequitable 
distribution of licenses and should assure prompt removal of controls 
where it is evident the control does not serve a critical need. 


BIDS FOR SEAGOING TUGS 
The Maritime Commission has received bids for constric- 
tion of seagoing tucboats, ranging from $870,000 to $1.940,080 


on a fixed nvrice basis, and from $486,500 to $1,540,080 on an 
adjusted price basis. 
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St. Lawrence Waterway Cost 


Tom J. McGrath, executive director, National St. Law- 
rence Project Conference, which is opposed to the St. Law- 
rence waterway project, has written Chairman Mansfield, of the 
House committee on rivers and harbors, taking exception to 
statements appearing in a statement of projects and estimated 
cost thereof prepared by the committee’s clerk, with reference 
to the St. Lawrence project. 

The statement referred to set forth the estimated cost of 
the project as $191,681,515 and in a footnote stated “plus 
$93,375,000 to be reimbursed by the New York State Power 
Authority.” The total of the two sums is approximately the 
estimate of $285,066,515 of the army engineers as to the cost 
of the project. Chairman Mansfield has replied that the army 
engineer estimate will be used in the committee report. Mr. 
McGrath took exception to the statement that the $93,375,000 
would be reimbursed by the New York State Power Authority 
as, he contended, this would be repaid out of payments made 
by consumers of electric power and not by the Authority with 
public funds. As to the entire cost of the project, Mr. McGrath 
said in his letter to the chairman: 


I desire further, Mr. Chairman, to point out that the estimate of 
$285,066,515 as the cost of the St. Lawrence waterway and power 
project given by General Robins of the Army Engineer Corps to the 
committee on rivers and harbors cannot be regarded as the final cost 
to the United States of the St. Lawrence project. As you know, and 
as he testified, General Robins did not include in his estimate interest 
on bonds during construction of the project or amortization charges. 
He did testify that it would cost about $10,000,000 to take care of 
eight or ten harbors, but his estimate contemplated merely entrance 
channels and turning basins. That estimate does not make provision 
for reaching the docks where cargo is handled. 

In testimony based on engineers’ estimates, Mr. Chauncey T. 
Hamlin, chairman of the Niagara Frontier Planning Board, estimated 
the cost to the United States at $596,094,990. He reached this conclu- 
sion by including interest costs during construction, amortization 
charges and the cost of improvements to lake docks and harbors with- 
out which the proposed 27-foot waterway would be inoperative. 

General Robins’ estimate of the total cost of the project to the 
United States and Canada, excluding such interest and amortization 
charges, was $429,474,515. Mr. Hamlin’s estimate of the total cost to 
both countries, including interest and amortization charges and cost 
of harbor and dock improvements was $1,144,976,725. 


Representative Ploeser, of Missouri, speaking in the House, 
said that the committee print showing estimated costs of water- 
way projects, referred to by Mr. McGrath, listed approximately 
250 projects, including the St. Lawrence, and that the esti- 
mated total cost was $755,770,731.67. He also objected to the 
estimate of cost of the St. Lawrence project as set forth in 
that print. He gave various estimates, ranging as high as 
$1,350,000,000. Discussing army engineer estimates, Mr. Ploeser 
said that, in his state, Camp Leonard Wood was estimated 
by War Department engineers to cost $15,000,000, and that it 
actually cost $33,000,000. 

Representative Fish, of New York, said the St. Lawrence 
project or the Florida ship canal was the greatest pork-barrel 
raid on the American taxpayers in the name of defense that 
had ever been brought before Congress. 


Inland Waterway Activity 


“Due to the demands of the national defense program, the 
strain on railroad transport in the United States has already 
resulted in greatly increased inland waterway activity,” says 
Thomas E. Lyons, chief of the public utility unit of the Depart- 
ment of Commerce, in the department’s Domestic Commerce 
Weekly. 

“All available waterway equipment is now being utilized 
in moving raw materials and finished products,” said Mr. Lyons. 
“Larger tows of barges than customary are now being assem- 
bled for the movement of steel from the producing areas of 
Pittsburgh and Birmingham to the Gulf ports, where it is used 
in the fabrication of ships or for other construction projects. 
On the return trip raw materails for inland plants are car- 
ried.” 

Mr. Lyons says that for years the Mississippi River system 
has been used extensively for the transport of petroleum prod- 
ucts in the middle western area. It is now being utilized to re- 
lieve the o'] shortage on the eastern seaboard, he says. “Border- 
line distribution areas formerly served from Atlantic ports are 
now being supplied by extending operations of oil depots on in- 
land waterways,” he says. 

“It has been said that the first World War was won on the 
Monongahela River because that waterway afforded facilities for 
the shipment of raw materials to the giant industries manufac- 
turing weapons and materials for weapons which finally over- 
came the Germans on the battlefields of France,” said he. 

“In addition to the Monongahela, which has been consider- 
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ably improved for navigation since World War days, many 
other waterways and channels have been developed or created 
to aid the orderly flow of waterborne commerce. 

“The railroads were the backbone of our transportation 
system in the first World War, as they are in the present emer- 
gency. However, new forms of transportation have been de- 
veloped and old methods improved to a point where they can 
materially supplement the railroads, especially during periods 
of traffic strain. 

“In 1939 the railroads carried 62.6 per cent of the total 
revenue freight moving in inland commerce, while 18 per cent 
or nearly one-fifth was handled by water, the larger volume via 
the Great Lakes, and 10 per cent via the highways. 

“In 1929, 92,622,000 short tons of freight passed through 
the Sault St. Marie Canals setting a record not equaled before 
or since that year. Shipping officials and statisticians believed 
this record would never again be attained. Today shippers and 
steamship men on the Great Lakes predict that shipments 
through the Soo Canals this year will exceed 100,000,000 tons, 
with a 75,000,000-ton ore movement the biggest single factor. 

“Increased demand for steel for the national defense pro- 
gram during 1942 definitely indicates that the ore movement 
on the Great Lakes next year must substantially exceed the 
record which is expected to be established this year. Plans are 
already being made to handle the expected increase. 

“From 1914 to 1939 the total length of available inland 
waterways increased only from 28,933 miles to 29,290 miles, but 
freight traffic jumped from 137,180,000 short tons to 329,400,- 
000 short tons. Expenditures for new work and maintenance on 
inland waterways aggregated $29,246,000 in 1914 and increased 
to $78,342,453 in 1939. 

“With the exception of a section in New Jersey, the At- 
lantic Intercoastal Waterway provides a 12-foot channel from 
Boston, Mass., to the St. Johns River in Florida and an 8-foot 
channel from the St. Johns River to Miami. 

“The Gulf Intercoastal Canal now extends from Apalachi- 
cola, Fla., to Corpus Christi, Texas, with a controlling channel 
depth of 9 feet. This project will eventually extend to the Rio 
Grande River at Brownsville, Tex. 

“These intercoastal waterways are essential, not only for 
commercial and recreational vessels, but will provide a shel- 
tered channel for the movement of shallow draft naval vessels, 
including destroyers, between the various bases on the Atlantic 
and the Gulf of Mexico, if necessity arises. 

“Until the missing New Jersey and Florida sections are 
provided the full effectiveness of the Atlantic and Gulf Inter- 
coastal Waterway system can hardly be attained.” 


Justification for Waterways 


In the waterway projects hearings before the House com- 
mittee on rivers and harbors members have discussed the allega- 
tion that the proposed omnibus river and harbor authorization 
bill is a “pork-barrel bill.” 

Representative Smith, of Washington, referring to the 
“pork-barrel” charge, said it could not be truthfully argued or 
contended that any of “these river and harbor projects are ‘pork’ 
in the sense that they might have been 30 or 40 years ago before 
the present system was adopted in reference to passing on river 
and harbor projects.” 

“There is no class of projects authorized by Congress that 
is subjected to such scrutiny and investigation as river and 
harbor projects,” said he. 

Chairman Mansfield supported Mr. Smith’s assertions. The 
reference was to the system of investigation and report on proj- 
ects made by the army engineers. 

Representative Rodgers, of Pennsylvania, said the St. Law- 
rence and Florida ship canal projects had been rejected as 
separate projects and now they were put in the omnibus bill. 
Mr. Smith said any member could move to strike out either 
project. There could be a separate vote on the St. Lawrence 
project, he said. 


Duncan on Waterway “Savings” 


Dr. C. S. Duncan, economist, Association of American Rail- 
roads, has prepared a pamphlet entitled, “Savings in Transporta- 
tion Charges by Water on Rivers and Canals Constituting the 
Inland Waterways System.” His summary of his study follows: 


1. This discussion is limited to inland waterways, the rivers and 
canals upon which the government has made large expenditures for 
improvement and maintenance. . 

2. The so-called ‘‘savings’’ in transportation by water over these 
rivers and canals are of two kinds; direct savings arising from lower 
charges by water than by other competing agencies and indirect sav- 
ings resulting from a reduction in rates by a competing carrier: to 
prevent diversion of traffic to water. 

3. The savings claimed for waterway transportation, whether 
direct or indirect, are essentially only a shifting of costs of such 
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transportation to others ihan those who pay the rates or charges for 
the actual carriage of goods—to the general taxpayers in the case of 
direct savings and to competing agencies in the case of indirect savings. 

4. The amount of so-called savings in transportation by river or 
canal has never been definitely ascertained but has been estimated 
from $6,724,000 per year to $50,000,000 for the Mississippi River System 
(the former amount including the Warrior River System). 

5. The above estimates, calculated by different methods, have one 
common element, i. e. they are applied to traffic that moves under 
and because of subsidy; there has been no estimate as to the volume 
of traffic that would move via water if it did actually bear all costs. 

6. Who gets and retains the so-called savings from transportation 
by water? The answer is— 

a. Broadly speaking, he gets the savings who owns or controls the 
traffic in transit. 

b. The one who gets the savings keeps them—all of them if pos- 
sible but shares them with distributing agencies to the extent necessary 
to secure the greatest volume of sales and, hence, the greatest possible 
total savings. 

c. Competitors who are not able to use subsidized water transporta- 
tion must absorb in their price an amount equivalent to the savings by 
water or lose their markets. 

d. Where the volume of traffic by water is great enough to affect 
market price, the savings are distributed among producer, manufac- 
turer, wholesale intermediary, retailer and consumer, but the amount 
reaching the consumer is small and depends upon competitive con- 
ditions. 

7. The so-called direct savings form the basis of economic justifica- 
tion; the indirect savings being admittedly a social waste. 

8. The method of determining savings, as used by the U. S. Army 
Engineers, is to calculate the annual cost of a waterway project, in- 
cluding interest (3% or 4%) on the unamortized portion of improve- 
ments, plus a charge for annual amortization, plus the annual main- 
tenance and operating costs, plus the operators’ charges, and to match 
the total of these costs against a corresponding rate by a competitive 
agency. To the extent the (operator’s charges) are less than the rates 
of a competing agency there is said to be a saving. 

9. The savings calculated in this manner, on the basis of tons or 
ton-miles, are then multiplied into the volume of predicted waterborne 
traffic and if the resulting sum equals a ‘‘fair return’’ on the govern- 
ment investment there is said to be economic justification. 

10. This method does not determine economic justification. 

a. As shown, the costs are paid out of general taxes but the savings 
are pocketed by the one who controls the traffic in transit or are shared 
with distributors to the extent necessary to secure the greatest volume 
of sales and, hence, the greatest possible amount of savings. 

b. Economic justification must rest upon the basic principle that 
the one who pays is the one who receives and the one who receives 
is the one who pays; by no method of economic justification can in- 
dividual advantage be balanced against general costs to determine 
economic justification. 

c. Expenditures of government funds to subsidize waterways for the 
advantage of individuals can be supported only by the principles of state 
socialism and, to be justified at all, state socialism must occupy the 
whole field. 

d. Furthermore, the savings are based on the volume of traffic 
that moves under subsidy and not, as it should be, on the volume that 
would move under the burden of total costs. 

11. Studies carried on to determine economic justification, what- 
ever the amount of savings, can not, therefore, actually determine 
economic justification but they can, if properly conducted, show 
whether or not traffic moving by water is able to bear a toll sufficient 
to recompense the government for its expenditures. 

12. If such traffic is able to bear the toll, then from an economic 
point of view it should bear such toll but if it is not able, then public 
expenditure for improvement and maintenance should not be made. 

13. A new. government policy is needed and a cease-and-desist order 
on the misuse of the phrase ‘‘economic justification.’’ 

14. The basic principle relating to waterway projects is that if 
any waterway is a necessary, a reasonable and an economic develop- 
ment, and if the operations thereon are self-supporting, i. e. pay their 
way, and are appropriately regulated, competing agencies have no valid 
basis for objection even though their special interests are adversely 
affected. 





ENCINAL TERMINALS PRACTICES 


Examiner Robert M. Furniss, of the Maritime Commission, 
in a proposed report in No. 601, G. C. Schaefer, doing business 
as Consolidated Freight Forwarding Co. vs. Encinal Terminals, 
has recommended that the commission find defendant’s use of 
its terminal facilities in connection with its railroad pool car 
business not in violation of sections 16 and 17 of the shipping 
act, 1916, and dismiss the complaint. 

Complainant, said the examiner, alleged that defendant, 
Oct. 25, 1940, inaugurated a canned goods pool car service in- 
volving use of its wharves, sheds and other facilities, to receive, 
store, and assemble canned goods for loading railroad cars, 
and that defendant’s use of its terminal facilities for such pur- 
poses and its practices in connection therewith were in viola- 
tion of the shipping act. 

Complainant is engaged in forwarding railroad pool cars of 
canned goods from Oakland, Calif., to points in the middle west. 
Defendant operates docks and other terminal facilities in con- 
nection with common carriers by water at Alameda, Calif. The 
commission, by order of May 1, 1941, dismissed defendant’s 
motion asking dismissal on jurisdictional and other grounds. 
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The examiner said complainant’s contention that de- 
fendant’s practice of using its wharf for rail pool car operation 
was unreasonable and in violation of section 17 was based on 
alleged resulting congestion, service at less than cost, and dis- 
sipation of terminal revenue. The allegations were not sus- 
tained, according to the examiner. 


M. C. HEARING POSTPONED 


The Maritime Commission has postponed from Sept. 23 to 
Sept. 30 the hearing in No. 606, Waterman Steamship Corpora- 
tion vs. American President Lines, Ltd., et al., in Room 304, 
45 Broadway, New York, N. Y., at 10 a. m., standard time. 


MAIL ON SHIPS 


Representative Burch, of Virginia, has introduced H. R. 
5692, a bill to amend section 204 of the act of March 4, 1909, 
so as to provide that a ship master shall swear to a declara- 
tion that he has delivered to the post office in a port all mail 
destined for discharge at that port before being allowed to 
make entry or break bulk. 


MAXIMUM CHARTER RATES 


In its statement of July 30 (see Traffic World, Aug. 2, 
p. 291), covering maximum time charter rates, the Maritime 
Commission said no rates were mentioned for vessels under 
2,500 tons. The commission has now decided, effective immedi- 
ately, that the $6.05 rate covering vessels from 2,500 to 2,999 
tons shall also apply to all vessels down to 1,000 tons dead- 
weight; that is the rate of $6.05 shall apply to all vessels 
between 1,000 and 2,999 tons. 


SHIP RADIO OPERATORS 


Navy Department witnesses urged the Senate commerce 
committee in a hearing on H. R. 5074, a bill designed to provide 
for elimination of disloyal ship radio operators, to report the 
bill favorably in the interest of national defense. Acting Sec- 
retary of the Navy Forrestal, in a letter, said that although 
the majority of ship radio operators were loyal, there was an 
appreciable number planted in key spots in the merchant ma- 
rine by subversive groups. The C. I. O. maritime committee 
is opposed to the bill. 


SMALL CARGO SHIPS 


Award of a contract to the Penn-Jersey Shipbuilding Cor- 
poration, Camden, N. J., for construction of nine small bulk 
cargo ships has been announced by the Maritime Commission. 

The contract was authorized on a price-minimum fee basis 
at an estimated price of $800,000 “per” vessel. The first ship 
is to be delivered 270 days after the signing of the contract, 
with subsequent deliveries at 30-day intervals. 

The vessel is similar in size and overall length to the 
“coaster” cargo ships for which the commission recently con- 
tracted. The “coasters” are approximately 2,800 deadweight 
tons and 258 feet long. 


DANGEROUS CARGO REGULATIONS 


The Bureau of Marine Inspection and Navigation, of the 
Department of Commerce, has amended its regulations for the 
safe carriage of explosives or other dangerous articles or sub- 
stances, and combustible liquids, as promulgated Jan. 7, as 
follows, effective Sept. 22: 


Sec. 146-27-100 Table K—Classification: Hazardous articles. 

Substance: Resin; rosin (colophony). 

In each of the four columns headed: ‘‘Cargo Vessel’’; ‘‘Passenger 
Vessel’’; ‘‘Ferry Vessel, Passenger or Vehicle’; ‘‘Railroad Car, Ferry, 
Passenger or Vehicle’’; under ‘‘Outside Containers’’; add: ‘‘CFR. Rule 
40-4 ply paper bags (not over 100 punds net wet.)”’ 


INCREASE ON EGGS TO HAWAII 


L. P. Mathews, traffic manager, Poultry Producers of Cen- 
tral California, San Francisco, has protested to the Maritime 
Commission against an increase of $1 a ton (40 cubic feet) on 
eggs from west coast to Hawaii, effective October 1, carried 
in Item No. 17, Matson Navigation Co. tariff 1-C, issued Sept. 
9 under special permission No. 3221. Suspension was asked 

Poultry producers, said he, had been asked by the Secre- 
tary of Agriculture to increase egg and poultry production in 
the interest of national defense and of aiding the democracies. 

“Our shipments of eggs to the Hawaiian Islands have in- 
creased 65 per cent during the past seven months and 50 per 
cent of this increase was due to the fact that we have been 
supplying necessary food to our army and navy,” said he. 

The producers faced increased feed and labor costs and 
rail carriers had reduced rates to the east on eggs from the 
west coast, he said. Higher distribution costs would block the 
efforts of the producers to increase production, he said. 
Puget Sound Egg Packers, of Tacoma, Wash., Wilsey, Ben- 
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nett Co., of San Francisco, Calif., and the Pacific States Butter, 
Egg, Cheese & Poultry Association also have filed protests with 
the commission against the proposed rate increases on poultry 
products and dairy products. 


MONEY FOR SHIPBUILDING LEASE 


Jesse Jones, Federal Loan Administrator, has announced 
that Defense Plant Corporation, an RFC subsidiary, at the re- 
quest of the Maritime Commission, has authorized the execution 
of a lease agreement with Penn-Jersey Shipbuilding Corpora- 
tion, Camden, N. J., to provide for the construction and equip- 
ping of a plant at Camden, at a cost of $315,000. Approximately 
$190,000 of this amount will be used for land, buildings and 
facilities, and $125,000 for machinery and equipment. 

These facilities will be used in the building of ships. Title 
will be retained by Defense Plant Corporation. 


DELIVERY OF LUMBER BY WATER 


The Maritime Commission has dismissed the complaint in 
No. 604, Long Beach Lumber Co., Inc., vs. Consolidated Lum- 
ber Co., on a finding that defendant, a wharf operator, did 
not refuse delivery of lumber to complainant on January 6, 
1941, at Wilmington, Calif. The wharf was being picketed on 
that date, according to the report, and the lumber was not 
delivered, said the commission, because of representations made 
to complainant’s truck driver by a union official not employed 
by defendant and complainant’s truck driver drove away with- 
out placing complainant’s truck in a position to receive de- 
livery. It was clear from the record, said the commission, that 
defendant performed its duties by allowing complainant’s truck 
to enter the yard, issuing the loading slip, and carry.ng the 
lumber from the storage yard to the hoist. 


M. C. DISTRICT OFFICIALS 


Admiral Land, chairman of the Maritime Commission, has 
announced that Julius Bouslog, a member of the commission’s 
Washington staff, has been designated district manager of the 
recently created middle Atlantic district which will have its 
headquarters at Baltimore, and that John J. Brune, an experi- 
enced Baltimore shipping man, had been designated as port 
agent (see Traffic World, Sept. 20, p. 732). 

Mr. Bouslog has been with the Maritime Commission and 
the former Shipping Board organization for many years, and 
has had a varied general experience in their activities, and also 
handling numerous special assignments. He was also at one 
time a general agent for the U. S. Lines in Chicago. He is a 
lieutenant commander in the United States Naval Reserve. 

Mr. Brune has been associated with the Quaker Line and 
the California-Eastern Line in Baltimore and has a thorough 
familiarity of the practices and the facilities of the port of 
Baltimore. 

The creation of the middle Atlantic district, comprising 
the area north of Hampton Roads to and including the Dela- 
ware River area, will provide a local centralized office for em- 
ployes already engaged in activities in Baltimore, and closer 
supervision of the Commission’s administrative routine. 





LIBERTY FLEET DAY 


_ The Maritime Commission announced that observance of 
Liberty Fleet Day, Sept. 27, when 14 new merchant ships were 
scheduled to be launched, would begin the evening of the pre- 
ceding day with a nation-wide broadcast participated in by 
Chairman Land; Major General Gregory, quartermaster gen- 
eral of the U. S. army, and Rear Admiral Robinson, Bureau 
of Ships of the U. S. navy. 

A personal message from President Roosevelt would be 
broadcast locally from each shipyard participating in the cere- 
monies, said the commission. The launchings were scheduled 
to start at approximately 6 a. m., eastern standard time, Sept. 
27, and continue throughout the day until dark. 

_ The commission said that as soon as the passenger-cargo 
ship African Planet was launched at Pascagoula, Miss., Sept. 27, 
the keel for a second passenger vessel, the American Farmer, 
would be laid in the same ways. Commissioner Woodward, of 
the commission, and John J. Farrell, chairman of the board of 
the American-South African Line which will become the owner 
of the African Planet, will speak at the launching. 


MISS. VALLEY ASSOCIATION 


The Mississippi Valley Association will hold its twenty- 
third annual convention October 27 and 28 at Hotel Statler, 
St. Louis, it is announced by Lachlan Macleay, president of 
the Association. 

_ _ Subjects to be considered at the convention this year 
include: 

Cooperation with the nation’s defense program. 

Full use of the inland waterways as a vital link in the nation’s 


transportation system during the defense emergency. 
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Location and expansion of defense industries in the safe interior 
section of the country. 

Protection of small businesses from extinction because of priority 
regulations. 

Curtailment of non-defense governmental spending, 
proposed St. Lawrence Seaway. 

Conservation and full economic use of water resources. 

Full support of the American Merchant Marine in the interests of 
national deiense and as an aid to foreign trade. 

Development of American markets in Latin America and increased 
participation of the Mississippi Valley in foreign trade. 

Post-war economic planning to prevent depressions and mal-adjust- 
ments of industry when peace comes. 


including the 


The annual dinner of the Association will be held the 
night of October 27, and on October 28 a joint luncheon of the 
Association will be held with the Associated Industries of 
Missouri. 


ALLOCATION OF SHIPS BY M. C. 

Eight more foreign cargo ships, taken over by the Mari- 
time Commission under the terms of the ship requisition act, 
have been allocated for charter by American operators in na- 
tional defense trade routes, the commission has announced. It 
said the group included four Italian vessels, on which repairs 
of sabotage damage were nearing completion, three Danish and 
one Estonian. 

The United States Lines Co. will charter the Italian 
freighters Euro and Pietro Campanella for operation out of 
North Atlantic ports, and the Mar Glauco, to be chartered by 
the Grace Line, will join the ships carrying nitrates from the 
west coast of South America, according to the commission. 
The fourth Italian ship, the Aussa, has been assigned to the 
Waterman Steamship Agency, Ltd., for operation out of Gulf 
ports (Mobile and east) and Hampton Roads. It said that the 
Danish freighters African Reefer and Broholm would be char- 
tered by the Marine Operating Co., while the Frode had been 
allocated to the South Atlantic Steamship Line, and that the 
Estonian freighter, Maret, laid up at St. Thomas, Virgin Islands, 
would be chartered by Lykes Brothers Steamship Co., Inc., for 
operation out of Gulf ports west of Mobile. The commission 
announced that with the exception of the African Reefer, which 
would fly the American flag; all other vessels would be regis- 
tered under the Panama flag. 





Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THe TraFFic WoRLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for tt 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Editor THE TRaFFIC WoRLD. 





Governor Dwight H. Green of Illinois was guest speaker 
at a luncheon meeting of the Traffic Club of Chicago at the 
Palmer House September 25. Approximately 600 persons were 
present. He spoke on the economy of government, saying that 
government should be run with as much attention paid to keep- 
ing expenses at a minimum as in business. After the present 
defense emergency ended, he said, a return should be made as 
quickly as possible to a balanced budget. He said that emer- 
gency power recently granted to government leaders should be 
revoked as soon as the emergency ended. The speaker was 
introduced as an “ex-officio director of the Illinois Central” by 
W. R. Cox, chairman of the public affairs committee, and freight 
traffic manager, Pennsylvania Railroad, Chicago. William Hay- 
wood, president of the club, and freight traffic manager, Illinois 
Central, presided. 





Members of the board of directors of the Associated Traffic 
Clubs of America are voting by mail on the membership appli- 
cation of the Women’s Traffic Club of Dallas, Texas. The club 
has 50 members. Mrs. Bobbye Hall, Red Ball Motor Freight 
Lines, is president, and Mrs. Ethyl Berry, Acme Fast Freight, 
Inc., is secretary. 


Robert S. Henry, assistant to president, Association of 
American Railroads, will speak on “Our Railroads Today” at a 
railroad night dinner meeting of the Traffic Club of Baltimore 
at the Emerson Hotel October 7. There will be a program of 
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entertainment. The club held its final golf tournament of the 
season, September 23, at the Hillendale Country Club. 





James R. Young, authority on the Far East, will be the 
speaker at the annual dinner of the Transportation Club of 
Decatur, Ill., November 6. 





Gill Robb Wilson, director of the Universal Air Freight 
Corporation, will be the guest speaker at an aviation night 
meeting of the Women’s Traffic Club of Greater New York at 
the Park Central Hotel October 14. Mrs. Ellen S. Reed, dis- 
trict traffic manager, Wells-Fargo Company, is chairman of the 
speakers committee. 





The Traffic Club of New Orleans will hold a moonlight 
dance on the S. S. President on the Mississippi River October 
2. F.J. Petagna heads the committee on arrangements. George 
W. Rappleyea, assistant to the president, Higgins Industries, 
was guest speaker at a luncheon meeting at the Hotel Monte- 
leone September 22. Two motion pictures of motor boating, 
produced by the Higgins company, were shown. The club has 
elected the following as members of a nominating committee: 
J. E. Fitzwilson, R. J. Barry, E. J. Mounes, B. M. Farmer, 
P. E. Golden, J. C. Loulin, and C. L. Thomann. The club’s na- 
tional defense and entertainment committees are making ar- 
rangements to hold a smoker, October 18, for a number of 
selective service inductees. A Hallowe’en party will be held 
October 31. 





Mary Thomas Rogers, new president of the Women’s Traffic 
and Transportation Club of Baltimore, has spent all of her 
transportation career with the Balti- 
more and Ohio. She began with that 
road as stenographer to the supervisor 
of demurrage and has, for the last 
eleven years, been secretary to the 
superintendent of car service. In the 
club, she has been secretary of the edu- 
cation committee; corresponding secre- 
tary, recording secretary, and second 
and first vice-president before her elec- 
tion to the presidency. Other officers 
elected to serve with her are: First 
vice-president, Evelyn Crowley, Whit- 
aker Paper Company; second vice- 
president, Irma C. Bock, S. J. Van Lill 
Company; recording secretary, Mildred 
Kouk Billingsley, Whitaker Paper Com- 
pany; corresponding secretary, A. Mar- 
garet Bedient, Barton, Duer and Koch 
Paper Company; treasurer, Hazel E. 
Stein, Bethlehem Steel Company; members of the board of 
directors, Leah M. Briggeman, Frank L. Wright Distilling Com- 
pany; Rae Anita Simons, Acme Steel Company; Marye C. 
Bindok, Dixon-Bartlett Company, Cordelia P. Bockmiller, 
Baker-Whiteley Coal Company. 








Prof. John D. Akerman, aeronautics instructor, University 
of Minnesota, spoke on “Aeronautics’ Part in Defense’ at the 
first luncheon meeting of the season of the Traffic Club of Min- 
neapolis at the Hotel Nicollet September 25. C. L. Fuller is 
chairman of the luncheon committee. 





Approximately 150 members and guests of the Traffic Club 
of Kalamazoo, Mich., attended the club’s golf outing September 
18. The annual dinner will be held November 18. 





Walter B. Sharp, general chairman, Houston community 
chest drive, and president, Mission Manufacturing Company, 
was guest speaker at the Traffic Club of Houston’s first lunch- 
eon meeting of the season at the Rice Hotel September 23. 
There was a program of entertainment, arranged by a com- 
mittee headed by Ralph Huddleston. The board of directors 
has appointed Howard Sherfy, Lykes Brothers Steamship Lines, 
as treasurer to fill the unexpired term of E. L. Williams, Lone 
Star Package Car Company, who was transferred to St. Louis. 





The Transportation Club of St. Paul, Minn., held its first 
luncheon meeting of the fall at the Hotel Lowry September 
23. There was a program of entertainment. Harry C. Thornton 
is chairman of a committee on arrangements for the luncheons. 





The Traffic Club of New York will hold its first meeting 
of the fall at the Hotel Biltmore September 30. There will be 
a program of entertainment. A committee will be appointed 
to nominate officers and directors for the coming year. 





Registrations for the evening traffic courses being sponsored 
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by the Traffic Club of St. Louis at the Soldan High School have 
reached 168, according to H. F. Klocker, chairman, educational 
committee. 





The Transportation Club of Atlanta, Ga., held a smoker for 
those attending the fall meeting of the Southeastern Shippers 
Advisory Board and the Southern Traffic League, September 
17, at the Atlanta Athletic Club. More than 200 members and 
guests attended. The entertainment committee, which arranged 
the program, is headed by C. H. Battle, Atlantic Coast Line 
Railroad. 





Approximately 100 students will attend a school of traffic 
sponsored by the Traffic and Transportation Association of 
Pittsburgh at the Allegheny High School this fall. Classes be- 
gin October 6. The club will hold a meeting at the Fort Pitt 
Hotel, October 3, at which there will be a program of enter- 
tainment. A Hallowe’en dinner dance will be held at the Edge- 
wood Country Club October 25. 





The Traffic Club of Wilmington, Del., will hold a dinner 
meeting at the Hotel Du Pont, October 1, designated as Asso- 
ciated Traffic Clubs of America night. Officers of the associa- 
tion will speak. The meeting was arranged by the program 
committee, T. V. Volk, chairman. 





The Pacific Traffic Association of San Francisco held a 
motor transport night dinner meeting at the Western Women’s 
Club, September 23, at which Newton Bell spoke on ‘Death 
Grapple in Russia.” There was a program of entertainment. 
Lt. Jefferson H. Myers, United States Army, spoke on “Army 
Life” at a meeting of the association’s Tuesday traffic forum 
September 23. 





The Denver Commercial Traffic Club held its first fall meet- 
ing September 17. Clyde C. Hartzell, district manager, Office 
of Production Management, spoke on ‘National Defense Con- 
tracts.” Ed O’Shea, Merchants Biscuit Company, spoke on 
“Current Transportation Topics.” 





The Traffic Club of Tulsa, Okla., held its first luncheon 
meeting of the fall, September 19, at the Mayo Hotel. A repre- 
sentative of the Frankoma Pottery Company discussed the mak- 
ing of pottery. Ed Stith, Chief Freight Lines, presided. At a 
luncheon meeting, September 23, Henry Frnka, director of 
athletics and football coach, University of Tulsa, was guest 
speaker. The club held the qualifying round of its annual golf 
tournament the week ending September 20. First and second 
round match play will be held ending October 7, and finals will be 
played by October 19. 





Lt.-Commr. J. E. Meridith spoke on “Sea Power” at a 
luncheon meeting of the Birmingham, Ala., Traffic and Trans- 
portation Club at the Tutwiler Hotel, September 25. 





New chairmen of the standing committees of the Women’s 
Traffic Club of Chicago include: Educational, Edith Krogh; wel- 
fare, Alice Aaquist; membership, Ellen Raymond, and recep- 
tion, Charlotte Powers. 





The following have been appointed by the Traffic Club of 
St. Louis as delegates and alternates to the fall meeting of the 
Associated Traffic Clubs of America at Milwaukee, Wis., Octo- 
ber 21 and 22: Delegates, H. L. Hammill, Chicago and North 
Western; H. M. Cahill, Riss and Company; W. G. Strohm, 
Louisville and Nashville Railroad; Roy H. Kranz, National 
Enameling and Stamping Company; Edward F. Ledwidge, 
Granite City Steel Company; C. S. J. Flood, Anheuser-Busch, 
Inc.; alternates, C. B. Sudborough, Pennsylvania Railroad; H. J. 
Dentzman, Chicago and Eastern Illinois; C. M. Groninger, Balti- 
more and Ohio-Alton; E. J. Carr, Illinois Central System; 
Wright Armstrong, Burlington Route; P. A. Spigelberg, Wabash 
Railway. 





The Indianapolis Traffic Club will hold a fall dinner dance 
at the Columbia Club October 11. There will be a floor show. 





“Winged Horizons,” a motion picture of the operations of 
Transcontinental and Western Air, Inc., will be shown at 4a 
luncheon meeting of the Traffic Club of Kansas City at the 
Hotel Continental September 29. R. T. Kingman is chairman 
of the committee in charge. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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September 27, 1941 


Digest of New Complaints 





No. 28708, Sub. 1, Wisconsin Retail Lumbermen’s Association, Milwau- 
kee, Wis., et al. vs. Ann Arbor et al. 

Rates and charges, bituminous coal, between upper Mich. and 
Wis. and points in W. Va., Va., southwestern Pennsylvania and 
eastern Kentucky, via car ferry routes across Lake Michigan, in 
violation of sections 1 and 3, to the extent emergency charges of 
20 cents a net ton exceed 15 cents, the undue preference alleged 
being for areas where the maximum increase was held to 15 cents. 
Ask reasonable rates and reparation. (J. W. Goodman, 5038 Plank- 
inton Bldg., Milwaukee, Wis.) 

No, 28712, H. C. Godman Co., Columbus, O., vs. Pennsylvania. 

Rates, scrap leather, Newberry, Pa., to Columbus, O., in viola- 
tion of sections 6 and 8. Asks reparation. (Lyman Brownfield, 52 
East Gay St., Columbus, O.) 

No. 28713, Van Dyck Coal Co., Inc., Appleton, Wis., vs. Ann Arbor 
et al. 

Rates and charges, soft coal, mines in West Virginia and Ken- 
tucky to Appleton, Wis., in violation of sections 1 and 3. Asks 
reparation. (C. J. Renard, P. O. Box 147, Green Bay, Wis.) 

No. 28714, Swift & Co., Chicago, Ill., vs. Baltimore & Ohio et al. 

Alleges that railroad defendants have failed and refused, since 
Nov. 12, 1938, as result of restriction of switching charge making 
it not applicable to live stock, to deliver live stock in carloads 
on railroad siding adjacent to complainant’s plant at Cleveland, O.; 
that said defendants make no provision in their published tariffs 
for absorption of any unloading charge of the Live Stock Terminal 
Service Co. and make an allowance of only 90 cents a car for 
unloading cars of live stock at the facilities of the Cleveland Union 
Stock Yards Co.; that complainant will be required, pending dis- 
position of this proceeding, to accept the delivery of shipments 
by Livestock Terminal Service Co. under provisions of its tariff 
No. 1, which publishes a charge of $4 a deck for the unloading, 
care, handling, and delivery to consignee, including storage for 
not more than 24 hours, of live stock consigned direct to packers 
at Cleveland; that defendants have thereby subjected complainant 
to unjust discrimination in violation of section 2, and have given 
undue preference and advantage to competitors of complainant at 
Cleveland, in violation of section 3(1). Asks cease and desist order 
and establishment of tariff provisions under which complainant 
may have delivered to its plant at Cleveland carload shipments of 
live stock at rates not in excess of the railroad defendants’ line 
haul rates for such transportation; also asks reparation. (Ross 
Dean Rynder, 4115 Packers Ave., Chicago, Il.) 

No, 28715, Vincennes Steel Corporation, Vincennes, Ind., vs. Chicago 

& Eastern et al. 

Rates and charges, structural steel forms and other iron and 
steel articles, such as plates, bolts, rivets, pins, washers, etc., 
manufactured from steel originating at Indiana Harbor, Ind., fabri- 
cated in transit at Vincennes, and shipped from Vincennes to Mill- 
haven, Ga., said shipments having been made from Jan. 5, 1938, 
to July 13, 1938, unreasonable and unjust in violation of section 1 
and of the long and short haul provision of section 4. Asks dam- 
ages. (R. W. Schapanski, 1421 South Aberdeen St., Chicago, Ill.) 

No, 28716, Morton Salt Co., Chicago, Ill., vs. Alton Railroad Co. et al. 

Rates, charges, minima, regulations and practices of 50 defendant 
railroads relative to transportation of salt and salt mixtures from 
Hutchinson, Kanopolis and Lyons, Kan., to all destinations in 
Nebraska, Iowa, Missouri, Arkansas, Oklahoma, Colorado and 
Wyoming, unjust and unreasonable, unjustly discriminatory against 
complainant and unduly preferential of complainant’s competitors, 
in violation of section 3, and in contravention of national trans- 
portation policy set forth in the act. Asks cease and desist order, 
establishment for the future of reasonable and non-discriminatory 
rates. (Ralph Merriam, 123 W. Madison St., Chicago, Ill.) 


No, 28717, F. Hurlbut Co., Green Bay, Wis., vs. Ann Arbor et al. 

Rates and charges, bituminous coal, shipped from West Virginia 
and Kentucky mines in ‘‘inner and outer crescent districts’ to 
Green Bay, Wis., between Nov. 22, 1938, and Feb. 13, 1941, in 
violation of sections 1 and 3, the undue preference alleged being for 
complainant’s competitors engaged in the sale and distribution of 
coal in Wisconsin. Asks reparation. (F. W. Hurlbut, Secy.-Treas., 
F. Hurlbut Co., Green Bay, Wis.) 


No, 28718, Dortch Stove Works, Inc., Franklin, Tenn., vs. Nashville- 
Franklin Railway et al. 

Rate of 47 cents a hundred pounds charged on carload of heat- 
ing stoves and parts, 24,300 pounds, shipped Sept. 23, 1939, from 
Franklin, Tenn., to Cincinnati, O., unreasonable, in violation of 
section 1. Asks damages. (T. M. Henderson, 407-08 Chamber of 
Commerce Bldg., Nashville, Tenn.) 

No, 28719, Archer-Daniels-Midland Co., Minneapolis, Minn., vs. the Alton 
et al. 

Rates and charges, linseed and soybean oil and linseed and soy- 
bean oil cake and meal, shipped from Decatur, Ill., Chicago, IIl., 
and Milwaukee, Wis., to destinations in Iowa, Minnesota, Nebraska, 
the Dakotas, Missouri, Kansas, Colorado, Wyoming and Montana, 
unjust and unreasonable, unjustly discriminatory, and unduly 
preferential or prejudicial. Asks cease and desist order and es- 
tablishment of reasonable and just rates for the future. (J. F. 


Adams, General Traffic Manager, Archer-Daniels-Midland Co., 600 
Roanoke Bldg., Minneapolis, Minn.) 

MC —— paper and paper bags, Alabama and Mississippi to New Or- 
eans, 


Investigation instituted by the Commission, division 2, on its 
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own motion, into the rates and charges, etc., on wrapping paper 

and paper bags, minimum 36,000 pounds, Mobile, Ala., and Moss 

Point, Miss., to New Orleans, maintained by parties to tariff MF- 

I. C. C. No. 185 of Southern Motor Carriers Rate Conference. 

MC C-301, Armour & Co., Chicago, IIl., vs. William E. Bell, dba Mid- 
way Transit Co. 

Rates and charges, fresh meats, packing house products and 
other products of slaughtered animals, shipped between May 15, 
1939, and November 18, 1940, from Chicago, Ill., to points in 
Michigan, unjust and unreasonable in violation of section 216, part 
II of the interstate commerce act. Asks prescription of reasonable 
= (Paul E. Blanchard, Armour Building, U. S. Yards, Chicago, 

MC C-302, Morton Salt Co., Chicago, Ill., vs. A. E. Adams, dba Adams 
Transfer & Storage Co., Oklahoma City, Okla., et al. 

Rates, charges, minima, regulations and practices of defendants, 
over 100 in number, relative to transportation of salt and salt 
mixtures from Hutchinson, Kanopolis and Lyons, Kan., to all des- 
tinations on lines of defendants in Nebraska, Iowa, Missouri, Ar- 

kansas, Oklahoma, Colorado and Wyoming, unjust and unreasonable, 
unlawful and unjustly discriminatory, with undue preference of 
complainant’s competitors, in violation of section 216 of part II 
of the interstate commerce act. Asks cease and desist order, es- 
tablishment for the future of reasonable rates. (Ralph Merriam, 
123 W. Madison St., Chicago, Ill.) 
MC C-302 Sub. No. 1, Morton Salt Co., Chicago, Ill., vs. Will C. Bar- 
rett, dba Will C. Barrett Feed & Poultry Co., Wichita, Kan. et al. 

Minimum rates, charges, minima, regulations and practices of 
seven defendants, contract carriers of property, including salt and 
salt mixtures, by motor vehicle from Hutchinson, Kanopolis and 
Lyons, Kan., to destinations on their lines in Nebraska, Iowa, 
Missouri, Arkansas, Oklahoma, Colorado and Wyoming, unjust and 
unreasonable, unjustly discriminatory against complainant and 
unduly preferential of complainant’s competitors, in violation of 
section 218 of part II of the interstate commerce act as amended, 
and in contravention of national transportation policy as set forth 
in that act. Asks cease and desist order, establishment for the 
future of reasonable and non-discriminatory rates. (Ralph Mer- 
riam, 123 W. Madison St., Chicago, IIl.) 

MC C-303, feed, salt, from and to Kansas and Missouri. 

Investigation instituted by the Commission, division 2, on its own 
motion, into and concerning the reasonableness and lawfulness 
otherwise of the minimum rates and charges, and the rules, etc., 
affecting such rates and charges applicable to the transportation in 
interstate or foreign commerce of feed from Kansas City, Mo., to 
Wichita, Kan., and on salt from Lyons, Kan., to Kansas City, Mo., 
proposed to be put into effect by Will C. Barrett, dba W. C. Barrett 
Feed & Poultry, Wichita, Kan. 

MC C-304, merchandise, New England to Pennsylvania points. 

Investigation instituted by the Commission, division 2, on its 
own motion, into and concerning the reasonableness and lawfulness 
otherwise of the rates and charges, and the rules, etc., affecting 
such rates and charges, applicable to the transportation in inter- 
state or foreign commerce of merchandise as described in item No. 
5-A, supplement No. 10 to tariff MF-I. C. C. No. 2 of Walter F. 
and Edgar A. Leonard, dba Leonard Bros. Motor Express Service, 
maintained by carriers participating in said tariff, from Bridge- 
port and Stamford, Conn., and Cambridge, Mass., to McKeesport 
and Pittsburgh, Pa. 


PITTSBURGH PRACTITIONERS’ MEETING 


The Pittsburgh region chapter of the Association of In- 
terstate Commerce Commission Practitioners will hold a meet- 
ing inthe rooms of the Traffic Club of Pittsburgh at the 
William Penn Hotel September 29. W. B. Rodgers, president, 
Pittsburgh Coal Exchange, will speak on “The Port of Pitts- 
burgh and Its Inland Water Commerce.” Joseph C. Beck, chair- 
man of the chapter, will preside. 


ROCK ISLAND SERVICE 


The Chicago, Rock Island and Pacific has announced that 
it will again operate its Arizona Limited, fast Chicago-Phoenix 
passenger train, the coming winter season. The train serves 
Kansas City, El Paso, Douglas, Tucson and Chandler in addition 
to Chicago and Phoenix. It makes the run in 39 hours, 40 
minutes. The first run westbound will be on December 15 
and eastbound December 17. Thereafter the train will run in 
both directions on alternate days. 


The Chicago, Rock Island and Pacific began service Sep- 
tember 22, of the Overnighter, a new special freight train op- 
erating on a schedule comparable with fast passenger schedules. 
The train leaves Chicago daily at 7:30 p. m. and arrives at Des 
Moines, Iowa, at 6:00 a. m. on the following morning. It car- 
ries freight out of Chicago locally and from eastern connec- 
tions. At Des Moines it connects with trains for points else- 
where in Iowa and adioining states. In addition to furnishing 
faster service to shippers and receivers, the new service will 
release cars, in many instances, 24 hours earlier than at present, 
thus making them available for further loading that much 
sooner, an important factor when car efficiency is being 
prompted in the interests of national defense, the railroad says. 








Docket of the Commission 





NOTE—Items in the docket marixed with an asterisk (*) have been 
added since the last issue of THe TraFFric WorLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


September 29—Augusta, Ga.—U. S. Court—Jt. Bd. 101: 
MC 102947—J. D. Bradley, Glennville, Ga., certificate. 


September 29—Augusta, Ga.—U. S. Court—Jt. Bd. 131: 
MC 102729—Dicks-Geddings, Inc., Dunbarton, S. C., certificate. 


September 29—Boston, Mass.—Hotel Manger—Examiner Kassel: 
Ex Parte MC 22—New England motor carrier rates. 


September 29—Brooklyn, N. Y.—St. George Hotel—Examiner Wilkins: 
Ww-92—C. F. Harms Co., New York, application to operate as water 
carrier. 
W-132—Cleary Brothers, New York, application to operate as water 
carrier. 
W-130—Hills Towing & Transportation Corp., New York, N. Y., ap- 
plication to operate as a water carrier. 


September 29—Brooklyn, N. Y.—Hotel St. George—Examiner Haley: 
MC 59576—G. Russo and J. J. Russo, New York, N. Y. 


September 29—Charlotte, N. C.—U. S. Court—Examiner McCaslin: 
1. & S. M-1714—Petroleum, containers between eastern southern 
points and N. C, 


September 29—Chicago, II|.—Sherman Hotel—Examiner Hanrahan: 
MC 22310—Freer Motor Transfer Co., Chicago. 
MC 22311—Freer Motor Transfer Co., Chicago, certificate or permit. 


September 29—Chicago—Sherman Hotel—Examiner Prichard: 
Finance 13401—Application Stockyards Ry. Co. authority to lease 
and operate railroad properties of St. Paul Union Stockyards Co. 
Finance 13439—Peninsula Terminal Co. authority to lease and operate 
railroad properties of Portland Union Stockyards Co. 


September 29—Indianapolis, Ind.—State Comm.—Jt. Bd. 21: 

* MC 2974 Sub. 2—O. I. M. Transit Corp., Fort Wayne, Ind. 

September 29—Louisville, Ky.—U. S. Ct.—Examiner Fuller: 
28629—Commonwealth of Kentucky et al. vs. I. C. et al. 
28689—Illinois Coal Traffic Bureau vs. Ahnapee & Western et al. 


September 29—Luling, Tex.—Federal Bldg.—Examiner Lyle: 
Finance 13330—Application of T. & N. O. for permission to abandon 
its line from Lulling to Lockhart, in Coldwell County, Tex. 


September 29—Omaha, Neb.—Hotel Fontenelle—Commissioner Patter- 
son and Examiner Mattingly: 
28496 et al.—Proportional rates of common carriers and minimum 
charges of contract carriers. 


September 29—Omaha, Neb.—Hotel Fontenelle—Examiner Dunn: 
MC 45633—James Ollie Transfer Co., Council Bluffs, Ia., certificate 
or permit. 
1. & S. M-1647—Hides, 
points. 


September 29—Pittsburgh, Pa.—Federal Bldg.—Examiner Borroughs: 
MC 3876 and Sub. 1—Puhl and Falconer, Pittsburgh. 


September 29—Pueblo, Colo.—Federal Bldg.—Examiner Werner: 
MC C296—Petroleum products—Kansas to Colorado points. 
1. & S. M 1796—Petroleum products—Kansas points to Fowler and 
Pueblo, Colo. 
1. & S. M 1574—Gasoline—Augusta, Kan., to Colorado points. 
1. & S. M 1746—Gasoline—Enid, Okla., Hutchinson, Kan., to Colorado 
points. 


September. 29—San Angelo, Tex.—St. Angelus Hotel—Jt. Bd. 77: 
MC 102316—R. S. (Boss) Neal, Barnhart (Ozona), Tex., certificate. 
MC 102359—L. Pfeil. Fredericksburg, Tex., certificate. 
MC 102395—L. B. Burk, Eldorado, Tex., certificate. 
September 29—Tacoma, Wash.—U. S. Ct.—Examiner Walsh: 
1. & S. 4854—All freight, Butte, Mont., to Spokane, Wash. 
September 29—Washington, D. C.—Examiner Nye: 
* Finance 13408—Application B. & O. for authority to construct a line 
in Somerset County, Pa., and to operate said line. 
September 29—Wilmington, N. C.—Wilmington Hotel—Examiner John- 


pelts, skins—Omaha, South Omaha to Mo. 


son: 
28662—North Carolina Line, Inc., vs. Norfolk, Baltimore & Carolina 
Line, Inc. 


W-595—Norfolk, Baltimore & Carolina Line, Inc., authority under 
section 309 (a) and (f). 
W-309—North Carolina Line, 

309(f). 
September 30—Belvidere, I!1.—Federal Bldg.—Examiner Prichard: 
Finance 13363—Application of trustee of C. & N. W. for permission 
to abandon a line extending from Sycamore to Caledonia, IIl. 
September 30—Brooklyn, N. Y.—Hotel St. George—Examiner Haley: 
MC 25894—Stefanile Transportation Co., New York, N. Y. 
September 30—Chicago, IIl.—Sherman Hotel—Examiner Stiles: 
1. & S. 2595—Meats and packing-house products to, from and between 
southwestern and western trunk line points. 
12068—Wilson & Co., Inc., of Okla. et al. vs. Director General, as 
agent, C. B. & Q. et al. 
12067—Wilson & Co., Inc., vs. Director General, as agent, A. T. & 
S. F. et al. 
12127—Swift & Co. vs. St. L.-S. F., Director General, as agent, et al. 


Inc., authority sections 309(a) and 
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12271—Morton Gregson Co. et al. vs. Director General, as agent, A, 
T. & S. F. et al. 
12175—Morris & Co. vs. Director General, as agt., A. T. & S. F. et al, 
12193—Armour & Co. vs. M. K. & T., Director General, as agent, et al, 
12284—Wilson & Co., Inc., of Okla., et al. vs. Director General, as 
agent, C. R. Il. & P. et al. 
12301—Albert Lea Packing Co., Inc., et al. vs. Director General, as 
agent. 
12398—Armour & Co. et al. vs. A. T. & S. F., Director General, as 
agent, et al. 
12515—Swift & Co. vs. Kansas City Terminal, Director General, as 
agent, et al. 
12646—Swift & Co. vs. A. T. & S. F. et al. 
15362—Jacob E. Decker & Sons et al. vs. C. R. I. & P. et al. 
15389—-Swift & Co. vs. A. T. & S. F. et al. 
15446—Albert Lea Packing Co. et al. vs. C. R. I. & P. et al. 
15606—Armour & Co. et al. vs. A. T. & S. F. et al. 
18473—-George A. Hormel & Co. vs. C. M. & St. P. et al. 
18741—Swift & Co. vs. A. T. & S. F. et al. 
1. & S. 2533—Butter and lard tubs, meats and packing-house products 
from and to southwestern points. 
Fourth section aps. 469, 1848, 12788, 12795, 12806, 12807 and 12886. 
MC-C 225—Fresh meats, Kansas City to Ark. 
September 30—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 185: 
MC 95774, Sub. 1—Brueck Bros., Battle Creek, Ia., certificate to extend 
operations. 
September 30—Pueblo, Colo.—Federal Bldg.—Examiner Werner: 
1. & S. M-1800—Beans or peas, dry—between Colorado and Okla- 
homa points. 
September 30—San Angelo, Tex.—St. Angelus Hotel—Jt. Bd. 33: 
MC 102390—D. E. Bloomer, Stanton, Tex., certificate. 
MC 102610—H. E. Pettigrew, London, Tex., certificate. 
September 30—Seattle, Wash.—Olympic Hotel—Examiner Walsh: 
W-354—James Griffiths & Sons, Inc., Seattle, Wash., application to 
operate as water carrier. 
W-355—Griffiths Steamship Co., Seattle, Wash., application to operate 
as water carrier. 
W-356—Coastwise Steamship & Barge Co., Inc., Seattle, Wash., ap- 
plication to operate as water carrier. 
September 30—Washington, D. C.—Argument: 
Finance 13189—Alabama & Florida abandonment. 


September 30—Washington, D. C.—Examiners Brinkley and Nye: 

* Finance 11915—Application Erie and Nypano, and Erie, Nypano and 
Cleveland & Mahoning Valley for authority to purchase properties 
of the Nypano and Cleveland & Mahoning Valley and to assume 
liability with respect to $18,000,000 bonds. 


October 1—Brooklyn, N. Y.—Hotel St. George—Examiner Haley: 
MC 38918—Terminal Transfer, Inc., New Brunswick, N. J., certificate 
or permit. 
October 1—Chicago, !Il.—Sherman Hotel—Examiner Hanrahan: 
MC 52657, Sub. 7—Arco Auto Carriers, Inc., Chicago, Ill., certificate 
to extend operations. 
October 1—Kansas City, Mo.—Hotel President—Commissioner Patter- 
son and Examiner Mattingly: 
28496 et al.—Proportional rates of common carriers and minimum 
charges of contract carriers. 


October 1—Kansas City, Mo.—Pickwick Hotel—Examiner Dawson: 
Il. & S. M-1801—Lard, compound, substitutes—Kansas City to Mem- 
phis. 
1. & S. M-1795—Fire fighting apparatus, 
points. 


October 1—Norfolk, Va.—Monticello Hotel—Examiner Johnson: 
W-335—C. G. Willis, Norfolk, Va.. application under section 309. 
W-530—Wood Towing Corp., Norfolk, Va., exemption section 303(e). 
W-530—Wood Towing Corp., Norfolk, Va., authority section 309. 


October 1—Omaha, Neb.—Hotel Fontenelle—Jt. Bds. 182 and 192: 
MC 95529 Sub. 1—F. H. Harding, Sibley, Ia., certificate to extend 
operations. 
MC 102531—L. Hardisty, Massena, Ia., certificate. 


October 1—Pittsburgh, Pa.—Federal Bldg.—Jt. Bd. 27: 
MC 74618 Sub. 3—Warren Transfer & Storage Co., 
certificate to extend operations. 


October 1—San Angelo, Tex.—St. Angelus Hotel—Jt. Bd. 33: 
MC 95135 Sub. 2—Landon Truck, San Angelo, Tex., permit to extend 
operations. 
MC 102317—J. A. Burleson, Lawn, Tex., certificate. 
MC 102348—L. E. Jones, Ackerly, Tex., certificate. 
October 1—Washington, D. C.—Examiner Johnson: 
17000, part 8—Rate structure investigation, cottonseed, its products, 
and related articles. 


October 1—Washington, D. C.—Jt. Bd. 120: 
MC 102780—W. C. Kloman, Jr., Accokeek, Md.. certificate. 


October 2—Boston, Mass.—Hotel Manger—Examiner Kassel: 
Ex Parte MC 22—New England motor carrier rates. 
October 2—Brooklyn, N. Y.—St. George Hotel—Examiner Wilkins: 
W-37—Jacobus-Grauwiller Co., New York, application to operate as 
water carrier. 
W-57—Frederick E. Grauwiller, New York, application to operate as 
water carrier. 
W-702—Application of F. S. Jacobus Transportation Co., Inc. 
October 2—Brooklyn, N. Y.—Hotel St. George—Examiner Haley: 
MC 101219 Sub. 3—Merit Dress Delivery, Inc., New York, N. Y» 
certificate to extend operations. 
MC 101766—I. Deutsch, Brooklyn, N. Y. 


October 2—Denver, Colo.—Shirley-Savoy Hotel—Examiner Werner: 
MC 32107 Sub. 1—Courtright Transfer, Julesburg, Colo., certificate 
to extend operations. 
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October 2—Kansas City, Mo.—Pickwick Hotel—Examiner Dawson: 
1. & S. M-1803—S & C Transport Co., between western points. 
1. & S. M-1804—Glass, Fort Smith, Ark., to Neb. points. 


October 2—La Plata, Mo.—Circuit Ct.—Examiner Prichard: 
Finance 13275—Application of C. B. & Q. for permission to abandon 
line extending from Baiotto Mine Spur to South Gifford, Mo. 


October 2—Los Angeles, Calif.—Federal Bldg.—Jt. Bd. 47: 
MC 102573—Arizona Truck-A-Way Co., Long Beach, Calif., certificate. 
MC 102601—Robertson’s Drive and Truck-Away, Los Angeles, Calif., 
certificate. 
October 2—Memphis, Tenn.—Peabody Hotel—Jt. Bd. 107: 
MC 32376 Sub. 1—United Warehouse & Terminal Corp., Memphis, 
Tenn., certificate. 


October 2—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
MC 17371 Sub. 1—Marcussen Bros., Harlan, Ia., certificate to extend 
operations. 
MC 102518—L. C. Carison, Red Oak, Ia., certificate. 
October 2—Opelousas, La.—Federal Bldg.—Examiner Lyle: 
Finance 13319—Application of T. & P. for permission to abandon its 
line from Ville Platte to Eunice, La. 


October 2—Pittsburgh, Pa.—Federal Bldg.—Examiner Borroughs: 
MC 95108 Sub. 1—G. H. Schwartz, Pittsburgh, Pa., permit to extend 
operations. 
MC 102621—B. F. Garvin, Pittsburgh, Pa., certificate. 


October 2—San Angelo, Tex.—St. Angelus Hotel—Jt. Bd. 77: 
MC 102457—R. McDaniel, Garden City, Tex., certificate. 
MC 102534—J. Moreland, Sweetwater, Tex., certificate. 


October 2—Washington, D. C.—Argument: 
MC 16670—Smith Brothers, Nashville, Tenn. 
October 2—Washington, D. C.—Jt. Bd. 68: 
MC 77111, Sub. 1—Pomeroy Transfer, Front Royal, Va., certificate to 
extend operations, 
MC 102439—Ideal Transfer Co., Washington, D. C. 
October 2—Washington, D. C.—Examiner Nye: 
Finance 13385—Application of K. C. S. to purchase properties of 
L. & A. and acquire trackage rights over certain tracks. 
October 3—Albany, Ga.—U. S. Court—Jt. Bd. 99: 
MC 96431—Tri-State Sales Co., Albany, Ga., certificate. 


October 3—Amarillo, Tex.—Capitol Hotel—Examiner Cheseldine: 
MC 69419, Sub. 1—Groendyke Transport Co., Enid, Okla., certificate 
to extend operations. 


October 3—Brooklyn, N. Y.—St. George Hotel—Examiner Wilkins: 
W-359—Cornell Steamboat Co., Kingston, N. Y., application to op- 
erate as water carrier. 


W-491—Agwilines, Inc. (Clyde-Mallory Lines), New York, applica- 
tion to operate as water carrier. 
October 3—Brocklyn, N. Y.—Hotel St. George—Jt. Bd. 305: 


MC 101586—J. D. Simpson, Southport, Conn. 
MC 93696, Sub. 1—Camaleri & Son, Long Island, N. Y. 


October 3—Brooklyn, N. Y.—Hotel St. George—Examiner Messer: 
MC 43267—Mohawk Coach Lines, Inc., New York, N. Y. 


October 3—Camden, N. J.—U. S. Court—Examiner Sullivan: 

* Finance 13260—Application of West Jersey & Seashore and P.-R. S. 
L., lessee, for certificate permitting abandonment and abandonment 
of operation of line from Alloway Junction to Quinton, N. J. 


October 3—Chicago, IIl.—Sherman Hotel—Examiner Hanrahan: 
MC 102685—Budreck Truck Lines, Chicago, Ill., certificate. 
Mc 39073—J. Budreck and F. Budreck, Chicago. 


October 3—Denver, Colo.—Shirley-Savoy Hotel—Examiner Werner: 
MC 102954—J. H. Hellbusch, Crook, Colo., certificate. 


October 3—Detroit, Mich.—Hotel Fort Shelby—Examiner Stiles: 
1. & S. 4925 and ist and 2d suppls.—Elimination auto axles from iron 
or steel lists. 


October 3—Emporia, Kan.—District Ct.—Examiner Frichard: 
Finance 12205—Application of trustee of Mo. Pac. for permission to 
abandon a line extending from LeRoy to Madison, Kan. 


October 3—Memphis, Tenn.—Peabody Hotel—Examiner Bradford: 
MC 102862 Sub. 1—Dixie Service Co., Memphis, Tenn., certificate. 


October 3—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
MC 52709 Sub. 6—R'‘ngsby Truck Lines, Inc., Denver, Colo., certificate 
to extend operations. 
MC 102643—E. O’Neill, Logan, Ia., certificate. 


October 3—Pittsburgh, Pa.—Federal Bldg.—Examiner Borroughs: 
MC 31444 Sub. 2—Schreiber Trucking Co., Pittsburgh, Pa., certificate 
to extend operations. 
MC 31444—S. Schreiber and Mrs. H. Schreiber, Pittsburgh. 
MC 31444, Sub. 1—Schreiber Trucking Co., Pittsburgh. 


October 3—San Angelo, Tex.—St. Angelus Hotel—Jt. Bd. 77: 
MC 102535—Mrs. J. Hodges, Sweetwater, Tex., certificate. 
MC 102543—G. Ragland, Junction, Tex., certificate. 


October 3—St. Louis, Mo.—Coronado Hotel—Commissioner Patterson 
and Examiner Mattingly: 
28496 et al.—Proportional rates of common carriers and minimum 
charges of contract carriers. 
October 3—Washington, D. C.—Examiner Nye: 

Finance 13331—Application T. & N. O. for abandonment operation 
over line of C. R. I. & G. between Ft. Worth and Dallas, Tex. 
Finance 13332—Application of T. & N. O. for authority to operate 
over lines of C. R. I. & P. and C. R. I. & G. between Ft. Worth 

and North Ft. Worth, Tex. 


October 3—Washington, D. C.—Examiner Hand: 
1. & S. M-1617—Boot and shoe factory supplies, Boston to Nashville. 
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October 3—Washington, D. C.—Jt. Bd. 12: 
MC 75289 Sub. 5—-Capital Transit Co., Washington, D. C., certificate 
to extend operations. 


October 3—Washington, D. C.—Examiner Gray: 
W-239—Universal Transportation Co., exemption under section 303(e). 


October 4—Albary, Ga.—U. S. Court—Jt. Bd. 101: 
MC 6009, Sub. 7—Georgia Stages, Inc., Albany, Ga., certificate to 
extend operations. 


October 4—Amarillo, Tex.—Capitol Hotel—Examiner Cheseldine: 
MC 654, Sub. 1—J. B. Moser, Borger, Tex., certificate to extend opera- 
tions. 
October 4—Denver, Colo.—Shirley-Savoy Hotel—Examiner Werner: 
MC 52709 Sub. 9—Ringsby Truck Lines, Inc., Denver, Colo., certifi- 
cate to extend operations. 
October 4—Letroit, Mich.—Fort Shelby Hotcl—Examiner Stiles: 
W-666—F. C. Strickroot, dba Cadillac Cartage Co., Marine Division, 
authority section 309(a) and (f). 
October 4—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
MC 89595—W. Holscher, Unadilla, Neb., certificate. 


October 4—San Angelo, Tex.—St. Angelus Hotel—Jt. Bd. 77: 
MC 102488—A. Cook, Ozona, Tex., certificate. 


October 6—Amarillo, Tex.—Capitol Hotel—Examiner Cheseldine: 
MC 102443--West Texas & New Mexico Transportation Co., Amarillo, 
Tex., certificate. 
October 6—Brooklyn, N. Y.—Hotel St. George—Examiner Messer: 
MC 65662—Warwick Stage Line, Warwick, N. Y. 
MC 65662 Sub. 1—Warwick, Greenwood Lake & New York Stages, 
Inc., Warwick, N. Y., certificate to extend operations. 


October 6—Brooklyn, N. Y.—Hotel St. George—Examiner Haley: 
MC C-263—Beverage Transport Corp., minimum charges, Albany to 
N. J. 
1. & S. M-1523—Ale and beer, Albany to points in N. J. and Pa. 
October 6—Cushing, Okla.—Federal Bldg.—Examiner Prichard: 
Finance 13202—Oil Fields & Santa Fe et al. abandonment. 


October 6—Denver, Colo.—Shirley-Savoy Hotel—Examiner Werner: 
MC 57697 Sub. 1—L. E. Smith, Sterling, Colo., certificate to extend 
operations. 
October 6—Dover, N. H.—Federal Bldg.—Examiner Sullivan: 
* Finance 13362—Application of B. & M. for certificate permitting 
abandonment of line extending from Jewett Station, South Ber- 
wick, York County, Me., to Somersworth, Strafford County, N. H. 


October 6—Hartford, Conn.—Public Utilities—Jt. Bd. 227: 
* MC 56541 Subs. 11 and 12—New England Transportation Co., Boston, 
Mass., certificate to extend operations. 


October 6—Jackson, Miss.—New Heidelberg Hotel—Jt. Bd. 28: 
MC 3009 Sub. 1—West Brothers Motor Express Co., Laurel, Miss., 
ceitificate to extend operations. 
MC 27356 Sub. 1—N. M. Saliba, Hattiesburg, Miss., certificate to ex- 
tend operations. 


October 6—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
MC 93491 Sub. 1—H. F. Boysen, Deloit, Ia. 
MC 102310—R. P. Thielen, Portsmouth, Ia. 


October 6—Salt Lake City, Utah—State Comm.—Examiner Dawson: 
MC 62225, Sub. 2—J. R. Vandaveer, Neodesha, Kan. 
MC 19416, Sub. 3—C. Hobson Dunn, Dallas, Tex., extension. 


October 6—San Angelo, Tex.—St. Angelus Hotel—Jt. Bd. 77: 
MC 102057—F. Nichols, Sonora, Tex. 
MC 102101—W. C. Turner, San Angelo, Tex. 
MC 102294—W. L. (Pat) Neff, Colorado City, Tex. 
MC 96274—J. E. Woodson, Gatesville, Tex. 
October 6—Washington, D. C.—Examiner Gray: 
W-376—Pan Atlantic Steamship Corp., authority section 309. 
W-383—Christensen Steamship Co.—‘‘Arrow Line’’—authority section 
309. 
W-388—Waterman Steamship Corporation Arrow Line, authority sec- 
tion 309. 


October 6—Washington, D. C.—Examiner Hand: 
1. & S. M-1786—V. J. Schell & Sons, minimum charges on bottle caps 
and tin cans. 
* MC 63517 Sub. 8—Petroleum Carrier Corp., Jacksonville, Fla., permit 
to extend operations. 


October 6—Washington, D. C.—Examiner Hobbs: 
MC 46646, Sub. 1—W. Bradshaw, Washington, D. C., permit. 


October 7—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 101: 
MC 2900, Subs. 12, 18 and 19—Great Southern Trucking Co., Jackson- 
ville, Fla., certificate to extend operations. 
MC 2900, Sub. 13—Great Southern Trucking Co., Jacksonville, Fla., 
certificate or permit to extend operations. 


October 7—Brooklyn, N. Y.—Hotel St. George—Examiner Haley: 
1. & S. M-1750—Coal, Pa. points to Binghamton, N. Y. 
1. & S. M-1754—Peter Berweiler, minimum rates and charges. 


October 7—Brooklyn, N. Y.—St. George Hotel—Examiner Stiles: 
Fourth section ap. 19200—Plaster and related articles in New York. 


October 7—Chicago, IIl.—Sherman Hotel—Examiner Hanrahan: 
MC 79658—Atlas Van Lines, Inc., Chicago, Ill., certificate or permit. 
MC 5320—George Edler Fireproof Storage Warehouse, Chicago, cer- 
tificate or permit. 
October 7—Chickasha, Okla.—District Ct.—Examiner Prichard: 
Finance 13343—Application of Okla. Cent. and A. T. & S. F. for per- 
mission to abandon a line from Purcell to Chickasha, Okla. 
October 7—Denver, Colo.—Shirley-Savoy Hotel—Jt. Bd. 126: 


MC 35320, Sub. 6—Dalby Motor Freight Lines, Inc., Lubbock, Tex., 
certificate to extend operations. 


The Traffic Service Corporation 
Announces 


A New Annual Directory 


THE NATIONAL GUIDE 
of 


Interstate Commerce Practitioners 


The ever growing regulation of carriers has caused a 
tremendous increase in the activities before the various 
regulatory commissions in the past few years and there 
has developed a real need for a reference book that 
gives information about the personnel that make up 
the various commissions and about the men who prac- 
tice before these bodies. This new guide will meet this 
need. It will contain 


Practitioners Before the Interstate Commerce 
Commission 


A complete list of all Practitioners before the 
Commission. It will indicate those who are 
lawyers as well as non-lawyers. 


Practitioners Before the Maritime Commission 


A similar complete list of all Practitioners before 
this Commission—lawyers as well as non-lawyers. 


Legal Staff of Carriers 


The attorneys on the staff of carriers—the rail- 
road, motor lines, ete. The carriers will be 
listed alphabetically. Following the name of 
the carrier will be a list of the legal staff. 


Biographical Data 


There will be a section, arranged geographically, 
giving biographical information on outstanding 
individuals and members of law firms who prac- 
tice before the Interstate Commerce Commission. 
This listing will include biographical data of 
tax and patent attorneys and counsel specializ- 
ing in practice before federal and state admin- 
istrative tribunals. 


Members of Regulatory Commissions 


The guide will contain a list of the various state 
and federal governmental boards and Commis- 


sions and give a list of the members of each 
body. 


Digest of Transportation Laws 


A digest of state laws affecting air, motor, rail 
and water transportation will be included. 


The guide will be printed on good paper and bound 
in cloth. It will contain approximately 350 standard 
size (6%x10) pages. It will sell for $10.00 a copy. 

This new guide is being published by The Traffic 
Service Corporation which has 33 years’ experience in the 
traffic field as publishers of the Weekly Traffic World, 
the Weekly Traffic Bulletin, the Daily Traffic World and 
Traffic Bulletin and of various text books. 


For Information Write to 


The TRAFFIC SERVICE CORPORATION 


418 South Market Street, Chicago, Ill. 


TRAFFIC WORLD 


Personal Notes 


At a meeting of the directors of the Kansas City Southern 
at New York, September 22, Charles P. Couch was elected 
chairman of the board and of the executive committee, succeed- 
ing his brother Harvey Couch, who died. William N. Deramus 
was elected president of the railroad. Mr. Couch is also presi- 
dent of the Louisiana and Arkansas. 

The Daniel Guggenheim Medal for 1941 has been awarded 
to Juan T. Trippe, president, Pan American Airways System, 
for “the development and successful operation of oceanic air 
transport.” ‘the medal will be presented to Mr. ‘lrippe at a 
dinner of the Institute of Aeronautical Sciences January 27, 
1942. 

R. Wipprecht has been named general auditor, A. E. Callin 
assistant general auditor, and }F. J. Krecek auditor of equip- 
ment service accounts, for the Union Pacitic, at Omaha. 

Albert A. Pioch, traffic manager, Chicago Flexible Shaft 
Company, has been appointed an instructor at the College of 
Advanced ‘lraffic, Chicago. 

Guyton Howell has been appointed commercial agent at 
Orlando, Fla., for the Nashville, Chattanooga and St. Louis 
Railway, succeeding Colfax Sanderson, who died. 

The Overnight Motor ‘lransportation Company has an- 
nounced the following appointments: Wilson E. Rich, assistant 
traffic manager, Baltimore terminal; Moe Mofsovitz, traffic 
representative, Baltimore, and W. A. Kirby, traffic representa- 
tive, Richmond, Va. 

L. E. Yost has been appointed traffic manager of the new 
Sherwin-Williams Detense Corporation, which will manufac- 
ture shells for the government at Marion, Ill. 

G. C. Hay has been appointed general agent for the Chi- 
cago Great Western at Indianapolis, Ind. 

Nick S. Cordin has been appointed traffic manager at 
Chicago for the Akron-Chicago Transportation Company. 

L. S. Schwinn has been named traveling agent at Salt 
Lake City, Utah, for the Chicago and North Western. C. C. 
Erickson has been named city agent at Peoria, Ill., and I. A. 
Horne has been appointed to the freight agency at the Union 
Stockyards, Chicago. 

R. O. Wilson nas been named commercial agent for the 
Erie Railroad at Indianapolis, Ind. 

C. R. Reeble has been appointed assistant general live stock 
agent for the Atchison, ‘'opeka and Santa Fe, succeeding 
Charles R. Gilfillan, who retired. 

John W. Melrose has been appointed geologist for the 
Milwaukee Road at Spokane, Wash., effective October 1. His 
duties will be to make surveys of industrial uses of mineral 
deposits in areas served by the company. 

Edward L. Reel has been appointed chief clerk in the offices 
of D. C. Wilkens, general freight agent for the Western Pacific 
at Los Angeles. 

Bert Vickery has been elected treasurer and assistant sec- 
retary of the Chicago, Burlington and Quincy, and assistant 
treasurer and assistant secretary of the Colorado and Southern, 
with headquarters at Chicago. In all those positions he suc- 
ceeds A. T. Williams, who retired after 52 years of service. 

G. A. McNamara has been appointed general freight agent 
for the Canadian Pacific at Chicago. 

H. J. Benzie, traffic manager, General Electric Company; 
A. O. Conway, traffic manager, McKessons and Robbins Com- 
pany; N. W. Ford, traffic manager, Manufacturers’ Associa- 
tion of Connecticut, and J. D. Heffernan, traffic manager, Scovill 
Manufacturing Company, have been appointed members of 4 
special advisory committee to assist in the development of 4 
new course in traffic and transportation by the Junior College of 
Connecticut, Bridgeport. The courses will include traffic and 
transportation, business mathematics and business law. Classes, 
held evenings, began September 25. 


$$ 
—— 


October 7—Hartford, Conn.—Public Utilities—Jt. Bd. 227 and Examiner 
Ormond: 

* MC 30262 Sub. 3—E & S Trucking Co., New Haven, Conn., certificate 
to extend operations. 

* MC 69785 Sub. 1—F. C. Davis Transportation Co., Danielson, Conn. 
certificate to extend operations. 


October 7—Jackson, Miss.—New Heidelberg Hotel—Jt. Bds. 246 and 28: 
MC 102379—J. Arnold, Port Gibson, Miss., certificate. 
MC 102908—H. Sample, Jr., Tupelo, Miss., permit. 


October 7—Nashua, N. H.—Federal Bldg.—Examiner Sullivan: 

* Finance 13412—Application of B. & M. for certificate permitting 
abandonment of line extending from Pepperell, Middlesex County, 
Mass., to Nashua, Hillsborough County, N. H. 
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SUBSCRIBE FOR 
THE TRAFFIC BULLETIN 


HTere’s how you will profit: 
1. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Interstate Commerce Commission (railroads 
and motor carriers) and the Maritime Commission 
(steamship lines) in the current week, enabling you 
to get copies of those that will change your rates, 
well in advance of the effective dates. 





2. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees of the railroads and intercoastal steam- 
ship lines use its columns to give public notice of 
all proposals received from shippers and carriers 
to establish and to change commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checking. Dis- 
position notices of a number of the committees are 
printed to advise the subscriber of the decision 
reached on each proposal. Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 





3. Rate Changes on Short Notice 


Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 30 days’ notice. Before making 
them effective the railroads, motor carriers, and 
steamship lines must file short notice applications. 
These are printed in THE TRAFFIC BULLETIN as 
they are filed in Washington, along with the railroad, 
steamship and truck “Permissions” (short notice 
changes which are allowed by the two regulatory 
bodies). Information of this kind, received in ad- 
vance of a change in one single instance, may save 
you more than the cost of a full year’s subscription. 


4. Advance Information of Classification 





Changes 





Subscribers to THE TRAFFIC BULLETIN re- 
ceive free of charge the quarterly dockets of the 
Consolidated Classification Committee, listing the 
changes currently proposed. 


5. Other Essential Rate Information 





Suspended tariffs, embargo notices, fourth section 
applications and orders, tariffs returned and express 
tariffs. 


The use of THE TRAFFIC BULLETIN for only a 
few months will return your investment with in- 
terest in actual time and money saved. Let the 
weekly issues add to the efficiency and increase the 
effectiveness of the work in your denartment. Send 
$6.25 for a trial three months’ subscription today. 


THE TRAFFIC BULLETIN 


418 South Market Street Chicago, Ill. 









TRAFFIC WORLD 





October 7—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 136: 
‘ MC 23000 Sub. 2—Highway Transportation Co., Fremont, Neb., per- 
mit to extend operations. 
MC 15348—R. L. Anderson Motor Transport, Florence, Neb. 


October 7—Washington, D. C.—Examiner Hobbs: 
MC 3003, Sub. 1—W. C. Marshall, Upper Darby, Pa., certificate to 
extend operations, 


October 7—Washington, D. C.—Examiner Clifford: 
MC F-1639—Atlantic Greyhound Corporation et al., control, Pan 
American Bus Lines. 


October 7—Washington, D. C.—Examiner Hand: 
1. & S. M-1802—Merchandise, Conn., Mass., to McKeesport, Pa, 


October 7—Washington, D. C.—Examiner Joyner: 
* MC C304—Merchandise—New England to Pa. points. 


October 8—Amarillo, Tex.—Capitol Hotel—Examiner Cheseldine: 
MC 102612—W. A. Penn, Happy, Tex., certificate. 
MC 102613—F. Haynes, Amarillo, Tex., certificate. 
MC 102614—F. J. Mears, Welch, Tex., certificate. 


October 8—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 354: 
MC 2903, Sub. 2—National Trucking Co., Jacksonville, Fla., permit 
to extend operations. 


October 8—Brooklyn, N. Y.—Hotel St. George—Examiner Messer: 
MC 80936—F. Binetti, West New York, N. J., certificate or permit. 
MC 80936, Sub. 1—Frank Binetti, W. New York, N. J. 


October 8—Brooklyn, N. Y.—Hotel St. George—Examiner Kassel: 
Ex Parte MC 22—New England motor carrier rates. 


October 8—Brooklyn, N. Y.—Hotel St. George—Examiner Haley: 
MC 101159—D. & R. Transportation Co., Inc., Asbury Park, N. J. 


October 8—Denver, Colo.—Shirley-Savoy Hotel—Examiner Werner: 
1. & S. M-1814—Petroleum products, Casper and Glenrock, Wyo., to 
Colo. 


October 8—Hartford, Conn.—Public Utilities—Examiner Ormond: 
* MC 23558 Sub. 1—Huntington Road Stratford Bus Line, Stratford, 
Conn., certificate to extend operations. 


October 8—Jackson, Miss.—New Heidelberg Hotel—Jt. Bd. 28: 
MC 921 Sub. 2—Dean Truck Line, Corinth, Miss., certificate to ex- 
tend operations. 


October 8—Omaha, Neb.—Hotel Fontenelle—Examiner Dunn and Jt. 
Rd. 54: 
MC 1726—Red Ball Transfer Co., Omaha, Neb., certificate or permit. 
MC 1727 and Sub. 1—Red Ball Transfer Co., Omaha, Neb., certificate 
or permit and to extend operations. 
October 8—San Francisco, Calif.—Empire Hotel—Examiner Linn: 
MC 57189 Sub. 1 EX—Hornbrook Happy Camp Stage Line, Hornbrook, 
Calif., certificate of exemption. 
MC 57675 Sub. 1 EX—Klamath Auto Stage Line, Yreka, Calif., cer- 
tificate of exemption. 


October 8—Washington, D. C.—Examiner Hobbs: 
MC 68645, Sub. 2—Pace’s Transfer, Inwood, W. Va., certificate to ex- 
tend operations. 
October 8—Washington, D. C.—Examiner Job: 
Fourth Section Ap. 19217—Caustic soda to Weldon Springs, Mo. 


October 8—Washington, D. C.—Examiner Hand: 
* MC 7450 Sub. 8—Novick Transfer Co., Winchester, Va., certificate to 
extend operations. 
October 8—Washington, D. C.—Argument: 
25419 and Sub. 1—Fairbanks Morse & Co. et al. vs. A. & S. et al. 
28069—Blue Bird Coal Co. et al. vs. C. & N. W. et al. 
28134—Truax-Traer Coal Co. vs. C. & N. W. et al. 
27000—General Motor Corp. vs. Alton et al. 
27491 and Subs. 1 to 8 incl.—Creamery Package Manufacturing Co 
vs. Alton et al. 
27544 and Sub. 1—West Kentucky Coal Bureau vs. Ill. Cent, et al. 
27549 and 27550—Fifth & Ninth Districts Coal Traffic Bureau vs. 
Alton et al. 
27555 and 27556—Consolidated Coal Co. vs. Alton et al. 
27570—United Electric Coal Cos, et al. vs. Alton et al. 
27640—Blve Bird Coal Co. et al. vs. C. & N. W. et al. 


October 9—Brooklyn, N. Y.—Hotel St. George—Examiner Haley: 
MC £3322 Sub. 1—Links Trucking Corp., Brooklyn, N. Y., certificate 
to extend operations. 


October 9—Chicago, !tIl.—Shermar Hotel—Examiner Hanrahan: 
MC 30041, Sub. 1—Amstadter Storage & Van Co., Inc., Chicago, IIl., 
certificate to extend operations. 


October 9—Denver, Colo.—Shirley-Savoy Hotel—Jt. Bd. 126: 
MC 730 Sub. 4—Pacific Intermountain Express Co., San Francisco 
Calif., certificate to extend operations. 
MC 29678 Sub. 4—Russell Freightways, Casper, Wyo., certificate t0 
extend operations. 


October 9—Hartford, Conn.—Public Utilities—Examiner Ormond: 
* MC 57629 Sub. 1—W. H. Cosseboom, Plainville, Conn., certificate t0 
extend operations. 
October 9—Jackson, Miss.—New Heidelberg Hotel—Jt. ?d. 28: 
MC 11220 Sub. 16—Gordons Transports, Inc., Memphis, Tenn., certifi- 
cate to extend operations, 


October 9—Shawnee, Okla.—Aldridge Hotel—Examiner Prichard: 
Finance 13342—Application of trustees of Choctaw, Oklahoma & Gulf 
and C. R. I. & P. to abandon line extending from Tecumseh Junc 
tion to Asher, Okla. 
October 9—Washington, D. C.—Examiner Gray: 
W-514—Baltimore Insular Line, Inc., authority section 309. 
W-521—Application of Bull Steamship Line, authority section 309. 
W-657—Ericsson Line, Inc., authority section 309. 
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OF YOUR TARIFF 
O HUNTING TIME 
CAN BE SAVED with 


AUTOMATIC SPECIALIZED TARIFF 
FILES AND DESKS 


Just pull out the proper drawer of your 
Automatic tariff file, part the contents 
at the point of reference, and the front 
tilts forward and the follower block 
tilts back (automatically) giving you 
9” of working space with the face of 
the tariff exposed. 


No waste motion or lost time, no 
tugging to get the tariff out, 
and when reference is com- 
plete, slip the tariff back — 
the place ready (no cram- 
ming) it slips in easily. 


Closing the drawer straightens 

up the front and follower 
block, compressing the contents, and 
keeping them in perfect condition with- 
out buckling or sagging. 


Write for complete information on this and other units 


AUTOMATIC FILE & INDEX CO. 


631 W. WASHINGTON BLVD. Dept. A-86 CHICAGO, ILL. 
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WHAT IS YOUR IDEA OF 
AN IDEAL INTERCHANGE? 


FOR 
SERVICE 


PEORIA GATEWAY—ALWAYS OPEN 


Your freight moving across country, like 
everyone else's, must pass through one or 
more interchanges. 


As we see it, to you an interchange that 
serves a large number of trunk lines has 
important advantages for you and if these 
trunk lines serve the major markets of the 
country, the interchange is doubly good. Lack 
of congestion on the interchange line's own 
rails will speed the freight to destination. 
Then there is the railroad's personnel, its 
equipment and the way in which it is laid out. 
Efficient coordination and handling of your 
freight on such an interchange goes a long 
way toward speeding up your deliveries and 
conserving freight car time. Isn't that a 
picture of a really helpful interchange? 


P. & P. U. Ry., at Peoria, serves fourteen 
trunk line railroads to thirty-one states. Its 
location, close to the population center of 
the United States, is in open country—con- 
gestion free. Its yards are carefully engi- 
neered and provide a free and logical move- 
ment of cars from one trunk line to another. 
Equipment and personnel furnish the power 
and brains to translate these physical char- 
acteristics into fast interchange service for 
shippers in all parts of the United States. 


All that is required is the routing via P. & 
P. U. Ry. and Peoria, Illinois. 


Any further information you want is yours 
for the asking. Write E. F. Stock, Traffic 
Manager. 


PEORIA AND PEKIN 


UNION RAILWAY COMPANY 


Union Station, Peoria, Illinois 


SWITCHING SERVICE BETWEEN 


Peorla & Pekin Union Ry.; Chicago, Rock Island & Pacifie Ry.; Chieago & Nerth 

Western Ry.; Chicago & IMinois Midland; IIlinois Terminal Raitread Co.; Inland 

Waterways Corp.; Minneapolis & St. Louis R. R.; Alton Railroad; Atehison, 

Topeka & Santa Fe Ry.; Illineis Central R. R.; Pennsylvania Rallroad; Peerla 

Terminal R. R.; Chicago, Burlington & Quiney Rallroad; New York, Chieago 

& St. Louis Railroad; Cleveland, Cincinnati, Chicago & St. Louls Ry. (Peorla 
& Eastern); Toledo, Peoria & Western R. R. 
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HAND IN HAND 





Coordinated canal-lake-rail shipments via Hedger provide 
shippers with easy access to eastern markets without 
congestion and with maximum savings on every pound of 
freight. Write, wire or phone Hedger or any of the car- 
riers listed here for complete details on how you may 
profit on your shipments between New York Harbor and 
Great Lakes ports and rail territory west of Chicago. 
INTERMEDIATE AND TERMINAL LINES 


Atchison, Topeka & Santa Fe Rall- Chicago, St. Paul, Minneapolis & 
way Company Omaha Railway Company 
— Railway Company of Chicago Great Lakes Transit Corporation 
n 
“loaen North Western Railway Great Northern Railway Company 
Chicago, Burlington & Quincey Rall- illinois Central Railroad Company 
road Company Minneapolis & St. Louls Railroad 
Chicago Great Western Railroad Com- Company 


pany 
Minneapolis, St. Paul & Sault Ste. 
Chicago, Milwaukee, St. Paul & 
Pacific Railroad Company wnte many Cupesy 
Chieago, Rock Island & Pacific Rall- Minnesota-Atlantic Transit Company 
way Company Northern Pacific Railway Company 


W. E. HEDGER TRANSPORTATION CORPORATION 


120 Wall Street, New York City 


Chamber of Commerce Bidg., Buffalo - - - ~- 268 Market St., San Francisco 












Pipe via steamer from eastern steel mill is 
hauled to pipe concentration yards, thence 


to oil and gas fields and to pipe lines. 


J. Russell Wait, Director of the Port 


Houston, Texas 


TRAFFIC WORLD 


October 9—Washington, D. C.—Examiner Fuller: 
28504—Baltimore Steam Packet Co. et al. vs. A. G. S. et al. 
October 10—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 64: 
MC 88300, Sub. 2—Dixie Transport Co., Dalton, Ga., certificate to 
extend opeiations. 
October 10—Brooklyn, N. Y.—Hotel St. George—Examiner Messer: 
MC 102270—Keansburg & New York Bus Co., Keansburg, N. Y. 
October 10—Brooklyn, N. Y.—Hotel St. George—Examiner Haley: 
MC 72968—O. W. Johnson, Inc., Palisades Park, N. J. 
October 10—Chicago, II!1.—Sherman Hotel—Examiner Hanrahan: 
MC 102237—Matsen Bros., Chicago, certificate. 
October 10—Cincinnati, O.—Federal Bldg.—Examiner Haden: 
Ex Parte 127—Status of public stockyards companies. 
October 10—E!I Paso, Tex.—Hotel Paso Del Norte—Examiner Chesel- 
dine: 
MC 102561—Red Ball Transfer & Storage Co., Odessa, Tex., certificate, 
October 10—Hartford, Conn.—Public Utilities—Examiner Ormond: 
* MC 76439 Sub. 1—Merchants Express, New Haven, Conn., certificate 
to extend operations. 


CHANGES IN DOCKET 

Hearing MC 1641, Sub. 4, September 22, Lincoln, Neb., canceled. 

Hearing MC 63517, Sub. 8, September 22, Washington, D. C., post- 
poned to October 6, Washington, D. C., Examiner Hand. 

Hearing in MC 102616, Sub. 2, September 17, Washington, D. C., 
was adjourned to October 20. 

Hearing W-239, September 22, Washington, D. C., canceled and 
reassigned October 3, Washington, D. C., Examiner Gray. 

Hearing W-354, W-355 and W-356, September 24, Seattle, Wash., 
canceled and reassigned September 30, Olympic Hotel, Seattle, Wash., 
Examiner Walsh. 

Hearing |. & S. 5040, September 24, Chicago, IIll., canceled. 

Hearing 28504, September 24, Washington, D. C., canceled and re- 
assigned October 9, Washington, D. C., Examiner Fuller. 

Hearing MC F-1617, September 25, Knoxville, Tenn., changed to 
September 26. Knoxville, Tenn., U. S. Court, Examiner Clifford. 

Hearing MC 58921 Sub. 4, for September 23, Portland, Ore., post- 
poned to September 25. at Multnomah Hotel, Portland, Ore., Jt. Bd. 45, 

Hearing MC F-1600, September 26, Louisville, Ky., changed to 
September 27, Louisville. Ky., Brown Hotel, Examiner Clifford. 

Hearing MC 102533, September 26, Dallas, Tex., is canceled. 


I. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: 

Samuel K. Abrams, Oklahoma City, Okla.; Harold Ray- 
mond Ainsworth, New Orleans, La.; Louis L. Altmann, New 
York, N. Y.; Lawrence C. Ammon, Indianapolis, Ind.; Oscar 
E. Anderson, Creston, Ia.; Albert Byron, Arbaugh, Canton, O.: 
Ferriss C. Bailey, Nashville. Tenn.; William James Bailey 
Springfield, Mass.; Benn Barber, New York. N. Y.; Bernard 
S. Barron, New York, N. Y.; Chester Bedell, Jacksonville, 
Fla.; H. Leon Bennett, Philadelphia, Pa.; Lewis E. Bonfield, 
Topeka, Kan.; Raymond Erling Bruns, Fargo, N. D.: Law- 
rence W. Cannon, Indianapolis, Ind.;: Paul Wendell Cauffiel, 
Coudersport, Pa.; William Charles Combs, Rochester, N. Y.; 
William E. Cureton. Waco, Tex.; Theodore O. Cutright, Toledo, 
Ill.; Anthony J. DeDario, Elkhart, Ind.; Andrew J. Dendor, 
New York, N. Y.; Henry Depping, Kansas City, Mo.; Alfred 
E. Deshell, New York, N. Y.; Henry Donham, Little Rock, 
Ark.; Robert Francis Downev, Hartford, Conn.; Burke W. 
Drummond, Auburn. N. Y.; Elmer H. Ely, Philadelphia, Pa.; 
John E. Evans, Pittsburgh. Pa.; Gerald B. Faigle. New York, 
N. Y.; George Alexander Falconer, Kansas Citv, Mo.; Howard 
F. Fanning. Boston, Mass.; Robert H. Farrell, Chicago, II: 
Jesse M. Fisher, Kansas City. Mo.; William Francis Fitzgerald, 
Washington. D. C.; Edward Leo Fogarty, Duluth, Minn; 
Lockwood W. Fogg, Jr., Philadelphia. Pa.; Josenh France, Bal- 
timore. Md.: Edward E. Franchot, Niagara Falls, N. Y.; John 
J. Gain. Philadelnhia, Pa.: Alexander A. Garrowavy, Pitts- 
burrh, Pa.: Roland A. Gehweiler, Newark, N. J.: Jacob M. 
Goldberg. Newark, N. J.; John S. Gonas. South Bend. Ind.; 
Charles Gilbert Grady, Four Oaks. N. C.; Marion Floyd Green, 
Oklahoma City. Okla.; William Francis Hanlon, Jersev City, 
N. J.: Paul H. Hardin. Atlanta. Ga.; Andrew Bennett Harner, 
Jr.. Detroit. Mich.: Charles Jackson Harriss, Enid, Okla.; 
John M. Hollenbeck. Marshall. Tll.; Charles Antone Horsky, 
Washineton. D. C.: Ranhael Garland Jeter, Akron. O.; John 
C. Kellev, Harrisburg. Pa.; Robert Wallace Kellough, Tulsa, 
Okla.: Howard Lew‘s Kern. Frank 7. Kilroy and Lester Kiscel, 
New York. N. Y.: Josenh Kruver, Boston. Mass.; John Austin 
T.atimer. Washineton, D. C.: John Steel Lightcap, Jr.. Latrobe, 
Pa.; John H. Little, Ruffalo, N. Y.: Morris A. Lottinger, 
Hovma, La.: David William Louisell, Washington. D. C.; 
Cas*mer B. Machnii and Charles J. Maley. New York. N. Y.; 
Ferrv Anderson McCown, Tronton, O.: Byron Wilfrid Mc- 
CimMagh, Minneapolis. Minn.: Fugene MeCullv. Memrhis, Tern.; 
William Lawrence MeNDorold and Kennedy MeFanl, New 
Vork. N. Y.; Harold Mod. Tonelka. Kon.: Walda G ™'les, 
Bristol, Va.; John L. Moffett, Denver, Colo.; Hunter Holmes 
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KINGDOM OF THE SUN 


SOUTHERN ARIZONA-CALIFORNIA 





You can forget the rigors of unpleasant weather in this 
land of perpetual sunshine. Live the kind of life you’ve 
dreamed of. Enjoy your favorite sport. 





Car Banding 


“ss 1] STRAPPING TOOLS 


Le c. 


opie 


eled and TRAVEL ROCK ISLAND 
* See Carlsbad Caverns en route. Three fine trains. The 


“yy streamlined, all-Pullman, extra fare ARIZONA LIMITED 
», Wash., between Chicago and Tucson- Phoenix, leaves every second 
day beginning December 15. The de luxe GOLDEN STATE 

~~ re- THE STANLEY WORKS LIMITED and economy-luxury CALIFORNIAN afford 
- ee daily service between Chicago and Los Angeles via El 

anged to Steel Strapping Division Paso, Tucson, Phoenix and Palm Springs . . . Through 


. rie service daily from St. Louis and Memphis. Connecting 
re., post- New Britain, Conn. service from the Twin Cities via Kansas City. 








t. Bd. 45. 
— to FAST THROUGH FREIGHT SERVICE R k 
d. Many trains carrying carload and less than 
STAN LEY carload shipments to and from the West, 0 C 
TRADE MARK Northwest and Southwest. Free Pick-up and | S | an d 
Delivery of less than carload freight. Mer- 
fore the chandise cars between all important points. 
Id Ray- 
in, New 
; Oscar 
ton, O.; 
‘Bailey KNOTTY SHIPPING PROBLEMS ? 
ernar 
sonville, Untie them with RAILWAY ExpREss speed. We trans- 
— port practically anything—from light packages to 
Cauffiel heavy machinery. No extra charge for pick-up and 
te Be delivery within our regular vehicle limits in all cities 
—— and principal towns. Regular service between 23,000 snieiet dies 
. Alfred nation-wide points at economical rates. Free insurance aes 
e Rock, up to $50 per shipment. For service just phone 
irke W 
lia, Pa.; 
| | Ramway@Express || STARRETT-LEHIGH 
ey “¥ AGENCY INC. 
zeerald, NATION-WIDE RAIL-AIR SERVICE 
“ag BUILDING 
ice, Bal- OUTSTANDING as its dominance over New York's West 
Y.; John Side midtown skyline, the STARRETT-LEHIGH BUILDING 
. Pitts- offers the manufacturer and distributor superior advantages: 
acob M 
d. Ind.: e Lehigh Valley R. R. freight terminal on street level; 
1 Green, elevators direct to rail yard platform 
ev City, e Truck elevators to all floors, affording street floor 
Harner, facilities throughout 
— Okla; H A RBOR eFloor areas, 52,000 to 124,000 sq. feet. Smaller 
—— units may be leased 
ohn ; 
‘ eHigh safety standards—low i t 
. ‘Tulsa, Terminus of three fast the Ports across the Pacific... jen amma ran 7 rtintron eos aoa 
r Kiscel, trans-continental railroads with Hawaii... the Philippines... pia aninnane 
1 Austin supporting Belt Line System Straits Settlements . . . Austral- eFast passenger elevators; restaurant; barber shop. 
Latrobe, connecting with all terminals. asia... to Central and South INVESTIGATE .... learn what satisfied 
— wi F requent and direct services to America. nationally-known occupants are doing at the 
. N.Y. A Municipal Enterprise Devoted to Public Service Starreit-Lehigh Building 
} —— We invite your routing of cargo via— West 26th—West 27th Streets—llth to 18th Avenues 
W 
MR sd T H Ee Pp oO R T oO F L oO Ss A N G & L re 5 D. R. CROTSLEY, Manager, 601 West 26th Street Tel.: CHickering 4-5520 
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! Moss, Baltimore, Md.; John Michael Mullen, New York, N. Y.; 
GREAT William T. Oare, South Bend, Ind.; James T. O’Donnell, New 
SS York, N. Y.; Leslie William Patterson, Detroit, Mich.; Thomas 


eT ee : W. Pomeroy, Jr., Pittsburgh, Pa.; William Alexander Por- 
ee WHITE | teous, Jr.. New Orleans, La.; Allen Iredell Pretzman, Co- 


oe lumbus, O.; William J. Pruitt, Miami, Fla.; Ralph Benjamin 
ee FLEET Radsken, Port Chester, N. Y.; Gilvie Lester Reeves, Tampa, 
oe Fla.; Kalman Ress, Brooklyn, N. Y.; Hamilton C. Rickaby, 


New York, N. Y.; Robert G. Riley, Des Moines, Ia.; Jesse M. 
Seymour, Salamanca, N. Y.; Gray Silver, II, Martinsburg, 
W. Va;. Orma R. Smith, Corinth, Miss.; William Parkhurst 
Smith, Washington, D. C.; L. S. Spurling, Lenoir, N. C.; Al- 
bert Milton Stern, Detroit, Mich.; Alvin C. Trippe, Kansas 
City, Mo.; Lewis Benton Tussing, Columbus, O.; Gus A. Welge, 
Chester, Ill.; Raymond H. Werner, Creston, Ia.; Charles R. 
Westmoreland, Kansas City, Mo.; Thomas A. White, Boston, 
Mass.; Samuel Williamson, East Moline, Ill.; Walter I. Wolfe, 
Logan, Ia.; Warren Woods, Washington, D. C.; George Ben- 
ham Young, Cleveland, O., and Benjamin C. Zernes, Chicago, III. 











Speedy, Dependable Merchandise Service to 
Regular and Dependable 
Service to 


HAVANA * PANAMA ° JAMAICA 
COSTA RICA * HONDURAS 
COLOMBIA * GUATEMALA 

BRITISH HONDURAS 





Via The ST. LOUIS GATEWAY 


2nd Day Delivery to Dallas * Ft. Worth * Houston « San Antonio 
3rd Day Delivery to Rio Grande Valley—from St. Louis 





UNITED FRUIT COMPANY 


Pier 3, North River, New York 
321 St. Charles St., New Orleans 





Jnafhic Men: WANTED | Southern Steamship Company 








CARS — Tank, Refrigerator, | (Pioneer Steamship Line te Houston) 
Hopper, Gondola, Dump, Etc. | OPERATING FAST FREIGHT SERVICE BETWEEN 
LOCOMOTIVES — All types. | Philadelphia, Penna. and 


Houston, Texas 


CAR REPAIR PARTS. | 
Request | SAILINGS: 
—_ RELAYING RAILS. | From Philadelphia . . . . . Wednesdays and Saturdays 


when responding. 


From Houston to Philadelphia . Mondays and Thursdays 


Also your Inquiries for above. 
Low Rates Quick Dispatch Thru Package Cars 


IRON & STEEL PRODUCTS, Inc. CA 


eee een 134505. Brainard Ave., Chicago, Illinois | 1360 Broad Street Station Bldg., PHILADELPHIA, PA. 
“ANYTHING containing IRON or STEEL” ee NE Ne AL NA RATE SP 5 t NO TAA atl 





“NUMBER ONE” 


FOR 
LONG DISTANCE MOVING 


@ As near as your telephone! 
Look in your classified tele- 
phone directory . . . for the 
name and address of the 
nearest Agent-Members of 
Allied Van Lines, Inc. 


ETAALT MALU Ke 


nation wie! 
MOVING 









TIME SAVER! 


Open those shipping bottlenecks with RaILway 
Express—a real time saver for anything coming in 
or going out of your office, factory or place of busi- 
ness. No extra charge for pick-up and delivery with- 
in our regular vehicle limits in all cities and principal 
towns. Just phone for information or service. 


RAILWA’ XPRESS 


AGENCY INC. 
NATION-WIDE RAIL-AIR SERVICE 



























e*UNDIVIDED RESPONSIBILITY 
THE WORLD'S LARGEST LONG DISTANCE MOVERS 






























LL Ne Ww [ SS ~."\ GLACIER-WATERTON | T WINNIPEGs: 
. \s SMaTERNA TIOWAL PEACE PARK ; renee noma ( 


x Ganson 3 
os 1 yo S 


~ Te 
" AG WAT, FOREST 





S) 
w * 


| ; CHEHALIS 
— om moll ee gf LONGVIEW 


isburg, q a ue Na TS incouve “i —_iligit 1 ee 
khurst ~ PORTLAND | wisinan ! 


neville Dam 
if by 


€ ST. tours 


ST. LOUIS, \ 






a — a ‘ )  Svosemire 
* eee WAT. PARK. 
(wERCED ° 











N 

ys %& Friends are mighty valuable. | demand—why on-time schedules are a 

ys Influence is usually helpful to those who fetish with us—why we go the limit in 

Cars have it. But, frankly, we would rather speeding up our service at receiving and 
DESERVE the patronage of shippers delivery points. 

PA. 


because of the service we render. That’s 





Yes, Great Northern wants your busi- 


why, day after day, G. N. men handle ony ness. But most of all we strive to deserve 


i nt hou : ‘ 
shipment as though each was the most it. Let a Great Northern representative 


important ever to be placed in our care. help you to save time and money in mov- 


That’s why the quantity and quality of ing freight to and from the ten states which 
G. N. equipment is kept above normal this railroad serves. 


Route of the AMPIRE BUILDER 
between the Great Lakes and the PacificNorthwest _ 
via Glorious Glacier Park in the Montana Rockies | 
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FF andling of every consignment is a Santa Fe 
invariable. Carrier of materials of incalculable 
— industrial importance, Santa Fe is equally proud 
of its record of safe, punctual handling of the 
smallest shipment. 
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Santa Fe Now Regularly Offers: 
@ Sixth morning delivery at Pacific Coast points from Chicago. 


@ Fifth morning delivery at Pacific Coast points from St. Louis, 
Kansas City, St. Joseph, Atchison, and Leavenworth. 


—~ @ Third morning delivery, Chicago to Galveston, Houston, and 
The Little Man Beaumont. (Less carload and carload merchandise.) 


Who’sAlwaysThere! — @ Second morning delivery, Chicago to Oklahoma City. 
@ The only overnight freight service, Chicago to Kansas City. 






@ Free pickup and delivery service on less carload merchandise. 


Y = Careful handling and fast streamlined service via Santa Fe form 
j ~ a double advantage that shippers are quick to appreciate. Why 
\ not reach for your phone and talk rates and facilities with your 


Santa Fe | nearest Santa Fe Agent. Or write 


oe General Freight Traffic Manager 


Santa Fe System Lines - Chicago 














